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Not Over Maintained. 


Attorney Lyon began asking questions of maintenance 
when Attorney Paterson for the Pennsylvania company in- 
terrupted and brought the discussion to a head by asking 
Mr. Rea: “Is your road over maintained?” 

“No, sir,” thundered Mr. Rea. 

“Al] you are doing, then, is all right?’ suggested 


Mr. Lyon. “All you ever have done is all right?” he 
added. 

“No, sir,” said Mr. Rea, “there are a good many 
things the Pennsylvania has done that are not all 
right. For instance, in 1908 we didn’t buy a pound of 
steel rails. That was a big mistake, and there are 
others.” 

Messrs. Brandeis and James asked a lot of ques- 


tions the purpose of which was to make a separation 
between capital devoted to passenger business and to 
freight. Mr. Rea said he didn’t believe it could be 
done and never had been. 

Mr. James has always contended that passenger 
business is done at a loss. Mr. Rea said it was hardly 
worth while discussing that, because states fixed passen- 
ger rates very largely and when the company under- 
takes to reduce passenger expenses, as it has recently, 
the state commissions come along with injunctions to 
prevent the company. During the colloquy as to the 
relative earnings of passenger and freight, C. M. Bunt- 
ing, the accounting officer of the Pennsylvania, said 
there had been rough approximations based on. costs, 
but he did not attach a great deal of importance to 
them. 

“They are useful, however,” he said, “for comparing 
one year with another, but are not to be taken as 
showing the amount of capital used in freight as dis- 
tinguished from the passenger business.” 

On Friday the Commissioners who were sitting in the 
case asked W. S. Maxwell for an explanation of the five- 
cent-per-ton minimum and major fraction rule and he 
An explanation had heretofore been made by 
C. C. McCain and other men who have to do with the 
preparation and publication of tariffs. From the fact 
that Mr. Maxwell was asked to make explanation and 
from the further fact that Clifford Thorne was asked 
to restate the substance of his testimony, it has gen- 
erally been inferred that the Commission desired to save 
time by having this explanation and restatement made 
rather than to use the time that would be required to 
read the record. 

The fact that the Commission asked Mr. Brandeis to 
Make no cross-examination of the railroad presidents on 
the special service part of the inquiry has led to oppo- 
site conclusions. One is that the Commission will under- 
take to afford relief to the carriers by pointing out to 
them to cut the so-called free services, all of which are 
admittedly rather expensive. The other conclusion is 
that the Commission has come to the conclusion that 
its decision must be confined to the issue created by 
the amended statute of 1910, which is as to whether the 
Proposed rates will be unreasonable. of 

The railroad men who had charge of the hearing last 
week were somewhat disconcerted by the insistence of 
Chairman Harlan, Commissioners Clements, Clark, Mc- 
Chord and Meyer that witnesses should point out the 
facts which existed in 1913, at the time of the application 
for permission to increase rates was made that led them 
to the conclusion that there was a crisis in the affairs 
of the railroads of the country. The Commissioners 
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time and again insisted that the witnesses confine them- 
selves to conditions existing at the time the application 
for the advance was made instead of now, when it is 
admitted a diminishing gross and a rapidly disappearing 
net constitute a situation requiring careful consideration. 


Lake and Rail Rates. 

The advanced rate case on Saturday went back to 
the consideration of specific advances in rates instead 
of dealing with the larger question of the needs of the 
carriers. C. C. McCain, chairman of the Trunk Line As- 
sociation, was placed on the stand by the carriers to 
justify the proposed advances in lake and rail rates 
which is being stoutly resisted by the Chicago Association 
of Commerce and commercial bodies representing other 
lake cities. R. C. Butler, for the lake cities’ interest, 
and Mr. Brandeis tried to get the figures to show how 
the money is divided between the standard lake lines 
and their trunk-line owners, between the railroads and 
the ocean lines in the ocean-rail-and-lake routes, and 
between the lake and canal routes. Their object was to 
show that the trunk lines controlling the standard lake 
lines by inducing the differential -lines to reduce the 
spread between all-rail and the differential lines has made 
the transportation of commodities by water so little more 
attractive than all rail that whatever the necessities of 
the water carriers may be made to appear are due to 
the fact that they are under the dominations of the rail 
carriers. 

Mr. McCain said he did not know what the divisions 
were or how large the absorption by ocean lines were 
or, in fact, anything other than the routes and the rates 
applicable by them that come within his immediate juris- 
diction. He promised, however, to ask railroad officials 
who know about such division for the information de- 
sired. Commissioner McChord asked him in the event 
that he did not succeed in obtaining the information to 
notify the Commission as to who has it and why it is 
not obtainable. 

Mr. McCain was positive in his expression of the 
convictions that there is need for higher rates for water 
carriers and equally positive that unless rates on the 
standard lake lines go up it will be impossible for the 
differential lines to increase their rates. 


Mutual Transit Operations. 


The organization and financial operations of the Mutual 
Transit Company were written into the record in the ad- 
vanced rate case by Charles M, Heald, its first and only 
president, Monday. The details of the operation of the 
Western Transit Company were placed in testimony by A. 
T. Douglass, general manager, at the samg session before 
Examiner Gerry, attorneys for the Chicago Association of 
Commerce and the Duduth commercial interests, having 
asked that they be put on the stand to afford more light 
on the subjects that have been mentioned in connection 
with the advanced rate case and the application of the rail- 
roads for authority to continue to operate boat. lines, not- 
withstanding the Panama Canal amendment to the act to 
regulate commerce which says that such relations shall not 
continue after July 1 next. 

Mr. Heald, who is also general manager of the Western 
Transit Company, was the more interesting witness. Until 
1903, when the Mutual Transit Company was organized, he 
was in the railroad business, doing, as he said, every char- 
acter of railroad work. He was at one time president of the 
Pere Marquette and another time head of the New York, 
Susquehanna & Western, now a part of the Erie System. 
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Under the examination of Rush C. Butler, the fact 
was brought out that the Transit company, which is owned 
by the Mutual Terminal Co., which in turn is owned by 
the Delaware, Lackawanna & Western, the Erie, the New 
York Central and Lehigh Valley in equal proportions, pays 
six per cent on money it has borrowed from the Terminal 
company and on which the Terminal company or its rail- 
road owners pay only 4 per cent. That was regarded as a 
sigificant fact because if the transit company earns any- 
thing less than 6 per cent its books will indicate that it 
operates at an actual loss, while, as a matter of fact, see- 
ing that the owners of the Transit company have borrowed 
for 4 per cent there may be a small profit. 

The capital stock of the Transit company is $40,000 
and of the Terminal company $60,000. The terminal com- 
pany, however, has issued its bonds with the par value of 
$4,560,000. Its authorized issue of bonds is $5,000,000. 


Trust Question Immaterial. 


“Who are the directors of the Transit company?” asked 
Mr. Butler. 

“I object,’ said Mr. Butterfield. “The question is im- 
material and irrevelant. The Commission has decided time 
and again that even if rates are made as a result of a 
combination in violation of the anti-trust law it will disre- 
gard that fact and look only to the question as to whether 
such rates are reasonable.” 

Mr. Butler decided that he did not care to go into the 
question as to who the directors were, but instead went 
into the financial operations of the Transit and Terminal 
companies, after Mr. Butterfield had told him that the 
New York Central & Hudson River Railroad Company owls 
one-fourth of the $60,000 capital stock issue of the Mutual 
Terminal Company. 

In answer to many questions, Mr. Heald’s testimony 
showed that as soon as the Transit Co. was organized 
it borrowed $1,000,000°- from the Terminal Co., with 
which it bought six boats from the Northern Steamship 
Co. It gave its notes at 6 per cent for that money, 
which the Terminal Co. borrowed from the banks and 
later issued its own bond. In 1907 the company bor- 
rowed $600,000 more from the Terminal Co, and bought 
the four boats belonging to the Soo Line. Mr. Heald 
estimated that the boats were worth $550,000, and the 
rest of the money was paid for the line as a going con- 
cern, For that $600,000 the Terminal Co. issued its 
bonds for a face value of $667,000, and the discount, of 
shrinkage, as if was called, was borne by the Transit 
Co. At one point Mr. Butler drew the conclusion that 
in one instance the Transit Co., and in another the Ter- 
minal Co., had borne this shrinkage. 

“What’s the difference?” asked Mr. Heald. “The 
Transit and Terminal companies are the same thing, 
and it is all a mere matter of bookkeeping.” 


A Matter of Bookkeeping. 


“Then it doesn’t make any difference how you keep 
your books?” asked Mr. Butler. 

“Oh, yes, it does,’ said Mr. Heald. “We have got 
to keep correct accounts, and that is what we do. You 
will find a little later in that statement which you are 
examining where there is a charge made for the shrink- 
age.” 
In the last operation in bonds the exhibit which Mr. 
Butler was using in his cross-examination showed that 
the bonds were sold for between 94 and 95 per cent of 
their par value, and Mr. Butler commented that the 
companies seem to be getting money on better terms. 
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“Oh, yes, the better the Transit company gets, the 
better its credit has been getting,” said Mr. Heald. 

Mr. Douglas was asked to and did give the facts 
with regard to the cost of loading and unloading 
Western Transit boats at Buffalo, Duluth and Chicago, 
He was put on the stand primarily to controvert testimony 
given by J. H. Barnes before the House committee on 
merchant, marine and fisheries, in which he said that the 
package carriers on the Great Lakes have made no change 
in their methods in the last forty years; that they load 
and unload by hand and have made no effort to use 
mechanical loaders. 

Mr. Douglas said that many experiments had been 
made with mechanical loaders and unloaders and thus 
far an electrical unloader used on cargoes of shingles 
had been the only successful one. 

On cross-examination it was brought out that the 
ship receives from four to five times as much freight 
money for its smaller cargo of package freight and that 
the only offset against that is the longer time required 
in loading and unloading the package freight. 


President Heald’s Aanswers. 


R. C. Butler had no difficulty at the Monday afternoon 
session in getting President Heald to give answers indi- 
cating that the Mutual Transit Co. borrowed money from 
its parent company, the Mutual Terminal Co., on its six 
per cent notes, for which the Terminal Co. issued its 
four per cent bonds. Mr. Heald frankly admitted that 
whenever the transit company did not need the money it 
left it on deposit with the parent company, without in- 
terest. 

Henry C. Barlow, representing the Chicago Associa- 
tion of Commerce, went on the stand Tuesday morning 
to submit figures in support of his theory that lake rates 
have been advanced, sharply at times, without any ad- 
vance in rail rates, and that therefore there is now no 
necessity for increasing them, even if it is assumed that 
the rail lines do need more revenue. His theory is that 
the lake rates have. been advanced so as to force traffic 
to move more all-rail than lake-and-rail, while the lake 
carrier men have a theory that the lake rates have been 
put up so that the rail carriers owning them will get 
the exceptionally profitable lake-and-rail business with a 
larger margin for themselves, but without compensating 
advantages to the lake lines. 

Mr. Barlow was followed by Julius H. Barnes, chair- 
man of the traffic committee of the Duluth Commercial 
Club. His testimony before the House committee on 
merchant marine and fisheries, particularly that part in 
which he said the lake carriers have made no change in 
their methods of handling freight during the last forty 
years, drew forth protests ante explanations from the 
standard lake lines, tending to show the impracticability 
of using mechanical conveyors in handling package freight. 


Mechanical Devices. 


His report on that was that the Soo line at Gladstone 
used mechanical conveyors and its cost of handling freight 
from the car to the ship was twenty cents a ton, while at 
Chicago fhe cost of loading and unloading is forty-two 
cents a ton. No mechanical devices are used there, only 
hand trucks such as Mr. Barnes says were in use forty 
years ago. 

His testimony was almost entirely with regard to the 
Mutual Transit Co, boats. He said that in ten years it 
paid out $979,260 in interest, yet its net income was 
$598,395. He said it was only by the application of a 5 per 
cent depreciation charge that the line could be made to 
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a loss. If the Mutual had applied the 5 per cent 
depreciation rule in 1903, when it began business, it would 
pave paid only $460,000 for the six boats of the Northern 
steamship Co. instead of $1,000,000; application of the 
gme rule would have brought the Soo line boats to the 
Mutual for $428,000 instead of $600,000, the amount paid 
in 1907. 

Instead of a 5 per cent depreciation charge, only 2 per 
cent was allowed. On the 5 per cent basis the line started 
by overpaying for the boats $707,000. If the 2 percent 
depreciation is applied, the line shows a net of $274,000, 
or 685 per cent on its capital stock of $40,000 of stock, 
for which nothing was paid into the treasury. 

Lake and Rail Hearing Ends. 

The hearings on lake and rail rates were finished 
Wednesday, G. Roy Hall, Julius H. Barnes and A. T. 
Douglass being the last witnesses. 

Mr. Hall, of the Duluth Commercial Club, made a 
historical review of lake and rail rates in support of the 
general contention that the railroads have obtained pos- 
session of the so-called standard lake package lines with 
the sole view of controlling transportation on the water 
so that it will not be too severely competitive with all-rail 
traffic. That has been the contention of Mr. Barlow, who, 
on Tuesday afternoon, was put through a long cross- 
examination by Mr. Butterfield. 

In continuing his testimony, Mr. Barnes said there 
was no natural connection whatever between rail and 
water carriers. His contention is that no rail carrier 
should ever have any voice in the fixing of water rates. 
Congress, he said, has spent $117,000,000 in improving the 
channels of the Great Lakes and spends $1,250,000 annually 
for their maintenance. 

“The water rates should always be the cost of serv- 
ice plus a reasonable profit on money invested in equip- 
tient,” said Mr. Barnes. “The people supply the channels 
and there should never be any relation between railroad 
and water rates.” ‘ 

He held further that the Commission should require 
the railroads to join in through route and joint rate ar- 
fangements with water line carriers and also publish pro- 
pertionals which would be available for any independent 
package carriers that might come into the field. 





Wants Freedom from Control. 


Mr. Butterfield forced Mr. Barnes to aamit that he 
wants the package carriers on the Great Lakes placed in 
the same position as that held by the bulk cargo carriers, 
tlamely, absolute freedom from control by the Commission, 
to the end that the freedom of competition will bring 
down water rates to what he called the natural level. 

Mr. Barnes lays down the proposition that differen- 
‘tial lines should be forced out of business through the 
refusal of the Commission to grant fourth-section relief 
to any railroad that joins in making what he called “un- 
tatural routes.’ Answering Mr. Butterfield’s questions, 
he said that the Commission should deny fourth-section 
applications made by the Norfolk & Western and the Ches- 
apeake & Ohio on ocean-and-rail business between New 
York and Chicago. He took a similar position with regard 
to the Rutland route and. the other roundabout channels 
for the movement. of traffic between the Atlantic seaboard 
and lake ports. 

“The operation of these unnatural routes results in 
keeping up the cost of carrying on the direct routes,” 
said Mr. Barnes. “Rail-and-lake traffic should naturally 
Move between Buffalo and the head of the lakes via boat 
lines now establish or which may hereafter be put into 
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commission, and if the free play of competition were 
allowed, the rates would come down.” 

Over the objections of Mr. Butterfield, Mr. Barnes 
quoted the opinions of Roy W. Wolvin that 6% cents 
would be a profitable rate on flour from Duluth to Buffalo, 
After that opinion had been stated, Mr. Butterfield said 
he didn’t know he had as much objection to it as he 
thought he had.. The Wolvin opinion, however, was based 
upon the proposition that it would be a profitable rate 
if a full cargo was obtained by each ship on each trip 
without solicitation. 

Empty Cost Balanced. 


In making that estimate he did not take into consid- 
eration accidents to ships or deays in waiting for cargoes, 
but said that the ships could go back light from Buffalo 
on such a rate. In other words, the assurance of full 
cargo at Duluth and the elimination of the cost of so- 
liciting business would fully balance the eost of sending 
the boats back empty from Duluth without cargo. 

As to the financial returns of the Mutual Transit 
boats, Mr. Barnes laid down a proposition that on the two 
per cent depreciation basis the net income of the line 
for ten years should be stated as $273,895. Adding to 
that what he called a proper adjustment of the interest 
account between the transit and terminal companies would 
bring the net income of the Mutual Transit Co. for the 
ten years up to $513,895 on the capital stock of $40,000. 

Mr. Barnes contended that any increase of lake-and- 
rail rates would be merely a preservation of the present 
arrangement whereby the rail carriers have eliminated 


competition by water. 


Mr. Douglass, general manager of the Western Transit 
Co., was placed on the stand to show that all the package 
freight carriers have made full investigation of the me- 
chanical loading and unloading devices, and thus far have 
not found any of them to be real labor or cost savers. 
Answering Mr. Butterfield’s question, he said there is no 
place in the world, so far as he knows, where such devices 
have shown themselves to be more economical than the 
hand loading in use on the Great Lakes. 


CAR BALANCE AND PERFORMANCE 


The following report of the committee on relations 
between railroads of the American Railway Association 
covers Car Balance and Performance for December, 1913: 

The miles per car per day were 23.5, compared with 
25.7 for November. This figure for December, 1912, 
was 24.4, ‘ 

Ton miles per car per day were 3869, compared with 
405 for November. This is a decrease of 6.82 per cent, 
compared with the figure for December,.1912, which 
was 396. 

The proportion of home cars on line was. 66 per 
cent, compared with 54 per cent in November. This is 
an increase of 8 points over December, 1912. 

The per cent of loaded car mileage decreased from 
69.0 per cent in November to 65:7 per cent in December. 
This figure for December, 1912, was 70.3 per cent. 

The average earnings per car per day decreased 32 
cents to $2.40 in December, 1913. This figure for De- 
cember, 1912, was $2.61. 





ALTOONA FAVORS. INCREASE. 

Members of the board of directors of the Altoona 
(Pa.) Chamber of Commerce have gone on record as 
favoring the granting of the increased freight rates asked 
by the eastern railroads. 








TAP-LINE ARGUMENT 


Notice by Needham that Part of Brief Does 
Not Indicate Commission’s Conclusion 


Washington, D. C. April 10—The most significant fact 
in the tap-line argument in the Supreme Court Thursday 
was the notice to the court, given by Dr. Needham, that 
that part of his brief in which he treated the tap line 
as a switching question was not to be taken as indicating 
the conclusion of the Commission on the special inquiry 
into the advisability of increasing the revenue of carriers 
by imposing a separate charge for “spotting.” Luther M. 
Walter, for the tap-line interests, agreed with the Doctor 
that the brief should not be so regarded. 

Arguments were made by Walter, Assistant Attorney- 
General Barrow of Louisiana and Mr. Garwood, for the 
tap line, and Messrs. Coleman and Needham, in favor of 
the validity of the orders of the Commission. The latter, 
throughout, treated the proceeding as a determination on 
the part of the Commission to stop rebating. 

Chief Justice White and Associate Justices Hughes and 
Vandeventer asked many questions which seemed to indi- 
cate that they were unable to see any discrimination, ex- 
cept in the treatment of the so-called proprietary lumber 
brought about by the orders, in that the independent mill 
gets the benefit of the blanket rate, while the proprietary 
mill must pay the blanket rate plus whatever the local 
rate of the tap line may be. Justice Hughes wanted to 
know whether, if the divisions did not exceed the cost 
of getting the proprietary lumber to the junction, there 
would be any discrimination. Coleman answered no. He 
said the same when Justice White asked if divisions al- 
lowed a short road built by popular subscription would 
be’ rebates tc subscribers if they should ship over the 
short line. 

Seven Hours’ Argument. 

Recognizing the importance of the tap-line cases, the 
federal Supreme Court on Wednesday decided that it 
would allow seven hours for arguments instead of the 
customary hour and a half. Even if the court had not 
done that, there would have been plenty of testimony to 
bear out the statement that it is one of the most im- 
portant causes that has come before that tribunal for 
many months in the presence of attorneys for various in- 
dustrial railroads. The latter in all essential facts are 
the same as the better known tap lines of the lumber 
regions. 

The time was divided as follows: Esterline, for the 
government, one and one-half hours; Dunlop of the Santa 
Fe, one hour and three-quarters; Barrow, for the state of 
Louisiana, one-half hour; Garwood, for Louisiana and 
Texas tap lines, one and one-quarter hours; Coleman, for 
the Santa Fe, one-half hour, and Needham, for the Inter- 
state Commerce Commission, 1 hour. While that was the 
schedule for the division of time for the Louisiana and 
Texas tap lines, it was understood that the various allot- 
ments ‘would be subdivided so that Luther M. Walter, who 
is associated with Judge Garwood, would have some time. 

The Butler County case was severed from the Louisi- 
ana and Texas tap lines and two hours assigned to it, 
of which Mr. Esterline was to have 35 minutes, Glasgow 
one hour, and Dr. Needham, for the Commission, 25 
minutes. 

Esterline Speaks. 

Blackburn Esterline, for the Department of Justice, 

used one hour in a statement of what he called the facts 
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with regard to the Louisiana & Pacific and the Woodward 
& Louisiana Central. Of course, the attorneys on the 
other side did not concur in that statement of facts. The 
justices, by means of blueprint maps, tried to follow My 
Esterline’s intricacies in his attempt to make plain the 
community of interest between the incorporated tap lings 
and the R. A. Long lumber interests. He said that after 
the various parts of sundry logging roads were connected 
up into what are now called tap lines and incorpo 
rated, their owners went about peddling the tonnage that 
the short roads would be able to turn over to the trunk 
lines with which they had connections. 

“They did that to get the benefit of the long haul 
didn’t they?” asked Associate Justice Pitney. Mr. Esterline 
nodded assent, but said that the Interstate Commerce Com. 
mission had held that that was no transportation service 
whatsoever. He pointed out that when lumber was manu- 
factured at the mill near Lake Charles it was hauled to 
a junction with a trunk line twenty miles away instead of 
being delivered to a trunk line connection within a few 
hundred feet of the Lake Charles mill. When the lumber 
was produced at a mill near De Ridder, it was hauled down 
to the junction near Lake Charles. 

Justice Pitney then wanted to know if it was con- 
tended that a division of the through rate in such cases 
amounted to rebates and Mr. Esterline again nodded assent, 

The minute details with which Mr. Esterline pro- 
ceeded wearied Chief Justice White. He asked Mr. Ester- 
line whether there was any traversing of the allegation 
that there is a community of interest between the lumber 
companies and the tap line. Mr. Esterline had to admit 
that there was no denial of that fact. 


Justice White Asks Question. 


“Then what’s the difference between you and your 
opponents?” asked the Chief Justice. “I’ll frankly say to 
you, I don’t know any more about this case than I did when 
you began talking an hour ago. I can’t keep these minute 
details concerning uncontroverted facts in mind. If I want 
to know about them hereafter I will have to go to the rec- 
ord. Tell us what is the issue between you.” : 

Responding to that, Mr. Esterline said that the Com- 
mission holds that, as to the proprietary lumber transport- 
ed by these tap lines, they are mere plant facilities or side- 
tracks, in some instances, of the proprietary industry; that 
they perform no transportation service other than switch- 
ing in some instances; the tap lines contend that they are 
common carriers as to all their traffic. 

He said the Commerce Court held that that division 
of the traffic of the tap lines was arbitrary and beyond the 
scope of the power of the Commission. 

“Now, that’s an issue that I can understand,” said the 
Chief Justice. 

Mr. Esterline then proceeded briefly to outline the 
tacts with regard to the Mansfield Railway & Transporta- 
tion Company, which was organized in 1881 by the mer- 
chants of Mansfield, Ia., and afterward bought by the 
Frost-Johnson lumber interests. In concluding, Mr. Ester- 
line said that the object of the Commission was to prevent 
discrimination between shippers and that, in doing so, it 
had looked through the form of the incorporated tap line 
and under it perceived the hand of the lumber company 
which, before the incorporation, had taken concessions 
from the trunk lines in violation of the Elkins act. 


Dunlop Explains. 


Attorney Dunlop, for the Santa Fe, devoted fifteen min- 
utes to the illumination of his basic proposition that the 
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division of the through rate with the lumber company’s 
tap line is a concession from the published rate to the 
shipper. He said that the traffic of the non-proprietary 
shippers is absolutely negligible, amounting to only a 
fraction of a per cent. 

The chief justice wanted to know if it was not a 
discrimination against the proprietary lumber interests 
that the through rate was reflected to the independent 
mill, while for the proprietary mill it ended at the trunk 
line junction. He did not quite accurately state the prop 
osition, so that in the colloquy between himself and Mr. 
Dunlop the net result appeared to be that the independent 
mill, by reason of the division received by the proprietary 
interest tap line, was placed at a disadvantage in com- 
parison with the proprietary mill. 

The chief justice interrogatively suggested that the 
Commission might be suspected of having done a wrong 
so that right might result. He added that he did not 
mean to say that that was the fact, but he said that at 
one point the statements made to him appeared susceptible 
of such a construction. 

Mr. Dunlop said that the court, in the Northern Se- 


‘curities, the American Tobacco and the Standard Oil 


cases, had looked through the subterfuges by means of 
which those companies sought to evade the law and had 
justly condemned them for their works. 

He said the trunk lines were willing to abide by the 
decision of the Commission, but that the Santa Fe went 
farther and became an intervener in behalf of the Com- 
mission’s order, which it believes to be wholly legal and 
within the scope of the Act to regulate commerce. : 


Postponement Plan Failed. 

A proposal to postpone the tap-line argument set for 
Tuesday before the Interstate Commerce Commission was 
made to attorneys for the tap-line interests late Monday 
afternon. They agreed to the postponement on condition 
that the Commission rescind its tap-line orders and allow 
them to make through route and joint arrangements with 
the trunk lines, subject only to the power of the Com- 
mission to prevent rebates under the guise of divisions. 

Negotiations for postponement failed because the Com- 
mission would not agree to the proposal of the tap-line 
attorneys. 

The proposal for postponement was made by Chief 
Counsel Folk, who said he wanted more time to think 
about his arguments. His name is on the brief in the 
case submitted in behalf of the Commission by Dr. 
Needham, in which the tap lines are treated as if they 
were private sidings. 

The suggestion of postponement came after Justice 
Hughes of the Supreme court had handed down an opin- 
ion in the case of the Union Lime Co., plaintiff in error 
in the case against the Chicago & Northwestern and the 
Eden Independent Lime & Stone Co. The Supreme 
Court affirmed a decision by the Wisconsin court that 
the railroad commission of that state has the power to 


_ Tequire the Northwestern to extend the Union Co.’s pri- 


vate siding to the Eden plant, because it is a “part of 
the Northwestern Railroad,” regardless of the fact that 
the lime company owned the land and the track. The 
Northwestern was therefore allowed to condemn land 
belonging to the Union Co. for that extension, the Wis- 
consin court holding that the ownership of the track had 
nothing to do with the power of the statute to devote 
the property to a public use. 

The fact that a spur track is built to serve one 
industry, the Wisconsin court held, an@ the Supreme Court 
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affirmed the doctrine, “does not militate against the de- 
votion of the property there to a public use, so long as 
the purpose of making the track (by the state) is to 
serve all persons who may desire to use it, and all can 
demand, as a right, to be served, without discrimination.” 

Tap-line attorneys agreed that the decision was a 
knockout blow for the Commission’s contention, as set 
forth in Dr. Needham’s brief, which is contrary to the 
position of the Commission in the Los Angeles switch- 
ing case, now pending in the Supreme Court. 

The decision is regarded as indicating that if the 
Commission proceeds on its present theory it will win 
the Los Angeles case, but lose the tap-line case and the 
industrial railroad case, if it gets into the court, besides 
making impossible separate sidetrack charges, unless 
such charges be also imposed on team-track deliveries. 


HEARINGS POSTPONED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 


The physical inability of the commissioners, or attor- 
neys interested in the subject, to attend the advanced 
rate hearing and argue the tap-line cases in the Supreme 
Court at the same time caused the Commission to 
make a three weeks’ postponement of hearings on the 
application of rail carriers for authority to continue their 
onwership or control of water carriers after July 1. The 
hearings were scheduled to begin April 8, but the post- 
ponement brings the first of those hearings on April 29, 
two days after the arguments in the No. 8560 branch of 
the advanced rate case, which is the Commission’s own 
inquiry into the sufficiency of the revenues of carriers in 
Official Classification territory. 

The Commission gave notice of the postponement in 
what it called the second corrected list. 





FASTER FREIGHT TO THE COAST 


Reductions in the running time of freight trains be- 
tween Chicago and Pacific coast points are contemplated 
by the transcontinental lines. Operating departments are 
experimenting with faster schedules whereby it is believed 
that the running time for less-than-carload lots can be 
reduced to a parity with the carload through shipments, 
so that about eight days will suffice for the trip from 

The expected competition of the Panama Canal has 
started the railroads experimentipg with means of short- 
ening their running time. 

At present running time of freight’ trains is based 
on about 12 miles an hour, including stops, but that speed 
is based upon a maximum load for the trains. It is 
generally conceded that faster time can be made by lower- 
ing the train weight, but few operating officials in Chicago 
are willing to advise the lowering of train maximum 
weight. ' 
The St. Paul Railroad contemplates reductions of 
time schedules, but has not determined as yet the extent 
of the cut, according to an operating official of that 
system. 

The Burlington is the only one to announce lower 
schedules as yet, and that is in the less-than-carload-lot 
shipments. A “package” car is operated by that company 
in connection with the Great Northern. The car goes 
direct to Seattle, making the run in 10 days, or on the 
same schedule as that made by carload shipments. 
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W. M. DANIELS CONFIRMED 


President’s Appointee Becomes Member of Com- 
mission After a Hard Fight 





THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The nomination of Winthrop More Daniels of New 
Jersey to be a member of the Interstate Commerce Com- 
mission was confirmed by the U. S. Senate lat in the after- 
noon, April 3, after President Wilson had sent word to 
Democratic senators that he would not withdraw the nomi- 
‘nation and that Daniels was a most competent man. 
The fight against the appointment had been long and 
fierce and the debate led to what it appears will be a 
breaking up of the secrecy of executive sessions except 
as they apply to foreign relations. The vote by which 
the nomination was confirmed was 36 to 27. 

Daniels was attacked chiefly because of a decision 
when he was chairman of the New Jersey public utilities 
commission, which it is alleged allowed an inflated valu- 
ation of a gas company’s property as the basis of rate 
regulation. It was argued that it would be dangerous 
to place a man of such views upon the Commission. 


Revolt Against Secrecy. 

Nine members of the Senate, headed by Senator La 
Follette, openly revolted against proceedings behind 
closed doors after the executive session in which the 
nomination was: confirmed. 

Senator La Follette declared on the floor that he 
proposed fo defy the rules of the Senate in future and 
discuss publicly legislation not affecting foreign relations 
and later it was announced that Senators Bristow, Cum- 
mins, Clapp, Kenyon, Norris, Jones and Gronna, Repub- 
licans, and Poindexter, Progressive, would maintain the 
same attitude. 

The revolt created a sensation and there was much 
speculation as to the effect it would have upon future 
executive sessions. The general opinion was that there 
would be no attempt to take action against members 
who disregarded the rule of secrecy. 

When the Senate adjourned Thursday night the indi- 
cations were that Daniels was beaten. But the Democrats 
rallied to their support thirteen Republicans and achieved 
the confirmation. 

The division was as follows: 


For Confirmation—Democrats. 


Bryan, Myers, Sheppard, 
Gore, Newlands, Simmons, 
Hughes, Overman, Smith [Ga.], 
James, Owen, Smith [Md.], 
Johnson, Pitmann, Swanson, 
Lee [Md.], Pomerene, Tillman, 
Lewis, Ransdell, Williams—23. 
Martin [Va.], Shafroth, 
Republicans. 

Brandegee, Lodge, Perkins, 
Dillingham, McLean, Townsend, 
Fall, Oliver, Warren, 
Gallinger, Page, Weeks—13. 
Lippitt, 

Against Confirmation—Democrats. 
Ashurst, Lane, Thompson, 
Chamberlain, Lea [Tenn.], Vardaman, 
Hitchcock, O’Gorman, Walsh—10. 
Hollis, 


THE TRAFFIC WORLD 


7 P 





Vol. XIII, No, 15 


Republicans. 


Borah, Cummins, Norris, 
Bristow, Cronna, Smith [Mich.], 
Burton, Jones, Smoot, 

Catron, La Follette, Sterling, 
Clapp, Kenyon, Works—16. 
Crawford, 


Progressive. 
Poindexter—1. 
Views of Senators. 

Senator Kenyon said the confirmation of the Daniels 
appointment never would have been voted in open session, 
Senator Ashurst, Democrat, said the appointment is qa 
surrender to the railroads. 

The fight against Daniels was led by Senators Cum- 
mins and La Follette. They contended that a man who 
will add anything to the valuation of a public service 
corporation for “intangible assets” or as a “going con- 
cern” is not fit to be a member of-the federal body 
setting a valuation on the property of railroads, which 
will be the chief work of the federal Commission as soon 
as the five per cent advanced rate case is finished. They 
made such a strong presentation of the Passaic gas plant 
valuation case that Senator Martine of New Jersey lined 
up in opposition to the man from his state. 

Who Daniels Is. 

Winthrop M. Daniels has been a member of the New 
Jersey board of pubile utility commissioners since 1911. 
From 1892 to 1911 he was professor of political economy 
at Princeton University. He was born in 1867, and was 

‘ graduated from Princeton in 1888. He is the author of 
“Elements of Public Finance,” “Revision and Continuation 
of Alexander Johnston’s History of the United States,” 
and “Continuation of Alexander Johnston’s History of 
American Politics.” . 
Wilson Defends Choice. ; 

President Wilson, in talking to callers this week, said 
he did not believe in choosing men who would decide ques- 
tions in a certain way, but those whom he knew to be 
just and fair. The president remarked that, to him, it 
seemed justice was the hardest thing in the world to ob- 
tain and that it required more courage and conscience 
than any other one thing. 

Mr. Wilson was discussing his appointment of Pro- 
fessor Daniels. The president referred to him as a just 
and enlightened man, whom he had known intimately for 
twenty-five years, and whom he considered a man of 
unusual ability. 

The membership of the Commission, for the first time 
in many months, was complete Monday. Commissioner 
Daniels appeared before Secretary McGinty and took the 
oath of office. He immediately gent to work, participating 
in the conference Monday afternoon. 

He spent a good deal of his time immediately after 
taking the office obliging photographers who followed him 
to the street while he was going to lunch with Commis 
sioner Meyer, so as to get “moving” pictures of him. 
Mr. Meyer is an exceptionally tall man, while the new ° 
commissioner is a small man, and, as it happened, he was 
walking on the outer or lower side of the pavement, so 
that the pictures of the two may suggest the creations 
of a certain cartoonist whose first name is “Bud.” 


TWO-CENT FARE IN WISCONSIN. 
Amendments to passenger tariffs have been filed by 
the railroads with the Wisconsin railroad commission 
providing a straight 2-cent mile rate for all distances 
np that state. The rate becomes effective May 1. The 
fake for all journeys will be based upon the track mileage. 
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SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

April 1, in I. and S. Docket No. 422, the Commission 
suspended from April 3 until August 1 Kansas City 
Southern I. C. C. 3288. The. suspended tariffs’ contain 
reductions in rates on grain and grain products origi- 
nating in Kansas and Nebraska when transported from 
Kansas City, Mo.-Kan., to Port Arthur for export, sus- 
pension being made because of alleged discriminations 
caused by the proposed reductions. 

The proposed proportional rates on wheat from Kan- 
sas City to Port Arthur for export is 18% cents per 100 
pounds. The proposed proportional rate on wheat be- 
tween the same points originating at Weaver, Kan., is 
17% cents per 100 pounds. On wheat having origin at 
Superior, Neb., 17 cents per 100 pounds. On wheat hav- 
ing origin at Enterprise, Kan., 14 cents per 100 pounds, 
the proportional rate from Kansas City to Port Arthur 
being dependent upon the point of origin of the grain. 

By an order entered March 25, in I. & S. No. 409, 
the Interstate Commerce Commission suspended until 
July 30 the operation of certain schedules contained in 
the following tariffs, which were to become effective, ex- 
cept as otherwise stated below, April 1: 

The Atchison, Topeka & Santa Fe Railway Co.—Sup. 
8 to I. C. C. No. 6409. 

Chicago & Northwestern Railway Co—I. C. C. No. 
7541. 

Chicago, Burlington & Quincy Railroad Co—Sup 24 
to I. C. C. No. 9811; Sup. 11 to I. C. C. No. 9914; Sup. 
1 to I. C. C. No. 10945. 

Chicago, Milwaukee & St. Paul Railway Co.—Sup. 39 
to I. C. C. No. B-1419; Sup. 19 to I. C. C. No. B-2023; 
Sup. 5 to I. C. C. No. B-2086; Sup. 15 to I. C. C. No. 
B-2109; Sup. 21 to I. C. C. No. B-2253; Sup. 11 to I. C. 
C. No. B-2380. 

The Chicago, Rock Island & Pacific Railway Co.— 
Sup. 4 to I. C. C. No. C-9561; Sup. 2 to I. C. S. No. 
C-9601. 

The. Colorado Midland Railway Co., Geo. W. Vallery, 
Receiver—Sup. 2 to I. C. C. No. 340. 

The Colorado & Southern Railway Co—I. C. C. No. 
1180. 

The Denver & Rio Grande Railroad Co—lI. C. C. 
No. 2408. 

The Denver & Salt Lake Railroad Co.—I.C. C. No. 11. 

The Missouri Pacific Railway Co., St. Louis, Iron 
Mountain & Southern Railway Co—Sup. 1 to I. C. C. 





- No. A-2475. 


Northern Pacific Railway Co—Sup. 15 to I. C. C. 
No. 4104, effective April 20, 1914. 

Oregon Short Line Railroad Co—Sup. 9 to I. C. C. 
No. 1784, effective April 2, 1914; I. C. C.-No. 1916. 

Pierre, Rapid City & Northwestern Railway Co.— 
Sup. 16 to I. C. C. No. 12. 

Union Pacific Railroad Co.—I. C. C. No. 2683. 

F, A. Leland; Agent—Sup. 8 to I. C. C. No. 1015, 
effective April 7, 1914; Sup. 9 to I. C. C. No. 1015, effect- 
ive April 12, 1914. 

W. A. Poteet, Agent—Sup. 29 to I. C. C. No. 253. 

The suspended schedules increase’ by from 1 to 5 
cents per hundred pounds rates applicable to the trans- 
Portation of cattle and sheep, in carloads, from a num- 
ber of points in western states to the Missouri River, 
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St. Louis, Mo., St. Paul, Minn., Chicago, Ill., and a num- 
ber: of other markets. 

The present rate on sheep from Santa Fe, N. M., to 
Kansas City is 39 cents per hundred pounds; the pro- 
posed rate is 44 cents per hundred pounds. The present 
rate from this point to St. Louis is 50% cents per hun- 
dred pounds; the proposed rate is 55% cents per hun- 
dred pounds. The present rate to Chicago is 57% cents, 
and the proposed rate is 62% cents, per hundred pounds. 
The present rate on cattle from Grand Junction, Colo., 
to Kansas City is 40 cents per hundred pounds, and the 
proposed rate is 42 cents per hundred pounds. To St. 
Louis the rate is on cattle, increased from 48% to 50% 
cents per hundred pounds, and the Chicago rate is in- 
creased from 57% to 5914 cents per hundred pounds. 

Rates from other. points of origin to various mar- 
kets are affected in a like manner. 


By first and second supplemental orders in I. and S. 
No. 408 March 24, the Commission suspended until July 
30, 1914, the operation of certain schedules contained 
in the following tariffs: 

First supplemental order—the Chicago, Rock Island 
& Pacific Railway Co.—I. C. C. No. C-9655, effective April 7. 

Elgin, Joliet & Eastern Railway Co.—Supplement No. 
9 to E., J. & E. Ry. I. C. C. No. 1331, effective April 20. 

Second supplemental order—Chicago & Northwestern 
Railway Co.—Supplement No. 3 to I. C. C. No. 7407. 

The suspended schedules contain proposed increased 
rates applicable to the transportation of cement between 
points in Illinois and points in Minnesota and other 
states, similar to those stated in tariffs filed by other 
carriers, the operation of which was suspended to the 
same date by previous order in same docket. 

March 20, in I. and S. Docket No. 349, the Commis- 
sion further suspended from April 7 until October 7 the 
operation of schedules contained in Supplement No. 7 
to Galveston, Harrisburg & San Antonio Railway tariff 
I. C. C. No. 876. The suspended schedules contain cer- 
tain provisions affecting the absorption of unloading 
charges on carload shipments of freight originating at 
Houston, Tex., for shipside delivery at Galveston, the 
operation of which was previously suspended from Dec. 
8, 1913, until April 7, 1914. 

March 20, in I. and §. Docket No. 350, the Commis- 
sion further suspended from April 9 until October 9 
the operation of certain schedules appearing on fifth 
revised page No. 33 and second revised page No. 34 
of Chicago, Burlington & Quincy Railroad tariff I. C. C. 
No. 10444. The suspended schedules contain ‘provisions 
affecting switching between industries located on the 
tracks of the Chicago, Burlington & Quincy Railroad and 
track connection with the Rock Island Southern Railway 
at Galesburg, Ill., the operation of which was previously 
suspended from Dec. 10, 1913, until April 9, 1914. 

April 2, in I. and S. Docket No. 424, the Commission 
suspended from April 5 until August 3 the operation of 
certain schedules .contained in the foilowing tariffs: 

F. A. Leland, agent—Supplement No. 20 to I. CG. &. 
No. 965. , 

Eugene Morris, agent, Supplement No. 20 to I. C. C. 
No. 371. 

The suspended items contain proposed increased 
rates applicable to the transportation of knitting factory 
products, any quantity, from points in North Carolina to 
Texarkana and points taking the same rates. The pres- 
ent rates from eertain points in North Carolina located 











710 


in what is known as the Raleigh territory to Texarkana 
is $1.56 per 100 pounds. The proposed rate is $1.79 per 
100 pounds. As to some stations the proposed rate is 
$1.87 per 100 pounds. 

April 2, in I. and S. Docket No. 423, the Commission 
suspended from April 5 until August 3 the operation of 
item No. 135-A, Supplement No. 15 to Union Pacific Rail- 
road tariff I. C. C. No. 2548. 

The suspended item contains proposed increased rates 
applicable to the transportation of grain and grain prod- 
ucts on traffic moving from St. Paul, Minn., and other 
points taking same rates to points in Kansas and other 
states. 

The present rate on wheat, in carloads, from St. 
Paul to Salina, Kan., is 24% cents per 100 pounds. The 
proposed rate is 27.25 cents per 100 pounds. The present 
rate on corn, in carloads, between these points is 22 
cents, and the proposed rate is 24.75 cents per 100 pounds. 
Rates between other points are affected in a like manner. 





By first supplemental order in I. and S. Docket No. 
420, March 28, the Commission suspended from May 1 
until July 30 Sup. No. 19 to Grand Trunk Railway System 
I. C. C. No. A-1459. The suspended tariff contains provi- 
siuns which have the effect of increasing rates on coal 
in carloads from interstate points to Crawford Avenue, 
Greenwood Avenue, Peterson Avenue and Weber, points 
on the line of the Chicago & Northwestern Railway in 
the Chicago switching district. Tariffs of other carriers 
containing like provisions were suspended to the same 
date by previous order in the same docket. 


March 25, by first supplemental order in I. and S. 
Docket No. 409, the Commission suspended from April 20 
until July 30 Great Northern I. C. C. A-3819. This tariff 
contains schedules stating increased rates on live stock, 
similar to those filed by other carriers, the operation of 
which was suspended until the same date. 


April 3, in I. and S. Docket No. 426, the Commission 
suspended from April 7 until August 5 the operation of 
items 5740-A, Sup. 18, to Agent F. A. Leland’s tariff I. C. 
C. 1003 and Sup. 18 to Agent Eugene Morris’ I. C. C. 412. 
The suspended items provide for proposed increased rates 
applicable to the transportation of apple juice, fermented, 
unfermented and generated, apple cores, skins and peel- 
ings, in carloads, from Siloam Springs, Ark., to Paris, 
Tex., and from certain other stations in Arkansas to 
Austin, Tex., and San Antonio, Tex. The present rate 
on these commodities from Siloam Springs to Paris is 
20 cents per 100 pounds. The proposed rate on apple 
juice in carloads is 83 cents per 100 pounds, and the 
proposed rate on apple cores, skins and peelings, in car- 
loads, is 60 cents per 100 pounds. Rates between other 
points are affected in a like manner. 

By third supplemental order in I. and S. Docket No. 
388, April 2, the Commission suspended from April 10 until 
June 26 the operation of Sup. No. 1 to Pittsburgh & Lake 
Erie I. C. C. 1446. The suspended ‘tariff provides for 
certain changes in rules governing transit privileges on 
grain, feed, hay, straw, at Pittsburgh, Pa., which resulty 
in increased charges. Tariffs of the Baltimore & Ohjo 
Railroad Co., the Pennsylvania Railroad Co., the Wabgsh 
Pittsburgh Terminal Railway, West Side Belt Railyoad 
and the Pittsburgh, Cincinnati, Chicago & St. Louis il- 
way Co., contain similar changes affecting like traffjc at 
Pittsburgh and have been suspended by the Commigsion 
by orders previously entered in the same docket. 
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In I. and S. Docket No. 295, March 20, the Commis. 
sion further suspended from April 15 until October 15 


Leland’s I. C. C. No, 1009. The suspended schedules op. 
tain proposed increased rates applicable to the transportg. 
tion of fresh meats and packing-house products from Magop 
City, Ia., to certain points in Arkansas, the operation of 
which was previously suspended from Dec. 15, 1913, until 
April 15, 1914. 


ROCK ISLAND RATE CASE 





In the Rock Island Rate case the Arkansas Railroad 
Commission has obtained from the railroad a proposition 
to adjust it and has submitted the same to the United 
States District Court at Little Rock, where the case jg 
pending and the matter is set for hearing April 30. The 
Railroad Commission prayed the court to give notice to 
all interested shippers and passengers to be heard for or 
against the proposition, but the court declined to give 
notice on the ground that the éommission, the attorney- 
general and special counsel are authorized to act for 
the shippers and passengers, but the court will hear such 
interested parties as may desire to be heard on that 
date. 

The substance of the proposition is this: 

Fiirst: The injunction suit which temporarily n- 
joined the state freight and passenger rates to be dis 
missed and the state freight and passenger rates to re 
main in force on the Rock Island lines, not waiving its 
right in the future to contest the same as confiscatory. 

Second: To pay passenger overcharges which oc 
curred during the pendency of the temporary injunction, 
in assignable mileage in lieu of cash. Said payment not 
to exceed $30,000 and if said sum is not in full of the 
proved claims, to be prorated. , 

Third: To pay $100,000 for freight overcharges dur 
ing said time, said sum to be prorated if not full pay- 
ment of proved claims. If more than proved claims, the 
surplus to go to the state treasury. 

Fourth: To pay $2,500 for expenses of auditing and 
disbursing said sums. 

The Railroad Commission desires that all interested 
shippers and passengers appear before it on April 29, 
when full hearing will be had as to the advisability of 
accepting the compromise. 


FINED FOR REBATING. 

The United States Circuit Court of Appeals at Cin- 
cinnati Tuesday affirmed the lower court’s decision in the 
case of the Grand Rapids & Indiana Railroad and the 
Nichols & Co. Lumber Co. of Grand Rapids, Mich., vs. 
the government. The railr@ad has been adjudged guilty 
of soliciting, accepting and receiving reabtes and was 
fined $14,000 on 14 counts. The lumber company also 
was found guilty and was fined $3,000 on three counts. 
The conviction’ was obtained under the Elkins act. 


NEW YORK AND SPOTTING CHARGE. 

“ Opposition to the plan of a charge for “spotting” 
cars is suggested in a resolution passed by the New York 
Chamber of Commerce. The resolution reads as follows: 
“Resolved, That the committee on internal trade and im- 
provements be instructed to inquire into the proposed 
action of the Interstate Commerce Commission for the 
charge for ‘spotting’ and placing of cars on private tracks, 
with a view of showing the effect of such a procedure 
upon both the shippers and the railroads.” 
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AN EXPOSITION TRAFFIC MANAGER 


Work of the Traffic Department of an Interna- 
tional Exposition Described 





By A. M. MORTENSEN, Traffic Manager Panama-Pa- 
cific Exposition. 

The task confronting the traffic manager of a great 
jnternational exposition differs in many ways not only 
from ordinary questions relating to traffic, but each ex- 
position presents widely different problems for solution. 
In the very nature of things there can be no definite 
precedent to follow. The geographical location of the 
grounds, the space covered, and the existing transportation 





A. M. MORTENSEN. 


facilities, all combine to create special conditions that 
have to be met as the work progresses. 

In the case of the Panama-Pacific International Ex- 
position, which is to be held in San Francisco, Feb. 20, 
1915, to December 4 of that year, the traffic problem is 
entirely different from that at any previous international 
exposition held in the United States. San Francisco, the 
exposition city, is located at the extreme western edge 
of the continent. While its rail transportation facilities 
are excellent, and fully adequate during ordinary con- 
ditions, they are bound to become greatly congested in 
the handling of the immense passenger traffic in 1915. 
Extraordinary efforts will have to be made by all trans- 
continental lines to handle carefully and expeditiously this 
unusual volume of passenger travel. While, of course, 
this is primarily a problem for the railroads themselves to 
work out, it becomes, however, the duty of the traffic de- 
partment of the exposition to prepare estimates for the 
benefit of carriers, of the number of people to move; and 
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to urge upon them the importance of making necessary 
arrangements for additional equipment a long time in ad- 
vance. 

The opening of the Panama Canal, which is the event 
the exposition is to celebrate, of itself creates entirely 
new conditions. The opening of the canal is world-wide in 
its effects, gigantic in its scope, and its beneficial influence 
on the world’s commerce, while recognized as tremendous 
and even revolutionary, is, as yet, not comprehended by 
those who have not made a close study of its effect upon 
the commerce of the world. 

The movement of exhibits from all parts of the world 
and the rates to apply on such shipments are important 
problems to be handled by the exposition traffic depart- 
ment. There will be many thousand .tons of exhibits to 
come from Europe; and the natural route, before the 
opening of the canal, would of course be through either 
Atlantic or Gulf ports of entry, thence via rail lines to 
San Francisco. It is now apparent that this will all be 
changed with the opening of the canal. Already some 
of the great Atlantic steamship lines have announced the 
fact that direct service from Europe to San Francisco via 
the canal will be established in ample time to handle 
exposition exhibits. This, in itself, will largely increase 
the volume of exhibits to move, as it means less time in 
transit, less expense for transportation, and less re- 
handling en route. Docks are being provided on the ex- 
position grounds so that these great liners may land 
direct at the grounds and discharge their cargo of exhibits, 
thus requiring only one handling after they are loaded on 
the boat, to place them on the exposition grounds. 

A standard-gauge railroad, consisting of twelve miles 
of track, is being constructed on the exposition grounds, 
and is now in operation for the delivery of building mate- 
rial. Most of the building material consists of lumber, 
of which there will be 90,000,000 feet used in constructing 
the main exhibit palaces, state and foreign buildings, and 
the many concessions. There will also be many thousand 
tons of steel, lime, plaster, cement, gravel, glass, etc., 
used in construction, all of which can be delivered by this 
railroad direct on the site of the various buildings. Tracks 
have been so laid out that spurs will lead into all the 
main buildings, thus permitting exhibits to be handled 
on cars direct to the building and adjacent to the space 
in the building on which they are to be finally located. 

The exposition grounds are so located that we have no 
physical connection with any other railroad. In order 
that carloads of construction materials, and later on, ex- 
hibits could be delivered direct to the grounds, a freight 
ferry slip has been constructed. Car barges, operated by 
railroads having terminals in Oakland ‘and San Fran- 
cisco, each handling sixteen cars of standard length, will 
land at this slip. Some of these are equipped with their 
own power plants, while others are handled by steam tugs. 
It is estimated that the gross tonnage of exhibits will 
reach 70,000 tons. These shipments will come from every 
country in the world, and will be sent by from 50,000 to 
60,000 individual exhibitors. The size of the exhibits 
will range from a small package by express to one of the 
largest railroad locomotives built. 

Transportation companies, both rail and water, have 
agreed to put in effect a free return rate on all exhibits. 
They will pay regular tariff rates to San Francisco; and 
at the close of the exposition will be carried free to the 
original point of shipment. In order to secure this free 
return original bill of lading and freight bill must be sur- 
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rendered when return shipment is made, together with a 
certificate from the exposition that the shipment has been 
exhibited and has not changed ownership. All exhibits 
will be billed direct to the Panama-Pacific International 
Exposition and as soon as they arrive in San Francisco 
will be delivered to the exposition grounds, where they 
will be taken charge of by the traffic department and de- 
livered to their allotted space in the different buildings. 

Intending exhibitors will be notified when space is 
ready to receive exhibits and will also be given full in- 
structions as to how shipments must be made in order to 
secure the benefit of the lowest rates in effect. Specially 
designed labels, two for each package, will be sent ex- 
hibitors with instructions to apply them on different, but 
not opposite sides of each package containing exhibits. 
These labels are of different designs for each building, and 
are also specially designed for each foreign country. Space 
is provided for indicating the building, block, and space 
number on which exhibit is to be located. Thus, when 
exhibits reach us, we will be able to determine from the 
color and design and directions on label the building in 
which they are to be exhibited, the block and space num- 
ber in this building, and also the shipper or exhibitor and 
the point from which shipment was made. 

A very extensive and comprehensive system of filing 
is being put in effect. The papers covering each individual 
exhibit will be given a serial number; and all papers in 
connection with that exhibit will bear that serial number 
and will be filed in consecutive order under that number. 
These will then be cross-indexed by shipper’s name and 
state or country in which exhibit originated. 

Provisions are being made for prompt and careful 
delivery of exhibits after their arrival. In the case of 
straight carloads of exhibits for any particular building, 
they will be switched direct into the building and then 
handled by electric trucks or electric storage battery 
crane from the car onto the designated space. A large 
fleet of motor trucks will also be employed in delivering 
the less-than-carload shipments and mixed carload ship- 
ments and taking same from our distributing warehouse 
to the various buildings. 

The traffic department is compiling and will shortly 
issue a book of instructions, rules and regulations gov- 
erning the transportation of exhibits. Among other things, 
it will contain 

1. United States customs regulations applying on ex: 
hibits. 

2. Names of carriers, both railway and express, bonded 
to carry dutiable goods in bond. 

3. List of important ports of entry. 

4. Names of steamship lines offering direct service to 
San Francisco, with the ports of sailing. 

5. Rates made by various carriers, both land and water, 
on exhibits. 

‘6. Rules and regulations of carriers governing return 
shipments. 

7. Rates for delivery of goods on exposition grounds. 

8. Rules and rates governing the removal of exhibits. 

9. Instructions for packing, marking and _ labeling 
packages. 

The exposition company, through its railroad depart- 
ment, will issue return bills of lading to owners and ex- 
hibitors and take complete charge of the removal of 
exhibits from exhibit space after goods have been packed 
and made ready for return shipment. The most earnest 
efforts of the traffic department will be devoted to the 
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proper handling of every shipment and each detail cop. 
nected with the movement, both to and from the expo 
sition, and the equitable treatment of every exhibitor, 
whether his exhibit be large or small. In short, the ex. 
position traffic department will be at the service of the 
exhibitor, and will handle for him all matters pertaining 
to the transportation of his shipment, either to or from 
the exposition. 

Thus, it is seen that the traffic department of the 
Panama-Pacific International Exposition will handle and 
come into intimate contact with almost every branch of 
transportation, including the construction and operation 
of a busy terminal railway connecting with steamship 
docks and car barge freight slips, operating freight ware- 
houses, storage warehouses, draying and trucking, and 
motor busses; handling freight and passenger traffic in 
connection with steam and electrical railways, steamships 
and ferries. 


TRAFFIC CLUB DOINGS 


At the meeting of the Toledo Transportation Club 
April 4th, Wilson M. Taylor, of the Willys-Overland 
Co., was the speaker. 

The Traffic Club of Philadelphia will on April 13 
hold its last regular meeting preceding summer inter 
mission, Charles R. Miller, Governor of Delaware, and 
Col. W. S. Battle, Jr., General Claim Agent, N. & W. 
Ry., will make addresses. 

A grand minstrel show will be given by the Trans- 
portation Association of Chicago in Y. M. C. A. Audi- 
torium Thursday evening, April 23, under the direction 
of Prof. Henry Brown, of Chicago. 

At the annual election of officers of the Brooklyn 
Traffic Club, Inc., an entire new set of officers was 
elected. The new president is Joseph Mills, manager of 
The Ward Bread Co. Mr. Mills was formerly manager of 
the Chicago office of the same company. 
ambeau, traffic manager and general representative of 
the American Chain of Warehouses, inc., is the new sec- 
retary. He came from Des Moines, Iowa, about two 
years ago. The other officers are: Vice-presidents, C. 
P.. Gaither, R. G. Cook and E. P. Pendergast; assistant 
secretary, A. N. Zuber; treasurer, E. L. Cole; governors 
for three years, H. L. Willard, J. F. Clonan and C. J. 
Darcey; for two years, F. E. Eldrington; for one year, 
H. W. Wygant. The new president in his address of 
acceptance offered to be the host at a dinner at the 
expiration of his term to the ten members of the club 
who were instrumental in obtaining the highest number 
of new members. At the close of the meeting Mr. Wil- 
lard, the retiring president, was presented with a loving 
cup. 

The Transportation cle of Lima met Wednesday 
evening, April 1, and was addressed by A. R. Tennis, 
D. F. A, Erie R. R. Co., on “The Five Per Cent Ad- 
vance in Freight Rates.’ The business session of the 
club was followed by a smoker and social session. 

The April meeting of the Traffic Club of New York 
will be held on the 28 and will be Amateur Night. The 
club will dance after the “Show.” At the monthly meet- 
ing March 31 the club was addressed by James T. Mc- 
Cleary, secretary American Iron and_ steel Institute, 
former assistant postmaster-general, and Leslie M. Shaw, 
former secretary of the treasury. The entertainment was 
furnished by Miss Alice Knowlton, soprano, and Miss 
Louise Thomas, contralto, assisted by an orchestra. 
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LOSS IN FEBRUARY BUSINESS 


Reports for business in February show that for the 
country as a whole the railroads suffered a loss of 10.1 
per cent of gross as compared with February, 1913, and 
a loss in net of 32.4 per cent. 

For the eastern district the loss was much greater, 
in the gross being 18.2 per cent and net 54.48 per cent. 
These figures are based on the returns of 150 carriers 
with a mileage of 177,965, in the country as a whole and 
60 carriers in the eastern district with a mileage of 
45,624. 

Reports to the operating officials of the Pennsylvania 
Railroad and New York Central, which are much later 
than those that have been tabulated by the Interstate Com- 
merce Commission’s statistical force, show even more 
startling reductions in the net revenue. The New York 
Central says its net revenue in March showed a falling of 
82 per cent as compared with the same month in 1913 
and the Pennsylvania achieved a loss of 75 per cent in 
its net. 

In greater detail the summary of the reports in 
hand on Saturday show that for the country as a Whole 
the gross revenue fell from $185,365,694 to $166,470,821. 
The net revenue per mile fell from $265 to $177. 

For the eastern district the gross revenue fell from 
$83,085,292 to $71,571,240 and the net from $413 to $188. 


In the southern district the reports governing 29 
railroads with a mileage of 37,979 the gross fell from 
$33,417,689 to $31,662,940, and the net from $253 to $210 
per mile. ne 

In the western district, covering 61 carriers with a 
mileage of 94,361, the gross fell from $68,862,713 to 
$63,236,641 and the net from $199 to $159 per mile. 

Taking a statement of the net operating revenues in 
dollars and cents, the following, results are shown: 

For the country as a whole it fell from $46,873,736 
to $31,637,666. Z 

In the eastern district it fell from $18,812,911 to 
$8,598,748. 

In the southern district the net operating revenue 
fell from $9,560,449 to $7,991,726, and in the western dis- 
trict it fell from $18,500,376 to $15,047,192. 

For the eight months of the current year ending 
with February for the country as a whole the gross has 
not yet shown a falling off. For the corresponding 
months in the prior year the gross amounted to $1,699,- 
907,929 to $1,674,819,403, but the net operating revenue 
declined from $551,435,455 to $479,944,956. 

In the eastern district, however, there has been a 
loss in both gross and net, the gross for the prior fiscal 
year being $758,605,691 and for the current eight months 





- $740,272,330. The net declined from $230,649,050 to $179,- 


043,091. 

In the southern district the gross for the eight 
months was greater than for the same months in the 
preceding year, but the net fell off a little. The gross 
for the last eight months was $281,967,635, as compared 
With $272,941,698 for the preceding year. The net for 
the last eight months was $80,404,886, compared with 
$80,488,366. 

In the western district both gross and net are smaller 
than for the corresponding months in the preceding year. 
The gross fell from $668,360,640 to $652,579,448. The 
het fell from $240,298,039 to $220,496,979. 

Reports of operation for February in hand at the In- 
terstate Commerce Commission at 1 p. m. April 4 show 
the following: 


_transportation charge must be separated. 
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For the 162'roads of the whole country, with a 
mileage of 201,161, the net revenues per mile fell from 
$262 to $178. 

For the Eastern District they fell from $413 to $188 
per mile. 

For the Southern District they fell from $254 to $208. 

For the Western District they fell from $203 to $163. 

For the eight months ending with February the fol- 
lowing results are shown: 

The net revenues for railroads of the country as a 
whole fell from $3,038 to $2,638. 

For the Eastern District they fell from $5,608 to 
$3,925. 

For the Southern District they fell from $2,152 to 
$2,112. 

For the Western District they fell from $2,532 to 
$2,307. 


SWITCHING IN WISCONSIN 





The Railroad Commission of Wisconsin has ren- 
dered a decision in the case of the Darkhausen Coal 
& Dock Co. and the F. Hurlbut Co. vs. the Green Bay & 
Western Ry. Co., the complaint being that the railway 
refused to absorb switching charges amounting to $2 per 
car on coal shipped to non-competitive points on its line 
from the tracks of the C. & N. W. and the C., M. & St. 
P. In arriving at its conclusion that the Green Bay & 
Western shall hereafter absorb switching charges when 
the line haul amounts to $15 or more per car, the com- 
mission says, in part: wt 

“There is no uniform practice among the railroads 
of the state as to the absorption of switching charges, 
nor apparently have the roads evolved; or sought to 
evolve, any principle that would serve as a basis upon 
which to determine what were equitable charges in a 
given case. It has been left, for the most part, to the 
exigencies of competition, or to the pressure of other 
circumstances, to determine what should be done in each 
case. Naturally the whole practice has become more or 
less arbitrary and inequitable. 

Mr. Call, for the respondent company, in a letter to 
the commission, likened the present practice to a feudal 
system, and said that it was as iniquitous as the old 
rebate system. To this letter the commission says, ‘Mr. 
Call’s arraignment offers no remedy for the particular 
complaints before us, loudly as it calls for the abolition 
of the whole practice. Nor does the contention of his 
company that switching charges are distinct from carry- 
ing charges and should be separately considered. That 
they are distinct is true only in a limited sense. If 
an analysis of cost of service is being made, or a basis 
of distribution of loading is being sought, then the 
switching charges as are of component elements of the 
In a wider 
sense, however, and in the view of the shipping and re- 
ceiving public, the charge for switching is merely one of 
the elements which go to make up the cost of trans- 
portation.” 





: GOVERNMENT SUITS DISMISSED. 
Judge Hough, in the federal District Court, in New 
York, has dismissed the injunction suits brought by the 
government to restrain the Erie Railroad Co. from giving 
free transportation to agents or officers of transatlantic 
steamship lines and of the Great Eastern Railroad of 
England. The court held that this is no violation of the 
interstate commerce act. 
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SUGGESTS PROFIT SHARING 

IT WOULD REDUCE COST OF TRANSPORTA- 

TION AND BE BETTER THAN GOVERN- 
MENT OWNERSHIP. 


SAYS 


B. F. Yoakum, chairman of the board of directors of 
the Frisco, has written a letter to the chairman of the 
House Committee on Interstate and Foreign Commerce, 
which is in part as follows: 

“There is no doubt as to the advisability of railroad 
securities being subject to the approval of some one 
established authority, either the Federal government, or 
the different states, some of which now have laws super- 
vising their issuance. The approval of the government 
would be preferable as to interstate railroads, and would 
simplify the work both for the government and the rail- 
roads. It would obviate the multitude of divergent 
views that might arise as to the necessity of issuing 
securities to carry on the work of development, addi- 
tions and betterments asked for by interstate carriers. 

“Together with Federal approval of securities there 
should also be a way found to establish effective co-opera- 
tion between the government andthe railroads. Among 
other things, this would lead to cheaper money for the 
railroads for the improvement of their property and 
facilities, and would enable them to more economically 
handle their freight and passenger business. 

“The price of money to the railroads is just as much 
a factor in the cost of transportation as the price of 
coal and other things they must buy in conducting their 
business. To illustrate: If the coal consumed by the 
railroads in 1913 could have been purchased for 20 cents 
per ton less than was actually paid, it would have meant 
a saving in the cost of transportation in one year of 
approximately $47,000,000. (These statistics are based 
on the compilation of the Bureau of Railway News and 
Statistics.) Again, a reduction of 1% per cent per an- 
num in interest on the $11,000,000,000 funded debt of the 
railroads (Interstate Commerce Commission statistics as 
of June 30, 1912) would effect an annual saving in cost 
of transportation of $165,000,000, which now constitutes 
more economic waste. 

“In other words, each one-half of 1 per cent reduc- 
tion in interest rates would mean a saving of $55,000,- 
000 per annum, or $5,000,000 more than the government 
paid to the railroads of this country for carrying the 
mails last year. * * * 

“If the government should approve a railroad secur- 
ity, it would, in effect, morally speaking, endorse it, and 
this high approval of the issue should make such a bond 
sell at the lowest rate of interest current for gilt-edge 
securities, thereby reducing the cost of transportation. 

“A quasi copartnership without risk or cost to the 
government might be established through a Federal 
license of charter involving a profit-sharing plan for such 
interstate railroads as prefer to operate under a Federal 
charter. A national charter need not interfere with the 
authority of state railroad or public utility commissions 
in supervision of intrastate business, or state regula- 
tion, except as to the issiie of interstate securities. This 
would come under Federal supervision only, and the gov- 
ernment would participate in the profits of the road 
under an equitable profit-sharing plan. The profits thus 
accruing to the government could be distributed for the 
benefit of the various communities served by such rail- 
road, as, for example, the upkeep of improved public 
highways. 
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“The system of profit-sharing of corporations and the 
public is proving successful, and having a good effect 
upon all interests. I have one illustration Particularly 
in mind. Prior to 1907 there was constant friction be. 
tween the surface lines in Chicago and the city author}. 
ties, as to extensions, facilities, service and fares, 
* * * Under a mutual understanding, the city adopted 
a contract-ordinance, under which the city receives 5% 
per cent of the net revenue of the surface companies 
after deducting interest, taxes, discount on bonds and 
a stipulated amount for depreciation and other contip. 
gencies. * * * The city’s proportion of the net rey- 
enue, I am informed, up to the present time has aggre. 
gated about $12,000,000, which, under the terms of the 
ordinance, must be expended for the improvement and 
extension of transportation facilities in the interest of 
the Chicago public. The success of this co-operative 
arrangement is further demonstrated by the fact that a 
passenger can ride further for 5 cents in Chicago than 
in any other city. 

“If this can be done with one of the largest city and 
interurban systems of the country, is there any reason 
why ‘the same principle cannot be applied and as suctess. 
fully carried out with a railroad engaged in interstate 
business? Evolution df public sentiment and consequent 
legislation is unmistakably tending this way. I believe 
that nothing short of a concrete experiment along profit- 
sharing lines will satisfactorily determine the question. 

“There are reasons why a working plan of this char- 
acter with the government is better for the people than 
government ownership. Such a plan would tend to in- 
crease investments in railroad properties, and, what is of 
more importance, would continue and encourage that 
strong individual initiative force which has been the most 
potent factor in the building up of this country.” 


A CORRECTION. 
Editor THe TRAFFIC WORLD: 


In I. & S. No. 302, boxboard rates from Wilmington, IIL, 
and other points to Chicago and Milwaukee and other 
points, George B. McGinty, secretary of the Interstate 
Commerce Commission, in issuing the opinion, has made 
a typographical error as to the representative of the 
American Straw Board Co., the complainant. The correct 
name should be Walter H. Bell, not Walter H. Berr. 

New York, April 1, 1914. W. H. Bell. 


RATES ON FLORIDA POTATOES. 

A hearing before Examiner Settle of the Interstate 
Commerce Association was held Monday in Chicago in 
I. & S. 369, Crutchfield, Woolfolk and Close et al. vs. the 
Florida East Coast Railway Co. et al. Refrigeration 
rates from New Orleans and other southern points to 
Chicago are involved, several Chicago commission men 
claiming overcharges on shipments of Florida potatoes. 
The amount involved is about $500. 


OHIO DEMURRAGE RULES. 

Railroads may notify shippers in any way the two may 
agree upon before demurrage charges begin, according to 
a revision of the Ohio demurrage rules which the state 
utilities commission is expected to announce soon. This 
will make the Ohio rules accord with the federal demur 
rage rules. Regulations now in force allow a railway to 
notify the consignee of a freight shipment of its arrival 
either by mai] or telephone. The new rule will allow any 
kind of notice, including messenger service. 


See iy 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 52 





The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 


The Western Classification Committee will on the dates 
and at the hours named consider the following applications for 
changes in ratings, rules, etc., in Classification No. 52. Inter- 
ested persons desiring to appear and present arguments wili be 
heard in the committee conference room, 1875 Transportation 
Building, Chicago. - 


TUESDAY, APRIL 21, 1914—10:00 A. M. 
Docket No. 55. 
(To cancel Item 3, Page 147.) 

Plate Glass, N. O. I. B. N., and Sheet Crystal Glass: In boxes, 
not exceeding 120 united inches (length and width added), 
L. C. L., second class. 

“In boxes exceeding 120 united inches (length and width 
added), but not exceeding 8 feet high or not over sixteen 
feet long, L. C. L., first class. 

In boxes exceeding 8 feet high or more than 16 feet long 
(see notes 1 and 2, L. C. L., first class. 
In boxes, carloads, minimum weight 40,000 Ibs., fourth class. 
Note 1.—Shipments of plate glass exceeding 8 feet high or 
more than 16 feet long must be loaded on a flat or gondola 
ear and be charged at minimum of 5,000 Ibs., first class. 
Note 2.—When boxes of glass under 8 feet high are 
shipped with boxes of oversize glass from one shipper to 
one consignee, they shall be treated as one consignment up 
to 5,000 Ibs. Actual weight, first class, to be charged if 
total weight is in excess of 5,000 Ibs. 


‘ (To cancel Item 3, Page 147.) 

Plate Glass, N. O. I. B. N., and Sheet Crystal Glass: In boxes, 
not exceeding 120 united inches (length and width added), 
in box cars, shipments to be charged at actual weight, L, C. 
L., second class. 

In boxes, exceeding 120 united inches (length and width 
added), but not exceeding 8 feet high or more than 16 feet 
long, in box cars, shipments to be charged at actual weight, 
L. C. L., first class. 

In boxes exceeding 8 feet high or more than 16 feet long, 
must be loaded on flat or gondola cars, minimum charge 
5,000 Ibs. Actual weight charged if in excess of 5,000 Ibs., 
L. C. L., first class, 

In carloads, minimum weight 30,000 Ibs., fourth class. 

(To cancel Item 3, Page 147.) 

Plate Glass, N. O. I. B. N., and Sheet Crystal Glass: In boxes, 
not exceeding 100 united inches (length and width added), 
in box cars, L. C. L., first class; carloads, minimum weight, 
30,000 Ibs., fourth class. . 

In boxes, exceeding 100 united inches (length and width 
added), but not exceeding 7% feet high or more than 15 
feet long, in box cars, L. C. L., first class; carloads, mini- 
mum weight, 30,000 lbs., third class. 

In mixed carloads, as above specified, carload, minimum 
weight, 30,000 lbs., third class. 

In boxes exceeding 7% feet high or more than 15 feet long. 
which must be loaded on flat or gondola cars, actual weight 
subject to minimum charge of 5,000 Ibs. at first class rates 
(see Notes 1 and 2), three times first class. 

Note 1.—Shippers will be required to load and consignees 
unload shipments of plate glass requiring flat or gondola 
cars. 

Note 2.—When shipments of smaller size glass are in- 
cluded with shipments of glass exceeding 7% feet high, or 
more than 15 feet long, actual weight and class rates will 
apply on each package with a minimum charge of 5,000 Ibs. 
at first class rate on the entire shipment. 


LOOKING GLASSES AND MIRRORS, ETC. 


(To cancel Item 2, Page 147.) 

Looking Glasses and Mirrors, Including Sideboard Mirrors and 
Mirror Plate Glass and Shock Glass: In boxes exceeding 
7% feet high or more than 15 feet long, which must be 
loaded on flat or gondola cars, actual weight. subject to 
minimum charge of 5,000 Ibs. at first class (see Notes 1 and 
2), three times first class. 

In boxes not exceeding 7% feet high and not more than 15 
feet long, first class. 
In box cars, carloads, minimum weight 24,000 Ibs., third class. 


PRISM PANELS. 


(To cancel Item 4, Page 147.) 
Glass, Prism Panels: In boxes not exceeding 7% feet high and 
not more than 15 feet long. second class. 

In boxes exceeding 7% feet high or more than 15 feet long, 
which must be loaded on flat or gondola cars, actual weight, 
subject to minimum of 5,000 Ibs. at first class (see Notes 1 
and 2), three times first class. 


(To cancel Items 5 and 6, Page 147.) 

Glass, Rough Rolled or Ribbed Glass, Rough Rolled Chipped 
Glass, Rough Glass (wired), and Sheet Prism Glass (not 
polished). Colored or Uncolored: In boxes or crates not ex- 
tee 7% feet high and not more than 15 feet long, fourth 
class. 

In boxes or crates not exceeding 7% feet high or more than 

15 feet long, which must be loaded on flat or gondola cars, 
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actual weight, subject to minimum of 5,000 Ibs, at first class 
(see Notes 1 and 2), three times first class. 
Wired glass, polished, in boxes, first class. 
In box cars, carloads, minimum weight 36,000 Ibs., fifth class. 
WEDNESDAY, APRIL 22, 1914—10:00 A. M. 
Docket No. 56. 
(Cancels Item 12, Page 215.) 
Ribbon Blocks, Paper, Pulpboard or Strawboard: Not nested, in 
barrels, boxes or crates, L, C. L., class D1. 
Nested, in barrels, boxes or crates, L. C. L., first class. 
In packages or loose, C. L., minimum weight 10,000 Ibs., sub- 
ject to Rule 6B, second class, 
Docket No. 57—10:30 A. M. 


(Cancels Item 25, Page 98.) 
Quicksilver Flasks, Iron or Steel: In packages or loose, L. C. L., 
fourth class. 
In packages or loose, C. L., minimum weight 36,000 Ilbs., 


class C, 
Docket No. 58—11:00 A. M. 
(Cancels Item 12, Page 250.) 
Stoppers, Glass, Other Than Cut or Ground: In barrels or 
boxes, L. C. L., second class. 
In packages named, C. L., minimum weight 30,000 lbs., fourth 


class. 
Docket No. 59—11:30 A. M. 
. (Cancels Item 21, Page 242.) 
Shades, With or Without Fixtures, Porch: Bamboo, in bundles, 
wrapped with cloth or matting, L. C. L., class D1. 
In boxes or crates, L. C. L., class D1. 
In packages named, C. L., minimum weight 20,000 lbs., sub- 
ject to Rule 6B, second class. 
Porch, Bamboo: In bundles, wrapped with cloth or matting, 
L. C. L., class D1. 
In boxes or crates, L. C. L., third class. 
Docket No. 60—2:00 P. M. 
(Cancels Item 26, Page 98.) : 
Reels, Cable, Wire or Wire Rope, Iron or Steel, Galvanized, 
Painted or Plain: In packages or loose, L. C. L., second 
class. 
In packages or loose, straight or mixed C. L., minimum 
weight 20,000 Ibs.. subject to Rule 6B, third class. 
Other than galvanized, painted or plain, in barrels or boxes, 
second class. 
Reels, Cable, Wire or Wire Rope, Wooden: S. U., in packages 
or loose, L. C. L., second class. 
S. U., in packages or loose, straight or mixed C. L., minimum 
weight 20,000 Ibs., subject to Rule 6B, third class. 
K. D., in barrels, boxes, bundles or crates, L, C. L., third 
class. 
K. D., in packages or loose, straight or mixed C. L., minimum 
weight 30,000 Ibs., third class. 
Docket No. 61—2:30 P. M. 
(Cancels Item 3, Page 126.) 
Wheels, Grinding, Alundum, Carborundum, Corundum or 
Emery, or Grinding Wheels Made from Similar Abrasive 
Material: In barrels, boxes or crates, L. C. L., third class. 
In packages named, straight or mixed C. L., minimum weight 
30,000 lbs., fourth class. 
Docket No. 62—3:00 P. M. 
Vegetables, Tomato Pulp: In metal cans in crates, L. Cc. L., sec- 
ond class. ; : 
In metal cans in barrels or boxes, L. C. L., third class. 
In bulk, in barrels, L. C. L., third class. | . 
In packages named, C. L., minimum weight 36,000 Ibs., fifth 
class. 








INDIANA INDUSTRIAL LINES. 

The Indiana public service commission has ordered 
a hearing April 20 concerning the propriety of twelve 
railroads of the state canceling through joint rates from 
points on their lines in Indiana to stations on so-called 
industrial railroads or switches, and providing that no 
absorption will be made of the switching charges of so- 
called industrial railroads on Indiana intrastate traffic. 
It was further ordered that, pending the hearing, the 
effective date of the proposed tariffs and supplements to 
tariffs, in so far as they cancel such through joint rates 
and the non-absorption of such switching charges, shall 
be suspended 30 days. The tariffs, based on the recent 
decision of the Interstate Commerce Commission, were 
to have become effective April 1. 


MEN FOR VALUATION WORK. 

The United States Civil Service Commission has an- 
nounced an open competitive examination for junior civil 
engineer May 6 at the usual places. From the register 
of eligibles resulting from this examination certification 
will be made to fill vacancies as they may occur in this 
position in the Interstate Commerce Commission under 
the act providing for the valuation of property of common 
carriers. 
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PERSON AL . Little Rock; Dan. Jacobs, assistant general freight agent 
St. Louis, Iron Mountain & Southern, Alexandria, La.; 
W. H. Alexander, assistant general freight agent, St. 


J. L. West, general freight agent of the Missouri. yj oyis: oc. £, Warner, coal traffic agent, St. Louis; W. B 


Kansas & Texas Railway of Texas, has been appointed Shirk, general live stock agent, Kansas City; C. A. Ton 
freight traffic manager of the Missouri, Kansas & Texas rence, foreign freight agent, Chicago; C. ©. P. Rausch, 


system, with headquarters at Dallas, Tex., effective ,.sistant general freight agent, St. Louis. 


April 15. He will also have offices at St. Louis. To aid southern merchants and manufacturers to ex 
Grant E. Freer is appointed traveling freight agent tenq their trade with Central and South American coun, I 
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of the Catskill Evening Lines, with offices at New York. tries and the West India Islands, particularly the new - 
Jack B. McManus is appointed traveling freight agent fields to be opened by the Panama Canal, through South secur 
of the Chicago, Indianapolis & Louisville Railway Co., ment 


Atlantic and Gulf ports, President Fairfax Harrison an. 
with headquarters at Chicago, vice Hurley Beam, re- joynces that the Southern Railway, the C. N. O. & T P. Golo 
signed. the Alabama Great Southern and Mobile & Ohio have ap 

The following appointments and changes have been pointed as South American agent Charles Lyon Chandler, 


made in the traffic department of the Canadian Northern who has been South American commercial expert in the to I 
Railway: J. A. Tait, district freight agent, Regina, re- consular branch of the State Department. His office will N.J. 
signed to engage in private business; B. R. Marsales, pe at Chattanooga, Tenn. dive 
contracting freight agent, Brandon, appointed to succeed F. W. Kirtland is appointed freight traffic manager of a Dp 
Mr. Tait; R. B. McIntosh, chief clerk in District Freight the Florida East Coast Railway Co. at St. Augustine, Fla. that 
Office at Saskatoon, has been appointed to succeed Mr. Wm. P. Boger is appointed general freight agent of the N. . 
Marsales, with the title of district freight agent; A. florida East Coast Railway Co. at St. Augustine, Fla. Oct 
Brostedt appointed district freight agent, with headquar- A. E. Yardley is appointed commercial agent at Chi arri 
ters at Calgary. This is a new office, made necessary by cago of the Tennessee Central Railroad Co. riso 
the opening of the Canadian Northern line into Calgary. The Central of Georgia Railway Co. announces the ovel 
Prior to entering the service of the Canadian Northern folowing appointments: John §. Hickey, traveling freight bee! 
Railway, Mr. Bostedt was in the service of the Great agent, with headquarters at Chicago, vice G. M. Rowell, as } 
Northern Railway for a number of years, latterly filling promoted; J. H. Martin, traveling freight agent, with stat 
the position of district freight and passenger agent for headquarters at Macon, Ga., vice W. B. Morgan, promoted; that 
that company, with headquarters at Winnipeg, Man. W. H. Bremer, traveling freight agent, with headquarters il, 
Following is a list of Chicago, Rock Island & Pacific at Cincinnati, vice A. Daniels, resigned. tot 
Railway commercial freight representatives in charge of The Louisiana & Arkansas Railway Co. has appointed my 
territories: Alexandria, La., M. L. Hartley; Atchison, M. L. Schultze commercial agent, with office at Chicago. 
Kan., J. P. Stephens; Atlanta, Ga., V. M. Cluis; Boston, The Lehigh Valley Railroad Co. announces the follow- car 
Mass., S. L. Parrott, general New England agent, E. R. ing changes in the organization of the soliciting staff in ava 
Hines, commercial agent; Buffalo, N. Y., A. S. Collins; New England: The title of New England freight agent des 
Cedar Rapids, Ia., T. H. Simmons, commercial agent, L. H. is discontinued. J. K. Dyer is appointed commercial agent dec 
Humphreys, live stock agent; Chicago, Ill., C. H. Caswell, at Boston; he will have charge, for the present, of the, “a 


general agent, M. T. McCraney, assistant general agent,’ territory assigned to the New England freight agent. 


L. D. Voak, traveling freight agent; Cincinnati, O., C. C. M. J- Ormond is appointed commercial agent at New 651 
Spalding; Cleveland, O., George W. Teare; Colorado Haven, Conn.; he will have charge, for the present, of inc 
Springs, Colo., F. H. Faus; Davenport, Ia., E. L. Goff; the territory heretofore assigned to the New Haven office the 
Denver, Colo., G. W. Martin, general agent, C. A. Moon, of the New England freight agent. of | 
commercial agent; Des Moines, Ia., A. W. Eberhart, divi- ——— in , 
sion freight agent, R. G. Smock, commercial agent; De- FREIGHT ON WINE REDUCED. wh 
troit, Mich., G. W. Williams; Estherville, Ia.. M. M. Knapp; The Southern Pacific has announced that the freight > 
Hutchinson, Kan., J. B. Rishel; Indianapolis, Ind., D. J. tariff on wine in glass, boxed, or in barrels, from terminal are 
Bermingham; Kansas City, Mo., R. F. Atwood, commergial points in California to the New York piers, has been re wh 
agent, John Fox, live stock agent; Leavenworth, Kan., duced from 75 to 55 cents a hundredweight. The routing hay 
J. M. Allen; Lincoln, Neb., W. E. Taylor; Little Rock, will be over the Sunset Route to New Orleans and via the lat 
Ark., R. E. Smith; Los Angeles, Cal., V. A. Blewett; Louis- Southern from New Orleans to the coast. It has also been sio 
ville, Ky., J. Merrow, Jr.; Mason City, Ia., H. MacMillan; announced by the railroad officials that grape shipments 
Memphis, Tenn., F. C. Johnson; Milwaukee, Wis., W. F. in barrels, packed in sawdust or cork, may be stopped 
Rothwell; Minneapolis, Minn., T. A. Matthews, Jr. now once in transit af any point east of Colorado for 

The Missouri Pacific Railway Co. and St. Louis, Iron Storage purposes. pla 
Mountain & Southern Railway Co. announce the following ee oy 
assignments in the freight traffic department: C. E. Per- FIGHT ON TERMINAL CHARGE. a 
kins, freight traffic manager, St. Louis; A. T. Stewart, An ouster suit against the Kansas City Stockyards am 
general freight agent, Missouri Pacific, Kansas City; E. H. Co. to prevent its assuming the duties and performing the oo 
Calef, general freight agent, St. Louis, Iron Mountain @ service of a transportation, connécting or terminal railway ra 
Southern, St. Louis; W. B. Knight, chief of tariff bureau, company has been filed in the Kansas Supreme Court at th 
St. Louis; D. R. Lincoln, assistant general freight agent, Topeka by Attorney-General Dawson. The suit was brought in 
Missouri Pacific, Kansas City; J. F. Harris, assistant gen- to bring to a final decision the right of the company to = 
eral freight agent, St. Louis, Iron Mountain & Southern, charge the railroads for the use of the tracks within the or 
St. Louis; L. D. Knowles, assistant general freight agent, stockyards. The company has put into effect a schedule le 
Missouri Pacific, Omaha; R. M. McWilliams, assistant gen- of $2 a car for switching into the yards. When the rail- : 


eral freight agent, St. Louis, Iron Mountain & Southern, roads furnish the power the charge is 75 cents a car. 
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Conducted by 


CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 


ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Diversion of Goods in Transit. 
lowa.—“On Oct. 7, 1911, we shipped a car of freight 
to Harrison, N. Y., that should have gone to Harrison, 
N.J. On October 9 we requested the railroad agent here to 
divert the car to Harrison, N. J. October 10 we received 
a postcard from the railroad at Kankakee, advising us 
that the car had passed that junction billed to Harrison, 
N. J. Nothing more was done about the matter until 
October 20, when we were informed that the car had 
arrived at Harrison, N. Y. It was brought back to Har- 
rison, N. J., a day or two later. We filed a claim for 
overcharge with the local railroad and the claim has 
been declined, stating that they cannot honor the claim, 
as it is our error. We have a letter from the railroad 
stating that the car passed Kankakee October 10 and 
that the diversion request was received by them October 
11, and they immediately wired their eastern connection 
to have the change made. This was not done. Have we 
any recourse?” 

If the diversion instructions were not received by the 
carrier in time to divert the car at some proper and 
available junction point from the wrong to the right 
destination point, then, in accordance with the recent 
decision of the Interstate Commerce Commission in the 
case of C. S, Brockett & Co.’s Great Northern Express 
Co., 29 I. C. C., 667 [The Traffic. World, April 4, 1914, p. 
651], the carrier was not responsible for the charges 
incurred in transporting the shipment in accordance with 
the routing given by the shipper. In law only the owner 
of the goods has the right to have his consignment, while 
in transit, diverted at any intermediate point through 
which it passes, and the carrier is obliged to heed such 
a demand only on the condition that the instructions 
are given before the goods reach the shipping point from 
which a diversion is sought. As more than two years 
have elapsed since the shipment was delivered, it is too 
late to refer the question to the Commission for a deci- 
sion; your recourse is now in the courts. 

* * * 

Carrier’s Waiver of Contract Limiting Liability. 

_ Louisiana—‘“In re Kansas City Southern Railway, 
plaintiff in error, versus J. M. Carl, 226-230, United States 
Supreme Court Reports, the Supreme Court handed down 
a decision to the effect that carriers were only liable, in 
case of loss or damage, to the amount of the released 
Valuation under which a shipment may move under a 
Tate that carries a limited valuation. Am I to understand 
that a carrier is liable for the amount of the released rate 
in case of a lawsuit, or can the carriers make refund, in 
case of loss or damage, for the full amount of the loss 
or damage, even if such shipments move under tke re- 
leased rate, if they so choose?” 

At common law a carrier may waive or discharge 
a written contract limiting its liability and adjust a claim 
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for damages resulting from its fault on the basis of the 
full value of the shipment. But, under the Act to regu- 
late commerce, which prohibits a carrier from giving any 
undue or unreasonable preference or advantage to any 
particular shipper, and which requires a carrier to publish 
and file tariffs showing the charges for transportation 
between different points on its own route, and those of 
its connecting lines, any preference to a particular shipper 
by waiver of its limitation of liability, or departure from 
rates in its tariff governing the charge to be assessed in 
transporting a shipment, would be in violation of section 
10 of the Act, which prohibits a carrier from the doing 
of anything by which a shipper might obtain transporta- 
tion at less than the regular published rate. 

The contract of limitation of liability as expressed 
in the bill of lading or receipt given by the carrier pro- 
viding for a reduced or “released” rate, is usually con- 
ditioned upon the shipper agreeing that the carrier’s lia- - 
bility shall not exceed a certain specified value. Such 
a stipulation is usually embodied in the tariffs filed by the 
carrier with the Commission, and those are binding upon 
the carrier and shipper both by contract and by opera- 
tion of law. Any waiver of such-stipulation for limited 
liability will not only be without a sufficient consideration, 
but would be in conflict with the expressed provisions of 
the carrier’s tariffs. 

* * * 
Measure of Damages in Delayed Shipments. 

Michigan.—“We made an interstate shipment some 
time ago A to C via B. It appears that C is a prepaid 
station, and about two months after shipment was for- 
warded we were advised that same was held at station 
B for prepaid charges. After the charges were paid the 
shipment was held up; or, at least, not forwarded to des- 
tination until consignee had countermanded his order. In 
the meantime claim was filed for the loss of the ship- 
ment. We allowed the original line to return the shipment 
to us, with the understanding that they pay us the dif- 
ference between what we were allowed by the manu- 
facturing company when the shipment was returned to 
them and what we would have received had the shipment 
been delivered to consignee plus the freight charges on 
return of the shipment.. Will you please advise us if 
our claim is a just one, and if the initial line was at fault 
in accepting the shipment to a prepaid station without 
collecting the prepaid charges, taking into consideration 
that the destination point was on a connected line and 
that the transfer point or station B was where the ship- 
ment was held up?” 

Whatever demurrage or storage charges or additional 
freight charge might have accrued by reason of the car- 
rier’s failure to collect the prepaid charges at point of 
origin, and consequent delay of shipment at intermediate 
point, being attributable, to the carrier’s error, such 
charges would afford a proper basis for cancellation. 
This is particularly true since there probably was a 
sufficient tariff authority for requiring the charges to be 
prepaid, and the carrier was under a legal responsibility 
of assessing and collecting the same. 

As to the matter of actual damages suffered by the 
r-ason of the delay in the transportation and delivery 
of the shipment, inasmuch as the consignee, if owner, 
could not refuse to accept the goods on that ground only, 
unless they had become worthless, through delay, such 
damages are usually computed by the difference between 
the market value when the goods should have arrived 
and the value at the time of their delivery, with interest 















ee 


and such other incidental damages as naturally and ap 
proximately flow from the delay. If the goods have not 
depreciated in quality because of the delay, or goods of 
the particular kind have not fallen in value during the 
delay, the shipper is entitled to recover nominal damages 
only. 
+ * . 
Time and Manner of Delivery of Perishable Freight. 
Pennsylvania.—“A car of cantaloupes in crates was 


shipped via an express company from Brawley, Cal., on 
June 3, 1912, under ice, arriving in Pittsburgh at 5 p. m. 
Saturday afternoon, June 8. The wholesale business in 
fruit and produce lines is over in Pittsburgh by noon 
_on Saturday and the office and track forces of all the 
produce houses leave at noon, therefore, there was no- 
body here to receive car and our inspection was not made 
until Monday morning. Upon inspection, the condition of 
the car was found-to be exactly as follows: Cantaloupes 
soft, overripe; caps on ice plugs not down—sun shining 
very strong on one plug, which was loose on east bunker; 
east bunker three-eighths full of ice and west bunker five- 
eighths full. Express receipt signed to cover soft and 
overripe condition. The express company practically 
concedes condition of car to be just as our inspection 
shows. However, they maintain that they inspected this 
car Saturday afternoon and found the plugs all in tight, 
plenty of ice in bunkers, etc.; in other words, the car 
was in first-class shape, according to their inspection. 
They claim that any trouble with plugs, etc., must have 
developed between the time they made their inspection 
and the time we made our inspection. We maintain their 
liability remains intact, on the car, as delivery was not 
effected until Monday morning, and they are liable for 
condition of contents until Monday morning.” 

As to perishable shipments, the carrier is considered 
as retaining the custody of the goods, and is responsible 
for their safety at least until it has given notice of their 
arrival to the consignee, and until the consignee has had 
a reasonable time for their removal. It may be stated, 
generally, that every delivery must be made to the right 
person, at a reasonable time, at the proper place and in 
a@ proper manner. It is the duty of the express company, 
as acommon carrier, to deliver goods sa soon as practicable 
after arrival at the place of consignment, within the usual 
hours of transacting general business in such place. If 
the goods are tendered after the hours of business or 
when the consignee is unable to receive them, such tender 
will not discharge the carrier. ‘ 


However, whether goods shipped are delivered by the 
carrier within a reasonable time and in a proper manner 
are questions of fact for the jury and depend upon the 
facts of each case. In some states it has been held that 
a delivery on a special or general holiday, or often on a 
Sunday, unless forbidden by law or usage, is sufficient. 


DIGEST OF NEW COMPLaiNTS 


No. 6505, Sub. 2. The H-O Company, Buffalo, N. Y., vs. Lake 
Shore & Michigan Southern et al. 

Against rates, rules and practices governing milling-in- 
transit at Buffalo, leading to unjust, unreasonable, prejudicial 
and disadvantageous rates and charges. Cease and desist 
order, the establishment of maxima rates and reparation 
asked for. 

INo. 6506, Sub, 3. Buffalo Cereal Co., Buffalo, N. Y., vs. Lake 
Shore & Michigan Southern et al. 

Same as foregoing. 

No. 6742. Alfred Moseley, Barnet, England, vs. Atchison, To- 
peka & Santa Fe et al. 

Unjust and unreasonable passenger charges. 
desist order asked for, and reparation. 





Cease and 
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ne — Swift & Co., Chicago, Ill., vs. Pennsylvania R. R, G9 
et a 

Against the exaction of domestic instead of import rateg on 
shipments of kainite from Baltimore to Seafield, Ind. Ceage 
and desist order asked for, and reparation. 

No, 6744. Schultz & Cowne Co., Chicago, Ill., vs. Chicago, Mj. 
waukee & St. Paul et al. 

Against rates on piling from Wisconsin points to Shermer. 
ville, Ill, as unjust, unreasonable and discriminatory. Ceage 
and desist order asked for and reparation. 

No. we? Sub. 1. Southwestern Milling Co. et al. vs. Missourj 
Pacific. 

Excessive charges on grain milled in transit at Kansas City, 
due to failure to absorb switching charges. Cease and desist 
order, and the refund of switching charges asked for. 

No. 6745. Edwin F. Byers, Broken Bow, Neb., vs. Chicago, Bur- 
lington & Quincy R. R. 

Against a rate of two ane one-half times first class on ship- 
ments of motor cycles under Western Classification, destined 
to Broken Bow. Reasonable rate asked for, and reparation, 

No. 6745, Sub. 1. Same vs. same. Same subject. 


No, 6746. Eastern Shore Development Steamship Co., Annapo. - 


lis, Md., vs. Baltimore & Ohio R. R. 

Against a refusal to establish through routes and joint 
rates, leading to discrimination. Ask for order enforcing the 
establishment of same. 

No. 6747. Himmelberger-Harrison Lumber Co., Cape Girardeau, 
Mo., vs. St. Louis & San Francisco et al. 

Against a proportional rate of 7c on lumber, between More- 
house and Thebes, as unreasonable and unjustly discrimina- 
tory. Ask for the establishment of a rate not to exceed 5%, 
and reparation. 

No, %748. Wilcox Co., Chicago’ Ill. vs. Chicago & Northwestern, 

Against advance switching charges of $2 per car on sand 
and gravel at Janesville, Wis., as unjust, unreasonable, arib- 
trary and excessive. A restraining order asked for. 


MINOR UNREPORTED OPINIONS 


No. A525, Docket No. 5111. Davis Bros. Lumber Co., Ltd, 
et al., vs. Chicago, Rock Island & Pacific et al. Rates of 42%e 
and 30c on yellow pine lumber from Ansley, La., and Wyatt, 
La., respectively to Collinsville, Okla., and Ramona, Okla., re- 
spectively, found unreasonable to the extent such rates exceed 
24c. Reparation awarded. 

No, A526, Docket No. 4231. Nevada Hills Mining Co., vs. 
Southern Pacific. On rehearing, the findings of original report 
adhered to except as to charges collected for the transporta- 
tion of certain articles of structural iron, San Francisco, Calif., 
to Fallon, Nev., which charges are found to have been unrea- 
sonable. Reparation awarded. 

No. A527, Docket No. 4444. Duvall, Carter & Co., vs 
Southern Ry. Co. et al. Rate on chestnut cross ties, C. L., Ful- 
ton Junction, Md., to York, Pa., found unreasonable to the ex- 
tent that it exceeded the rate contemporaneously applicable on 
chestnut lumber, C. L, Reparation awarded. 

No. A528, Docket No. 5262. Central Pennsylvania Lumber 
Co. vs. Tionesta Valley Ry. Co. et al. Reparation awarded@ on 
C. L. shipment of lumber, West Sheffield, Pa., to Bayonne, N. J.» 

No. A529, Docket No. 5334. Nelson D. Stillwell vs. Wells 
Fargo & Co. Collection and delivery limits maintained by de- 
fendant in Warwick, N. Y., required to be extended to include 
= Seeman within the present corporate limits of said War- 
wick. 

No. A530, Docket No. 5704. Western Stores Co. vs. Wells 
Fargo & Co. Rates charged by defendant for transportation of 
live and dressed poultry, L. C. L., from certain stations in 
Kansas to Gallup, N. M., found unreasonable to the extent that 
they exceeded rates on the same commodities contemporane- 
ously in effect from the same points of origin to Flagstaff, Ariz. 
Reparation awarded. 

No. A531, Docket No. 5807. Lone Star Brewing Co. vs. St. 
Louis, Iron Mountain & Southern Ry. Co. et'al. Following Zang 
Brewing Co. vs. C. B. & Q. R. R. Co., 18 I. C. C., 337, second 
class rate on L. C. L. shipments wooden bungs in barrels, from 








St. Louis, Mo., to San Antonio, Tex., found unreasonable. 
Reparation awarded. 
No. A532, Docket No. 5962. S. A. Sharon vs. Cumberland 


Valley R. R. et al. Rates charged by defendants on trolley ties, 
Cc. L., Richmond Pa., to Port Reading, N. J., found to have 
been unreasonable. Reparation awarded. 

No. A533, Docket No. 6125. Boeckeler Lumber Co. vs. Ter- 
minal R. R. Assn. of St. Louis et al. Reparation awarded on 
account of unreasonable charges collected for the transportation 
of two carloads of lumber, St. Louis, Mo., to Stolle, Ill. Repara- 
tion awarded cn account of damages due to the misrouting of 
four carload shipments of lumber and the maintenance of an 
unreasonable rate from St. Louis, Mo., to Stolle, Ill, via the 
routes designated by the shipper. The maintenance of a rate 
on lumber, C. L., from St. Louis, Mo., to Stolle, Ill., which ex- 
ceeds the aggregate of the intermediate rates based on Hast 
St. Louis and Carondelet Crossing, Ill., found not justified and 
relief from the provisions of the fourth section of the act 
denied. 

No. A535, Docket No. 5285. E. B. Muller & Co., vs. Grand 
Trunk Western Ry. Co. et al. Rate of 43c per 100 Ibs. oB 
chicory, C. L., from Port Huron, Mich., to New Orleans, La., 
not found unreasonable. When the complaint was filed the rate 
on chicory from Port Huron, Mich., to Houston, Tex., was 
&61%4c. Since the hearing this rate has been reduced to 67%4¢. 
Present rate not found unreasonable. 

No. A537, Case No. 4818. Northwestern Woodenware Co. VS. 
Cc. M. & Puget Sound et al. Decided March 2, 1914. Upon mo- 
tion of complainant on rehearing, complaint dismissed. Former 
report fixed rates and weights for the transportation of carload 
shipments of wooden lard tubs from Tacoma. Wash., to Chi- 
cago, Ill, and other points west and south of Chicago. Prior to 
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effective date of order upon representation that order would 
pe to increase rates rather than reduce total charges, the 
Commission directed that order be vacated. At, a further 

g complainant asked that original petition bdé dismissed, 
that the Commission allow to remain in effect present rates and 
ums. Commission grants complainant’s request. 

No. A536, Case No. 5278. Spring Coal Co. vs. Norf. & West. 

. Co. Decided March 2, 1914. Demurrage regulations ap- 

cable on coal for transshipment by vessel from piers at Nor- 

and Lambert’s Point, Va., not found unreasonable and 
complaint dismissed, 

No. A538, Case No. 5234. M. G. West Co. vs. P. C. C. & St. 
L. Ry. Co. et al. Decided March 2, 1914. -Rate of $1.65 per 
100 Ibs. on steel vault plates and angles, C. L., from Hamilton, 
Ohio, to Oakland, Calif., in accordance with published tariff 
rate i having been shown to be unreasonable, complaint 
dismissed. 

No. A539, Case No. 5578. .Albert Miller & Co. vs. C. St. P. 
M. & O. Ry. Co. et al. Decided March 2, 1914. Complainants 
allege that freight charges for the transportation of three car- 
loads of potatoes from points in Wisconsin to Chattanooga, 
fenn., and Huntsville, Ala., were based on erroneous weights. 
Held: That the evidence fails to show that weights were er- 
roneous, except with reference to one, as to which 1,000 Ibs. 
allowance authorized by the tariffs was not made. 

No. A540, Case No. 5621. J. G. Kulzer vs. Gt. Nor. Ry. Co. 
et al. Decided March 2, 1914. Rates charged for the transpor- 
tation of pine lumber from Kulzer, Wash., to Foxholm, N. D., 
and Greenwald, Minn., not shown to have been unreasonable or 
unduly prejudiced. Complaint dismissed. 

No. A541, Case No, 5693. Ramsey-Wheeler Co. vs. S. A. L. 
Ry. et al. Decided March 2. Demurrage charges on lumber at 
Columbus, Ga., found to have been assessed in accordance with 
tariff provision, and not shown to have been unreasonable. 
Complaint dismissed. 

No. A542, Case No, 5881. Helmers Mfg. Co. vs. C. R. IL. & 
P. Ry. Co. Decided March 2, 1914. Rate of 18c for the trans- 
portation of gum lumber in carload lots from Madison, Ark., to 
Leavenworth, Kan., not found unreasonable and complaint dis- 
missed. 

No. A543, Case No. 5879. National Refining Co. vs. A. T. & 
§. F. Ry. Co. et al. Decided March 2, 1914. Rate of 32c-per 
100 lbs. on petroleum and its products, C. L., from Coffeyville, 
Kan., to La Crosse, Wis., not found to be unreasonable or un- 
duly discriminatory. Complaint dismissed. 

No. A544, Case No. 6073. R. B. Payne vs. Gt. Nor. Ry. Co. 
et al. Decided March 2, 1914. Charges collected on onions, 
¢. L., from Mora, Minn., to McAllister, Okla., not found to have 
been unreasonable and complaint dismissed. 

No. A545, Case No. 6175. Beaver Co. vs. N. Y. C. & H. R. 
R. R. Co. et al. Decided March 2, 1914. Carload of wood pulp 
transported by defendant from Black Rock, N. Y., to Easton, 
Pa., not found to have been misrouted and complaint dismissed. 

No. A546, I. & S. Docket No. 353. Wrapping paper rates 
from Moss Point, Miss., Southern Paper Co. vs. Pascagoula, 
Moss Point & Northern. Decided March 16, 1914. Hearing hav- 
ing developed proper adjustment and being within the influence 
of principles announced on lumber rates from Mississippi to 
eastern points, 27 I. C. C., 6, and lumber rates through Ohio 
River crossings, 29 I. C. C., 28, the adjustment approved and 
order of suspension vacated. 

No. A547, Case No. 5973. Columbus Iron Works vs. Vicks- 
‘8. & P. et al. Decided March 2, 1914. Rate of 69c for the 
transportation of plow points from Vicksburg, Miss., to Tyler, 
Tex., not found unreasonable and complaint dismissed. 

No. A548, Docket Nos. 3223, 4130, 4130 Sub. Nos. 1, 2 and 3, 
4464 and 4312. D. W. Alderman & Sons Co. vs. A. C. L., South. 
Ga. Ry. and Southern Ry. et al. Decided March 2, 1914. Rates 
for the transportation of lumber, C. L., from Nashville, Ga., to 
Greenville, S. C.; from Allen, S. C., to Winston-Salem, N. C., 
and from Wilmington, N. C., to Greer and Taylors, S. C., un- 
reasonable. and reparation awardtd. Rates for the transporta- 
tion of lumber, Alcolu, S. C., Chapel Hill, Marshall and Lumber- 
ton, N. C., and from Boardman, N. C., to Spartanburg, S. C.; 
from Camden, S. C., to Lumberton, N. C., and from Marion, 
§. C.. to Canton and Nashville, N. C., not found to have been 
unreasonable. 


AUTOMATIC COUNTER SCALE. 
The Kron Scale Co. announces a new counter scale, 
using the same principle heretofore so successfully used 
in its other types of scales. There are no knife edges, 


pivots or springs in the dial mechanism and no vibration, 


the pointer at once stopping “dead” at the correct weight. 
At one freight office an average of 2,700 packages per 
day are being weighed on one of. these counter scales 
and it has not been out of order since its installation. 


FREE FRUIT ON ORANGE DAY, 


Several railroads made announcement that “orange 
day” would be observed by their systems on March 21 
by the display of oranges in dining cars and restaurants 
and in various other ways, attempting to boost the Cali- 
fornia orange crop this year. A. Waldbauer, general 
agent of the Kansas City, Mexico & Orient Railway Co., 
with offices in Pittsburgh, celebrated by giving ‘free 
oranges to everyone who called at his offices. 
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NO ACTION AGAINST PACKERS 


Unless Department of Justice agents uncover new 
evidence in connection with the alleged control by the 
so-called American beef trust of beef imported into the 
United States from the Argentine Republic, it is said at 
Washington that it is not probable that action will be 
taken under the Sherman anti-trust act against the packers 
to curtail their’ South American activities. 

Investigation of the contracts which American packers 
have for refrigerating space on steamships plying between 
Argentine and the United States, it was said, however, 
failed to show anything unusual or in contravention of 
the anti-trust act. 

According to these reports, there are nine slaughtering 
and refrigerating establishments in Argentine, of which 
the Chicago packers control five. 





LONG-AND-SHORT-HAUL RULE. 

In an opinion handed down by the Kentucky railroad 
commission, refusing to relieve the Louisville & Nashville 
from the operation of the long-and-short-haul rule with 
regard to shipments from Louisville to Middlesboro, the 
commission indicated that its policy will be to scrutinize 
closely applications for the abrogation of the rule permit- 
ting a carrter to charge more for a short haul than for a 
longer one on the same line, in the same direction, the 
longer distance including the shorter one. 


OKLAHOMA ROADS RESTRAINED. 

An order by the Oklahoma corporation commission 
will prevent Oklahoma railroads from changing present 
freight or passenger rates until the commission has granted 
permission. This order follows a decision in the case of 
the Pioneer Telephone Co., which raised its rates without 
such permission. The Supreme Court upheld the commis- 
sion, which is liquidating a refund of $60,000 to the tele- 
phone company’s subscribers. 


SIGNS OF BETTERMENT. 

The Illinois Central reports the movement of traffic 
3 to 5 per cent larger than last year at this time. Coal 
is one of the features of tonnage, with miscellaneous busi- 
ness also of good volume. General merchandise shows 
moderate improvement, with the whole situation evidenc- 
ing signs of betterment. The increase in the earnings 
of the Louisville & Nashville Railroad for the fiscal year 
ending March 31 was $1,023,683. 


MONTANA COAL RATES CUT. 

Coal rates from Stipeck, eight miles from Glendive, 
to various points in eastern Montana alormg the line of 
the Northern Pacific, were ordered reduced by the Mon- 
tana railroad commission to conform with the standard 
scale on a mileage basis, established by the commission 
in 1909. The Gate City Coal Mining Co. was the com- 
plainant. The reduction averages 15 per cent, 


TEXAS POULTRY RATES. 

The Texas railroad commission has announced a hear- 
ing for May 12 of the proposed regulation to govern in 
connection with the transportation of poultry in carloads 
and also the readjustment of the minimum weights on 
all kinds of live stock, and to provide for the privilege 
on all lines of stopping in transit to finish loading and 
unloading, at points intermediate to destination on all 
kinds of live stock in carloads at a charge of $5 per car. 
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Increasing Efficiency on. the Short Haul 


New devices and methods that have made good by increasing efficien 
other branches of traffic work. Contributions are welcomed. 
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in freight handling 
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WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


NEW ENGLAND FIELD FOR TRUCKS 





(From The Commercial Vehicle, April 1.) 

The idea is fast disappearing that the great mills and 
factories of New England cannot be looked upon as a 
market for heavy trucks. These mills have their own 
railway sidings, as a rule, it is true, and it is also true 
that the bulk of their receipts and shipments are taken 
directly from the cars to their loading platforms, and 
vice versa; but, nevertheless, the remaining proportion 
of local shipments’ and shipments to and from neigh- 
boring cities makes up a goodly quantity of freight to 
be moved, in the aggregate. 

New England is literally dotted with great manufac- 
turing centers, close together and linked with good roads. 
As: has been proven in the experience of the Chicago 
packers, most of whose products are shipped by rail 
and whose facilities for the rapid loading and dispatch 
of freight cars on railway sidings are unequaled any- 
where else in the world, on the short haul or the special 
delivery the railroad is both slow and uneconomical. 
Such cases abound throughout the West, especially so on 
the Pacific coast. The principal reason why similar 
application of motor trycks has not been made to the 
facilities of New England factories is that they have 
not been approached in the right way. The westerner 
may be willing to learn by experience, pioneering his 
way and doing his own installation engineering; but the 
easterner is different. He prefers to let his western 
cousin experiment for him. This the enterprising pio- 
neers have done, and it now remains to confront the 
New England manufacturer with the facts and to show 
him by engineering study of his particular conditions 
how and with what sort of motor trucks he can improve 
upon horse or railway haulage. 


Electrics Adapted to Eastern Mills. 


This field is an exceptionally favorable one for elec- 
tric vehicles, as most of the factories generate their own 
power, so that battery charging is cheap and convenient. 
There is a vast amount of short-haul work to be done 
that is not sufficient in mileage for the gasoline truck to 
make a good showing, but in which the electric has 
already shown itself of greater efficiency than the horse. 

There has been some apprehension in regard to the 
wisdom of purchasing heavy trucks, due to the threat- 
ened legislation in Massachusetts and other states which 
contemplates restriction of tonnages to less than 3 tons. 
Heretofore such bills have been opposed principally by 
the trade, but it is hoped that with the present growth 
of heavy truck sales, the co-operation of the large busi- 
ness concerns can be secured, with discouragement of the 
unfair legislation as a result. 

Another reason for the preponderance of light trucks 
even in the retail delivery field, is that due to congested 
traffic conditions which result from the narrow streets 
in most of the larger New England cities, trucks are 


used principally for suburban delivery, where the houges 
are more or less scattered, the stops per mile few, anj 
the consequent number of deliveries per vehicle per day 
small. 

Heavy Trucks in Overland Haulage. 


As an illustration of the possibilities of the use of 
heavy trucks in the service of large industrial organiza. 
tions in New England in inter-city haulage, the case of 
a tanner in Peabody, Mass., may be cited. This dealer 
holds a contract for the delivery of a certain quantity 
of tanned leather into the leather market in South street, 
Boston. The contract stipulates that the leather be de 
livered before 8 o’clock every morning. To accomplish 
this with horses would not only require the factory to 
work a day in advance, to make up for the length of time 
required to make the haul, a little over 15 miles, but, as 
it would be impracticable for horses to make the round 
trip in one day, it would be necessary to maintain two 
teams, two wagons, and two drivers to do the work which 
this truck does in one trip. 

Besides the early morning trip, the truck returns in 
the forenoon with express from Boston to Peabody, re 
turns with a second load of leather in the afternoon, and 
goes back with a second load for Peabody before night. 
It is therefore doing the work of four teams, four wagons 
and four drivers, and turning up about 70 miles per day. 

Another field in which large trucks will find a field 
is in interstate expressing. An example of this is 4 cer 
tain firm using a heavy truck between Boston and Prow 
dence. It starts from Boston at 5:30 p. m., returning 
from Providence in the morning. The driver lives in 
Providence. 

The future of the heavy truck will certainly be in the 
line of general contracting, coal delivery, lumber haul- 
ing and logging, and general trucking. What other uses 
it may be applied to remains to be seen. A few instances 
of what is now being done by heavy trucks may be of 
interest: : 

George A. Jenkins makes the run from Bridgewater, 
Mass., to Lynn, a round try of more than 75 miles, each 
day, delivering leather board. 

Gardiner & Beardsall have a truck which makes the 
run from Nashua, N. H., to Boston, and return, 96 miles 
round trip, hauling leather counters. 

The Paine Furniture Co., Boston, Mass., makes de 
liveries regularly as far as Providence, Worcester, Fall 
River, New Bedford, etc., a radius of 45 miles. 

Ronan’s Express makes the run from Peabody to 
Boston and return twice daily, a total mileage of about 
70 per day. 





SLED TRACTORS USED. 


The Knox Automobile Co. used a Knox-Martin tractor, 
which was literally converted into a snow-tractor at the 
time of the 30-inch snow at Springfield, Mass., this winter. 
Large shoes shod with steel and shaped to be clamped 
to the steering wheel of the tractor and the rear wheels 
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Have Experimented For You? 
4 T° get the best motor transportation service, 
_ you must employ White Trucks. There is 

: no question of their economy of operation, dur- 
a ability of construction and dependability. Thou- 
= sands in daily service in practically every line of 
of business guarantees that your investment in 
te, White Trucks will be no experiment. There is 
©" | a White Truck somewhere answering your own 
te particular hauling problem. 

Let The Owner tell you the Story 
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i THE WHITE GJ COMPANY 
CLEVELAND 
Both in quantity and value of production, the largest manufacturers . 

om, of commercial motor vehicles in America. 
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of the trailer body were made and attached, and the 
driving wheels of the tractor were equipped with chains. 
Thus adapted the tractor was sent out into the deepest 
snow, and good progress was made with capacity loads. 
The machine was easily controlled and traction was at all 
times sufficient, no matter what depth of snow it was in. 





ELECTRIFICATION IN OREGON 





The Southern Pacific Co. has opened the first unit of 
electric interurban operations which it is giving to west- 
ern Oregon under the auspices of the Portland, Eugene 
& Eastern Railway Co., of which Robert E. Strahorn, 
formerly of the North Coast road of Washington, is 
president. 

The electrification now in use and over which the 
Big Red Car service is established, consists of 109 miles 
of track, known as the McMinnville Loop, and embracing 
all of the old Yamhill steam division of the S. P., to 
gether with a portion of the old steam route known as 
the West Side line. 

As electrified both divisions are taken down Fourth 
Street, one of the most important business avenues of 
the city of Portland, through the big department store 
district, into the wholesale portion of the city, and 
anchored at the Union Depot. Fourth Street has been 
double tracked. 

The Southern Pacific and Portland, Eugene & East- 
ern companies are co-operating enthusiastically in estab- 
lishing canneries, creameries and dryers, so that. a 
larger percentage of farm products may find sale, and 
that farm losses may be reduced to the minimum. 

As illustrating the character of electric service being 
given to Western Oregon by these companies it may be 
noted that notwithstanding the fact that the Southern 
Pacific tracks and road beds were already for the P., 
E, & E. to take over, the latter company expended more 
than $2,000,000 in converting the McMinnville Loop. The 
track was rebuilt with heavier steel and ballast, and 
every precaution taken to prevent the fast moving elec- 
tric cars from marring the S. P.’s record for “safety first.” 

The approved electric project to be completed in the 
Willamette valley of Oregon by the Southern Pacific and 
Portland, Eugene & Eastern lines has a total of 350 miles, 
Portland being the terminal on the north and Eugene on 


the south. -To accomplish this nearly all S. P. steam 
4 





lines will be taken over by the P., E. & E. and electrified, 
while a number of new lines will be constructed. When 
completed, the only important steam line serving the dig. 
trict will be the main line of the S. P. from Oregon to 
California. 

These interurbans will be operated in conjunction 
with the street car lines of Salem, Albany, Eugene and a 
new one to be constructed at Corvallis, where central 
stations will be constructed in the business centers for 
terminals and transfer points. All of these city street 
car lines are owned by the P., E. & BE. 

The P., E. & E. electric network will be spread over 
a district 50 miles wide by 125 in length, where $52, 
000,000 in crops were produced in 1913 and where less 
than one-fifth of the arable land is under cultivation. 

In the carrying out of this project the P., E. & E. 
has already expended more than $7,000,000. 


TRUCK CRANE INFORMATION. 


Interested manufacturers can obtain from W. & A. 
McArthur, 18 Silk stret, Cripplegate, London, E. C., Eng- 
land, specifications prepared by the harbor board, Auck- 
land, New Zealand, which require one and two ton truck 
cranes, mounted on chassis having rubber tires, assumedly 
for use in loading and unloading freight at the piers in 
Auckland. This information is supplied by the bureau 
of foreign and domestic commerce of the national De- 
partment of Commerce, Washington, D. C., and. further 
details may be obtained from this bureau by referring to 
No. 12511. 


ELECTRIC VEHICLE CONVENTION. 


The Electric Vehicle Association of America will hold 
its fifth annual convention this year in Philadelphia in 
October. At the time of the last convention, held in 
Chicago, the association had 437 members and sections 
in New England and Chicago, aside from the general office 


activities in New York. At this time the association has ‘ 


about 650 members, a gain of over 200 in five months. 
The association last year had but two sections. Sections 
are now established in New England, Chicago, Philadel 
phia, Washington and Cincinnati. 


E. Gengenbach is appointed general agent of the 
freight and passenger departments of the St. Louis & 
San Francisco Railroad. 





The Lessons Taught by the Weighing | 
Difficulties of a Thousand Men 


are a part of the service offered through the weighing experts of our organization, who 
have investigated about all the important track scale installations in North America. 


THE STREETER-AMET AUTOMATIC WEIGHT RECORDER 


insures accurate weight records, and an efficient speed of takin 


in motion. 


weights of loaded cars 


«@ As our device is adapted to use with any standard and reliable track scale 


installation any criticism of plans we make is unbiased. 


The Streeter-Amet Weighing and Recording Co., Hartford Bldg., Chicago 
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It is in Constant Use only because 
it is a Constant Economy 


That an investment in this equipment is to be viewed as an 
economy rather than an expense or a mere convenience, is the 
lesson to be learned from all the installations of the 


Otis Inclined Elevator 


For instance—the Pequonnock Dock, N. Y., N. H. & H. R. R., 
Bridgeport; Merchants’ and Miners’ Transportation Co., Savannah; 
Old Dominion S. S. Co., New York; Mystic Dock, B. & M. R. R., 
Boston; Detroit & Cleveland Navigation Co., Detroit; Metropolitan S. S. 
Co., Boston; New York Central R. R. Docks, Weehawken, N. J., etc. 


If it cost more instead of less to move freight between pier 
and ship with the Otis Inclined Elevator, it goes without saying 
that the machines would not long remain in use. 


You are looking for a way to save money when you investigate the 


Otis Inclined Elevator—NOT to spend it. Write for booklet. 


Otis Elevator Company 


Eleventh Avenue and Twenty-sixth St.,. NEW YORK 
600 West Jackson Boulevard, CHICAGO 


Offices in All Principal Cities of the World 





Otis Inclined Elevator at Metropolitan S. S. Co. Pier, Boston, Mass. 
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Docket of The Commission 


Note.—items in the Docket marked with an asterick (*) are 
new and have not been carried in the publication during the 
preceding week. 





April 11—Philadelphia, Pa.—Examiner ae ne 
5917. . B. Markle Co. et al. vs..L. V. 


April 11—Argument at Washington, D. se 
6571—State ee ae of New Mexico vs. A. T. 


& 
s876—Roswell Guana Club et al. vs. A. T. & S. F. Ry. 
e 
April 13—Bowling Green, Ky. —Examiner Thurtell: 
Fourth Section ‘Applications Nos. 1601 and 1604 
in connection with 
4310—Bowling Green Business Men’s Protective Assn. vs. L. & 
N. R. Co. et al 
April 13—Bowling Green, Ky.—Examiner Thurtell: 
4310—Bowling Green Business Men’s Protective Assn. vs. L. & 
N. R. R, Co. et al. 
April 13—New York City—Examiner Brown: 
6380—New =, Produce Exchange vs. N. Y. C. & H. R 
- R. R. Co. et al. 
April 14—Bowling Green, Ky.—Examiner Thurtell: 
* ee Green Business Men’s Assn. vs. L. & N. R. R. 
0. eta 
In connection with 
Fourth Section Applications Nos. 1601 and 1604. 

April 14—Hearing of Docket No. 4310, Bowling Green Business 
Men’s Assn, vs. L. & N. R. R. Co. et al. and Fourth Sec 
tion Application Nos. 1601 and 1604, to be heard in connee- 
tion therewith, now assigned before Examiner Thurtell at 
Bowling Green, April 13, is continued until April 14, at 
Bowling Green, Ky., before Examiner Thurtell. 


April 14—Helena, Mont.—Examiner Wood: 
Fourth Section ee No. 113 
in connection with 
6387—Railroad Commission of Montana vs. 
April 14—Helena, Mont.—Examiner Wood: 
6483—Board of R. R. Commissioners of the State of Montana 
vs. Butte, ae & Pacific Ry. Co. 
6387—Board of R. Commissioners of the State of Montana 
vs. A. T. & S. r Ry. Co. et al, 
April ee at Washington, D. C.: 
1. cnt at , as , Il. 
é200—Stuarts Draft Milling Co. et al. vs. Sou. Ry. Co. 
ee Fruit Growers’ Assn. et al. vs. B. & O. 
et a 
April 15—St. Louis, Mo.—Examiner Hines: 
—e Exchange of St. Louis vs. B. & O. R. R- 
Co. et a 
ee. 40% ae York, N.. Y.—Examiner Bro 
t, . 328—Tan bark rates to North Carolina points. 
ae enone at Washington, D. C.: 
1. & &. Dunnage allowances. 
1. & S&S. 359—Malt rates to Texas points. 


rR. Co. et al. 


A. T. & 9. F. et al. 


et al. 
R. R. 


‘anners’ Supply Co.., ee vs. L. £ N. R. R. Co. et al 
6154—S. J. Greenbaum Co. vs. & N. R. Co. et al 
6155—S. J. Greenbaum Co. vs. 5 & O. * R. Co. et al 


6156—S. J. Greenbaum Co. vs. Sou. Ry. Co. et al, 

April 16—Helena, Mont.—Examiner Wood: 
6151—Lindsay & Co., Ltd., et al. vs. Nor. Pac. Ry. Co. 
6172—Lindsay & Co., Ltd., et al. vs. Nor. Pac. Ry. Co. 

Agee 17—Kansas City, Mo.—Examiner Hines: 

77—Board of Trade of Kansas City vs. C. M. & St. P. 
ie ae" York, N. 5a Gibson: 
6389—N. Y. Dock Ry. vs. B. & O. et al. 

April 18—Argument at Washington, om @.¢ / 
§831—Pacific Fruit Exchange vs, Sou. Pac. Co.. et al. 
6976—Pacific Fruit Exchange vs. Sou. Pac. Co. et al. 
6217—California Fruit Growers’ Assn. et al. vs. Ala. G. S. 


R. R. et al. 
6374—Railroad Commission of the State of California vs. Ala, 
G. 8S, R. R. Co. et al. 

April 17—Argument at Washington, D. o 
6919—-Alpha Portland Cement Co. vs. & 4 R. R. Co. et al. 
6920—Alpha Portland Cement Co. vs. P. R. R. Co. 

April 18—Helena, Mont.—Examiner Wood: 

6549—L. E. Osborn vs. Nor. Pac, Ry. Co. et al. 

April 20—Washington, D. C.—Commissioner Meyer: 
5370—In the matter of rates, practices, rules and regulations 

governing the transportation of iron ore. 

April 20—Washington, D. C.—Commissioner Meyer: 
6370—In the matter of rates, practices, rules and regulations 

governing the transportation of iron ore. 


April 20—Muskogee, Okla. 7 rer Hines: 
6182—L. Lebrow vs. A. T. & §. F. Co. 
6686—W. C. Morris vs. z “T. & 9. F. et al. 
6076—Goodner-Malone Co. vs. Midland Valley Ry. Co. et al. 
oodner-Malone Co. vs. D. & R, G. R, R..Co. et al. 
Fourth Section Application No. 1548. ; . 
April 21—Muskogee, Okla.—Examiner ere 
6209—Pittman & Harrison Co, vs. St. L. I. M. & Sou. Co. 
un verwee -Hendrix Hardware Co. et al. vs. M. K. & T. 


6304—Muskogee Refining Co. vs. A. & S. F. et al. 
6277—Adleta Paper Co. vs. M. K. & . et al. 

April 22—Charleston, W. Va.—Examiner Pugh: 

* $157—B. S. Cunningham et al. vs. B. & O. 8S. W. R. R. Co. 

* 5841—Kelly’s Creek Colliery Co. vs. Kanawha & Mich. Ry. Co. 


et al. 
et al. 


et al 





April 22—Washington, D. C.—Commissioner McChord: 
4914—In the matter of rates, practices, rules and regulations 
governing the transportation of anthracite coal. 


April 22—Muskogee, Okla.—Examiner Hines: 
Phoenix Printing Co. et al. vs. M. K. & T. 
6544—Adleta Paper Co. vs. C. & N. W. Co. et al. 


April ee Il.—Examiner Wood: 
1. & S. 386—Gravel and sand switching charges at Chicago, 
“oe 23—Chicago, Ill.—Examiner Wood: 
l & £5 387—Lumber rates from Lake Charles, La., and West 
e, La. 
April 23—Chicago, Ill.—Examiner Wood: 
I. & S. 367—Proportional rates on coal from Ohio coal fields 
to Mississippi River crossings. 
April 23—Oklahoma City, Okla.—Examiner Hines: 
orporation Commission of Oklahoma on behalf of Futch 
Bros. vs. K. C. M. & O. et al. 
6620—Corporation Commission of Oklahoma et al. vs. A. T. 
& S. F. et al. 
April 24—Chicago, Ill.—Examiner Wood: 
6587—Fox River Valley Mfrs.’ Assn. vs. Me. Cent. R. R. Co. 


et al. 


et al. 
April 27—Cincinnati, O.—Examiner McKenna: 
5238—I. V. Sutphin Co. vs. Tenn. Cent. R. R. Co. et al 


vs. P. C. C. & St. [. iy. Go. tan 
‘Btores Co. vs. L. & N. R. R. Co. et al. 


° 6110—I. V. Su 
* 6537—Ameri 
cations: 


Fourth Secti 
* 3965—C. N. O. Se, Ry. Co. 
* 2045—Ill. Cent. R. R. Co. 
* 1952—L. & N. R. R. Co, 
* 458—N. C. & St. L. Ry. Co. 
* 3912—Tenn. Cent. R. R. Co. 
April ae Tenn.—Examiner Hines: 
6576—Belgrade Lumber Co. et al. vs. Ill. Cent. R. R. Co. et al. 
6656—Anderson-Tully Co. et al. vs. Ill. Cent. Co. et al. 
April 27—Hearing at Washington, D. C.: 
Analysis of operating expenses with respect to freight and 
passenger service. 
April 28—Memphis, Tenn.—Examiner Hines: 
* — Freight Bureau vs. St. L. I. M. & S. Ry. Co. 
et a 
— 28—Cincinnati, O.—Examiner McKenna: 
& S. 380—Orange rates to Sonerestee. aos 
: 6408—Giobe Wernicke Co. vs. B. & O. - Co. re al. 
April 28—Chicago, IlL—Examiner Wood: 
wae <> Me Rawleigh Medical Co. vs. C. & N. W. Ry. Co 
e 


April 28—Chicago, Ill.—Examiner Wood: 
6150—W. T. Rawleigh Medical Co. vs. C. & N. W. 
6657—W. T. Rawleigh Medical Co. vs. C. & N. W. 
April 30—Cairo, Ill.—Examiner McKenna: ; 
* 6474—Spoke Mfg. Assn. et al. vs. St. L. S. W. Ry. Co. et al. 
A= 30—Chicago, Ill.—Examiner Wood: 
or T. Rawleigh Medical Co. vs. C. & N. W. Ry. Co. 


et al. 
waren T. Rawleigh Medical Co. vs. C. & N. W. Ry. Co. 


Ry. Co. 
Ry. Co, 


ane 30—Cairo, Ill—Hxaminer McKenna 
. & S, 397—Team track switching charate at Cairo, Ill: 
1—Columbus, O.—Examiner at 
- Federal Glass Co. et al. vs. C. I. & P. Ry. Co. et al. 
* Sen carat Boldt Co. vs. C. R. L. & % Ry Co. et al. 


va 1i—St. Louis, Mo.—Examiner a 
6106—Bott Bros. Mfg. Co. vs. C. B. & Q. R. Co. et al. 
* 6285S L. 8. W. Ry. Co. vs. P. & R. Ry. Co. et al. 

* 6383—Beck & Corbitt Iron Co. vs. K. C. Sou. Ry. Co. 

May 2—Hearing of Docket No. 6474, Spokane Mfrs. Assn. et al. 
vs. St. L. S. W. Ry. Co. et al., now assigned before Exam- 
iner McKenna at St. Louis, is cancelled and the case reas- 
cairo for hearing before Examiner McKenna April 30 at 

airo 


2—Evansville, Ind.—Examiner Hines: 
 Sbe5—Mnl ley & Werte vs. L. & N. R. R. Co. 
hen 2—St. Louis, Mo.—Examiner McKenna: 
* 6401—Cai Hirsch & Sons Iron and Rail Co., vs. N. Y. N. H. 
& H. R. R. Co. et al. 
* ee & Jennings Lumber Co. vs. Ala., Tenn & No. 
Ry. Co. et 
* wre Mfrs.’s Assn. et al. vs. St. L. 9. W. Ry. Co. 
et a 
* boi —Tower 1 Tll.—Examiner Gerry 
tae ee et al, "vel B. & O. S. W. R. R. Co. 


Louis, Mo. —Examiner en na: 
"ee ul én Refini Co. vs. T. Ry. Co. 
City Reofing Tile Co. vs. B. & O. S. W. R. R. Co. 


© ¢450--Funck Lumber Co. vs. B. & O. S. W. R. R. Co. et al. 


May 5—Chicago, Ill—Examiner Gerry: 
Nees oe and Paper Mfrs. Traffic Assn. vs. D. S. S. & A- 
eta 


mabe 5—St. Louis, Mo.—Examiner McKenna: 
1—Commercial Acid Co. vs. Ill. Cent. R. R. Co, et al. 
* 6655—John Jacob Astor vs. St. L. & S. F. R. R. Co. 
* oa ee. Lubricating Co. vs. A. T. & S. F. 
e a 
May 6—Chicago, Ill—Examiner ea 
* 6698—Western Clock Co. vs. C. B. & Q. R. R. Co. et al. 
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SALESMANSHIP BACKED UP BY 





ATTRACTIVE LOOKING GOODS 


Use the best 


Fibre and Corrugated Shipping Cases 


and have your 


Product Delivered in Perfect Condition 


There is no better way to sell your goods. 
THEY SELL THEMSELVES. 


All Kinds of Shipping Cases Manufactured by 


Hummel & Downing Company 
MILWAUKEE, WIS. 






REVOLVATORS 


DO (cos 
YOU ‘Beles 


ee (Bundles 
es P ILE Crates 
9 Barrels 
Hogsheads 


write for Bulletin T. R. 28 


e Revolvator 
What it is—What it does.” 












If so, 












TANK CARS 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 
COLORADO BUILDING WASHINGTON, D.C. 


Former member of the Department of Justice as 
Solloltor of Internal Revenue 


interstate Commerce Litigation 
a Speciality . 





We Lease All Steel Modern Tank Cars to Shippers of Liquid Freight 
TERMS REASONABLE — 


KEITH CAR COMPANY 


Peopies Gas Building 


As a Friend of THE TRAFFIC WORLD, plea 
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May 6—Oral argument at Washington: 
* 6052—Judd & Detweiler vs. B. & O. R. R. Co. et al. 
* 6058—O. J. DeMoll & Co. et al. vs. Sou. Ry. Co. et al. 


* 6140—Philadelphia Team Owners’ Protective Assn. et al. vs. 


P. & R. Ry. Co. et al. 
May 6—St. Louis, Mo.—Examiner McKenna: 
* 6486—LaClede-Christy Clay Products Co. vs. Mo. Pac. Ry. Co. 
et al. 
* 6546—Ozark Fruit Growers’ Assn. vs. U. S. Express Co. et al 
* 1. & S, 366—Lumber rates from Thebes, II. 
* 1, & S. 390—Gypsum rates from Winslow, Ariz. 


May 7—Chicago, Ill—Examiner Gerry: 


* 6700—Goodwillie Bros. vs. M. St. P. & S. S. M. Ry. Co. et al. 


* 6411—J. C. Shafer & Co. vs. Ill. Cent. R. R. Co. 

May 7—Oral argument at Washington: 

* 5420—G. B. Merrill & Bro. vs. Sou. Ry. Co. et al. 

* 5591—New England Coal and Coke Co. vs. N. & W. Ry. Co 
et al. 

* 6227—Hall & Legam Lumber Co. ys. Sou. Ry. Co. 


* 6318—Grain and Hay Exchange of Pittsburgh vs. Pa. Co. et al. 


May 8—Chicago, Ill—LExaminer Gerry: 

* 6422—Consumers Co. vs. C. & N. W. Ry. Co. et al. 
* 6567—Hygienic Ice Co, vs. C. & N. W. Ry. Co. et al. 
May 8—Oral argument at Washington: 


* 6154—S. J. Greenbaum Co. vs. L. & N. R. R. Co. et al. 
* 6155—S. J. Greenbaum Co, vs. B. & O. R. R. Co. et al. 
* 6156—S.. J. Greenbaum Co. vs. Sou. Ry. Co. et al. 


* 6492—Brush Creek Mining and Mfg. Co. et al. vs. L. & N. 


R. R. Co. et al. 

6392—Knight Woolen Mills vs. C. & N. W. Ry. Co. et al. 

May 8—Kansas City, Mo.—Examiner McKenna: 

* 4782—Standard Vitrified Brick Co. vs. C. B. & Q. R. R. Co 
et al. 

* 5597--C. W. Hull Co. vs. C. B. & & Q. R R. Co. et al. 

* 1. & S. 227—Kansas-lIowa brick rates. 

May 9—Chicago, Ill—Examiner Gerry: 

* 6508—Clinton Coal Co. vs. C. T. H. & 

* 6429—Parlin & Orendorff Co. vs. C. 
et al. 

May 9—Oral argument at Washington: 

* 6271—Monch Coal Co, et al. vs. C. & E. I. R. R. Co. et al. 

* 6468—Southern Hardwood Traffic Bureau vs. Ill. Cent. R. R 
Co, et al. 

May 11—Chicago, Ill.—Examiner Gerry: 

* 6321—Albert Miller & Co. vs. C. & N. W. Ry. Co. et al. 

* 6477—Albert Miller & Co. vs. Wabash R. R. Co. et al. 


* 


S. E. Ry. Co. et al. 
Cc. Cc. & St. LL Ry. Co 


* 1. & S. 382—Cement rates from Mason City, Ia., to Beach, 


N. D. 

May 11—Kansas City, Mo,—Examiner McKenna: 

* 6197—A. McCarthy & Co. vs. A. T. & S. F. Ry. Co. 

* 6417—Excello Feed Milling Co. vs. Nor. Pac. Ry. Co. et al 

* 6320—Clarence E. Walker vs. Mo. Pac. Ry. Co. et al. 

* 6638—Star Coal Co. vs. St. L. I. M. & Sou. Ry. Co. et al 

May 12—Chicago, Ill—Examiner Gerry: 

* 6454—Aetna Powder Co. vs. Wabash R. R. Co. et al. 

* 6185—Northern Central Coal Co. vs. Wabash R. R. Co. et a! 

May 12—Kansas City, Mo.—Examiner McKenna: 

* 6102—R. W. Gess Commission Co. vs, St. L. & S. F. R. R. Co. 
et al. 

* 6349—Peet Bros. Mfg. Co. vs. Ill. Cent. R. R. Co. et al. 

* 6418—Peycke Bros. Commiss®n Co. vs. C. R. I. & P. Ry. Co 
et al, 

May 13—Chicago, Ill.—Examiner Gerry: 

* 6351—Dr. W. P. Cutler vs. Wabash R. R. Co. et al. 

* 6528—I). Friedlander & Co. vs. C. M. & St. P. Ry. Co. 

* 6681—Armour Grain Co. vs. Ill. Cent. R. R. Co. 

May 13—Oral argument at Washington: 

* 6170—Decatur Navigation Co. vs. L. & N. R. R. Co. et al. 

* 5508—Louisville Board of Trade vs. L. & N. R. R. Co. 


May 13—Kansas City, Mo.—Examiner McKenna: 

* 6450—Peter A. Fox vs. C., Gt. West. R. R. Co. et al. 

* 6461—Brodnax & McLinny vs. St. LL. & S. F. R. R. Co. et al. 

* 6466—Eads Water Co. vs, A. T. & S. F. Ry. Co et al. 

May 14—Chicago, Ill—Examiner Gerry: 

* 6535—Lamson Bros. Co. vs. L. S. & M. S. Ry. Co. et al. 

* 6563—Rumsey & Co. vs. C. & N. W. Ry. Co. et al. 

May 14—Kansas City, Mo.—Examiner McKenna: 

* 6163—Foster Lumber Co. vs. M. K. & T. Ry. Co. et al. 

* 6586—Foster Lumber Co. vs. K. C. Sou. Ry. Co. et al. 

* 6557—Schreiber Hay and Grain Co. vs. Cc. B. & Q. R. R. Co. 

May 14—Oral argument at Washington: 

* 6495—New Orleans Live Stock Exchange et al. vs. L. & N. 
R. R. et al. 

* 6300—Corporation Commission of Oklahoma et al. vs. A. T. & 
S. F. Ry. et al. 

* 6485—Kaufman Commercial Club vs. T. & N. O. R. R. Co. 
et al. 

May 15—Chicago, Ill—Examiner Gerry: 

* 6132—Texas Co. vs. C. & N. W. Ry. Co. 

* 6146—Wait Talcott vs. Sou. Pac, Co. 

* 6539—Goodhart-Hattman Co. vs. Sou. Pac. Co. et al. 

May 15—Kansas City, Mo.—Examiner McKenna: 

* 1. & S,. 372—Potato rates in Western Classification territory. 

* 1. & S. 373—Grain rates from St. Paul, Minn. 


May 15—Oral argument at Washington: 

* 6180—Board of Trade of Kansas City, Mo., vs. St. L. & S. F. 
R. R. Co. et al. 

May 16—Chicago, Ill.—Examiner Gerry: 

* 4788—Central Commercial Co. vs. L. & N. R. R. Co. 

* 6177—Price Iron and Steel Co. vs. Ind. Harb. Belt R. R. Co. 
et al. 

* 6179—Mogul Motor Truck Co. vs. C. B. & Q. R. R. Co. 

May 16—Kansas City, Mo.—Examiner McKenna: 

71. &@ @ “ass and commodity rates between Missouri 
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May 16—Oral argument at Washington: 

* 6350—Pacific Navigation Co. vs. Sou. Pac, Co. et al. 

* 6366—Big Basin Lumber Co. et al. vs. Sou. Pac. Co. et al. 

May 16—Hearing of I. & S. Docket 384, class and commodi 
rates between Missouri River points and points in Missou 
now assigned before Examiner McKenna at Kansas Cit 
Mo., is cancelled. 

May 18—Chicago, Ill.—Examiner Gerry: 

* 6178—T. C. Kennedy vs. N. Y. C. & H. R. R. R. Co. et al 

* 6289—Brunswick-Balke-Collender Co. vs. C. Gt. West. R 
Co. et al. 

May 18—Kansas City, Mo.—Examiner McKenna: 

* 1. & S. 402—Westbound transcontinental rates on buckwheat 
and corn flour. 

May 19—Chicago, IIl—Examiner Gerry: 

* 4868—Barnes Grocery Co. vs. St. L. I. M. & Sou. Ry. Co. et 

* 6147—B. Heller & Co. vs. A. T. & S. F. Ry. Co. 

* 6149—Obion Hardware Co. et al. vs. C. I. & S. R. R. Co. et 

May 19—Keokuk, la.—Examiner McKenna: 

* 6291—W eber-Kirch Mfg. Co., vs. C. B. & Q. R. R. Co. et al 

May 20—Chicago, Ill—Examiner Gerry: 

* 6340—Mount Pleasant Fertilizer Co. vs. N. O. & N. E. R 
Co. et al, 

* 3130—Stearns & Culver Lumber Co. vs. L. & N. R. R. C 
et al. 

May 20—Washington, D. C.—Commissioner Meyer: 

* 5370—In the matter of rates, practices, rules and regulatio 
governing the transportation of iron ore. 

May 20—Des Moines, la.—Examiner McKenna: 

* 6188—Marshall Oil Co. of Iowa vs. A. T. & 8S. F. Ry. Co. et a 

* 6621—Rath Packing Co. vs. Ill. Cent. R. R. Co. et al. 

* 6452—Humane Remedy Co. vs. C. Great West. R. R. Co. et 

May 21—Chicago, Ill.—Examiner Gerry: 

* 6212—Omaha Packing Co. vs. C. M. & St. P. Ry. Co. et al 

* 6164—Swift & Co. vs. A. T. & S. F. Ry. Co. et al. 

* 6680—Swift & Co. vs. S. A. L. Ry. Co. et al 

May 21—Des Moines, Ia.—Examiner McKenna: 

* 6251—Louden Machinery Co. vs. A. T. & S. F. Ry. Co. eta 

* 6499—Ciesler & Co. vs. A. T. & S. F. Ry. Co et al 

* 5213—Des Moines Poultry and Butter Co. vs. C. & N. W. Ry 
Co. ° 

May 22—Chicago, Ill.—Examiner Gerry: 

* 6550—Frost Mfg. Co. vs. A. T. & S. F. Ry. Co. et al. 

* 6683—Southern Wisconsin Sand Gravel Co. vs. C. & N. W 
Ry. Co. 

May 23—Ft. Dodge, Ila.—Examiner McKenna: 

* §6285—Plymouth Clay Products Co. vs. Ft. Dodge, D. M. & So 
R. R. Co. et al. 

May 23—Chicago, Ill.—Examiner Gerry: 

* 6263—W. W. Barnard Co. vs. C. & N. W. Ry. Co. et al. 

* 6548—Squire Dingee Co. vs. C. & N. W. Ry. Co. et al. 

* 6610—Delaval Separator Co. vs. N. Y. C. & H. R. R. R 
et al. 

* 4676—Broderick & Bascomb Rope Co. vs. C. R. lL. & P. Ry. © 
et al. 

* Fourth Section Application No. 629. 

May 25—Mason City, Ia.—Examiner McKenna: 

* 6481—Jacob E. Decker & Sons vs. Minn. & St. L. R. R. Co 
et al. 

May 26—Clinton, Ia.—Examiner McKenna: 

* 6222—F. Smith & Sons vs. C. & N. W. Ry. Co, et al. 

May 27—Peoria, Ill.—Examiner McKenna: 

* 6230—American Milling Co. vs. C. I. & 3. R. R. Co. et al. 

* 6298—American Milling Co. vs. Y. & M. V. R. R. Co. et al 

May 28—Springfield, Ill—Examiner McKenna: 

* 6221—Ashland Farmers’ Elevator Co. vs. C. & A. R. R. C 
et al. 

May 29—Chicago, Ill—Examiner McKenna: : 

* 1. & S. 372—Potato rates in Western Classification territor) 

June 1—Toledo, O.—Examiner McKenna: 

* 6393—Milburn Wagon Co. vs. L. S. & M. S. et al. : 

* 6458—Shaffmaster & Stephens vs. N. O. & N. E. R. R. C 
et al. 

June 1—St. Louis, Mo.—Examiner Gerry: 

* 1, & S. 184—Advances on hardwood and other kinds of lumber 
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APPLICATIONS UNDER PANAMA CANAL ACT—HEARINGS 
AT WASHINGTON, D. C., NEW WILLARD HOTEL. 
April 29 and 30—Docket 6381. 

The Pennsylvania R. R, Co. and the Northern Central Ry. C 

(Erie & Western Transportation Co.). 


May 1 and 2—Docket 6616. 
Erie R. R. Co. (Mutual Transit Co, only). 


May 4 and §—Docket 6615. 
Erie R. R. Co. (Erie R. R. Lake Line). 
May 6 and 7—Docket 6504. 
Lehigh Valley R. R. Co. (Lehigh Valley Transportation Co 
lake line only). 
May 8 and 9—Docket 6631. 
Lehigh Valley R. R. Co. (Mutual Transit Co.). 
May 11 and 12—Docket 6570. 
The New York Central & Hudson River R. R. Co. (Mutual 


Transit Co.). 
May 13 and 14—Docket 6573. 
The New York Central & Hudson River R: R. Co. (Western 


Transit Co.). 
May 15 and 16—Docket 6603. 
Rutland R. R. Co. (The Rutland Transit Co.). 
May 18 and 19—Docket 6624. 
The Grand Trunk Ry. Co. of Canada (Canada Atlantic Transit 
Co., only). 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 












H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 























Watson & Abernethy 
Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. 
Commerce Expert. 
Pioneer Building. 







John B. Daish 


Interstate Commerce cases only 
602-606 Hibbs Bldg., Washington, D. C. 
















St. Paul, Minn. 














Hal H. Smith 


(Beaumont, Smith & Harris) 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Blidg., 
Chicago, Iil. 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 














Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bidg., Cincinnatti, O. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 


































Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and [Intrastate 
Rate Litigation. 

420-424 Woodward Bidg., Washington, D. C. 








Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 


















Blackmar & Bundschu 


Attorneys and Counsellors 
Suite 904 Commerce Building, 
Kansas City, Mo. 
Special] Attention to Rate Claims and 
Practice Before the Interstate Commerce Commission 










H. Earliton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Bldg., 
Washington, D. C. 









BORDERS, WALTER & BURCHMORE 
555-561 Rookery, CHICAGO 
M. W. Borders Luther M. Walter John S. Burchmore 
CORPORATION, INSURANCE Formerly Attorneys for Interstate Commerce Commission 
AND ANTI-TRUST LAWS ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILIT: « 

















As « Friend of THE TRAFFIC WORLD, please Mention the paper in writing to attorneys. 


CARRIERS’ ANNOUNCEMENTS 


Many Women Stockholders. 

The Pennsylvania Railroad Co. on March 1, 1914, 
had 89,313 stockholders. Of this number 42,971, or 48 
per cent, were women. Thirty thousand and sixty-six— 
practically one-third—of the stockholders live in Penn- 
sylvania. Approximately 15,000 live in New York and 
16,696 live in New England. Foreign countries have 
11,732. 





Service to Havana. 

Commencing April 30, the United Fruit Co. will in- 
augurate a weekly freight and passenger service from 
Boston to Havana, Cuba. This service will be performed 
by the new 5,000-ton steamships, Carrillo, Sixaola and 
Tivives, sailing from Long Wharf every Thursday at 10 
a. m. Cargo will be accepted for Havana, Cuba; Port 
Limon and San Jose, Costa Rica, and intermediate sta- 
tions on the Northern Railway of Costa Rica, via Port 
Limon. 

A Floating Exposition. 


A floating exposition that will introduce the products 
of U. S. manufacturers to the merchants of the West 
Indies and South America is the project of the American 
Trade Tour Co. of New York. The steamship Kroonland 
has been chartered, and there will be accommodations 
for four hundred traveling salesmen during a tour that 
will extend over 120 days. There will be space for the 
display of the products of several hundred concens. The 
expedition will leave New York on October 14 for the 
West Indies. 

A. B. Holliday is appointed traveling freight agent 
S. A., U. & G. Railroad Co., with headquarters at San 
Antonio. 


POSITIONS WANTED OR OPEN 


Shippers, Please Notice: 

I am a traffic man with expert training. Can 
efficiently handle your shipping problems. That’s 
my business. Scientific routing and reducing freight 
charges to a minimum my specialty. Prepare clajms 
for filing with railroads and Interstate Commerce 
Commission. I CAN SAVE YOU MONEY. 
Well educated. Good experience. Twenty-seven 
years old. Married. Nominal salary to start. 
Position must be permanent. Address “Traffic 
Expert,” S M 66, care of Traffic World, Chicago, 
Ill. 
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TRAFFIC MANAGER—Age 34, single, steady and 
reliable. Nine years in local freight office and freigh' 
claim department of Michigan Central Ry., Detroit 
Tour years in commercial traffic work. My experience 
covers every detail] of commercial and railroad traffic 
work, viz: Rates, routing, claims, accounts, exporting, 
office system, correspondence and movement of carload 
and less-than-carload business. Policy: aggressive, yet 
courteous; -every detail of traffic work started right 
and kept there. At present traffic manager for a 
large mail-order furniture manufacturing concern. | 
am seeking a larger field and would prefer a Detroit, 
Chicago or New York position. Address Traffic World, 
L. N. 217. 





TRAFFIC MANAGER—An expert Traffic man, now em- 
ployed in executive capacity, desires connection with large 
commercial or industrial concern, where exceptional abil- 
ity and experience are absolutely essential. On account 
of long acquaintance and association with traffic officials 
of the largest lines in the country, can furnish exacting 
references. N. D. 63, The Traffic World, Chicago. 
ES RN RENE 

POSITION WANTED—Capable and experienced traffic 
manager, age 32, at present in business for himself, wants 
position. Minimum salary, $1,800. Address M. D., 31, 
The Traffic World, Chicago, III. 


ST TN A RNR TREN NR TAREE 


EXPERT RATE AND CLAIM MAN, at present Au- 
ditor and Ciaim Agent for small railroad and for some 
time past Traffic Manager for one of the largest in- 
dustrial shippers in the west, particularly desires to 
locate in central or prairie state. Want to connect 
with a well established concern. Will expect a good 
salary but guarantee results. Age 33, reliable reference. 
Will require thirty to sixty days in which to get re 
lieved. B. M. C. 32, The Traffic World, Chicago, III. 
ES NESS EET RE 

TRAFFIC MANAGER—With railroad, industrial or 
commercial company. Age 39, married, competent and 
reliable. Nineteen years railroad experience of which 
fourteen years with the Louisville & Nashville. Well 
versed in Interstate Commerce regulations. At present 
traffic manager and auditor of small steam railroad 
having full charge of operations. My railroad experi 
ence has made me capable of holding most any position 
in operating, traffic or accounting railroad departments. 
My reason for making a change, is better schools fo: 
my children. Address K. M. R. 99, The Traffic World 
Chicago, I[1. 













Easy to Operate 


Railroad Form 
Desk and Pocket Size 
Price on Application 





Avoids Errors 


STRICKLAND’S CAR-DEMURRAGE RECORD 


In use for twenty years. 


Records Daily the History of Each Car Simply and Concisely From 
Arrival to Release 


J.W. STRICKLAND 


Milwaukee, Wis. 





Saves Demurrage 






tiene Fates 
» 1 age 32. 
Price} toy pase $3.00 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 


of material assistance to manufacturers. 


We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 
Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, ete... 


Huguenot Express Co. 
NEW YORK, N. Y. 


624 West Thirty-sixth St. Phone 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from out 
of town a specialty; up-to-date facilities for storage 
aad distribution. 


Judson Freight Forwarding Co., Inc. 


CHICAGO 443 Marquette Building. 
ST. LOUIS 1501 Wright Building. 


Carload distribution to all railroads at Chicago and St 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 


Terminal Storage & Transfer Company, Inc. 
U. 8. Bonded Transfer Mobile, Alabama 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 


Bash Storage Company 
FT. WAYNE, IND, 

Unsurpassed facilities for storing, handling, trans- 
ferring and forwarding goods; ample cold storage plant in 
connection, if desired. Yard room for outdoor storage. 
Two private switches connect plant with all roads. Give 
estimated amount of space required and kind of goods. 
Ft. Wayne has thirteen railroads, interurban and steam. 
Second city of Indiana. 


Savannah Bonded Warehouse and Transfer Co. 
SAVANNAH, GA. 


WE CAN RECONSIGN AND STORE ANYTHING. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. “Unsurpassed facilities’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Ine. 


LOUISVILLE, KY. 


Import and export freight contractors, tramsfer and 
reshipping agents, cusf6m house brokers. Borded and 
free warehouses. 


Ashley Warehouse Co. 


ST. LOUIS, MO, 


Bonded and general storage. Drayage facilities. Cars 
promptly handled. Custom house entries attended te. 
Imsurance, 18c. Track connections. 


Wiesenfeld Warehouse Co. 


JACKSONVILLE, FLA. 


STORAGE, DISTRIBUTING AND REFORWARDING 
In heart of business district. On both rail and water. 
Prompt attention to all shipments, large or small. 


Pearce Forwarding Company 


GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 


CUSTOM HOUSE BROKERS. 


to southwestern 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters. to co-operate with the Inter- 
state Commerce Commission, state ral- 
road commissions and _ transportation 
‘oniparies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 


Headquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. 


Officers. 


H. G. Wilson President 
Commissioner, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 
J. Keavy Vice-President 
Commissioner, Freight and Traffic Di- 
vision Chamber of Commerce, Indian- 
apolis, Ind. 
Oscar F. Bell Secretary-Treasurer 
T. M. Crane Co., 836 South Michigan 
Ave., Chicago, III. 
David P. Chindblom Asst. Secretary 
5 North La Salle St., Chicago. 


National tmplement and Vehicle Associa- 
tion. W. J. Evans, Freight Traf. Mer., 
American Trust Bldg., Chicago, Il. 
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men and drayage contractors. Package cars operated 
points at reduced rates, 


National League of Commission Merchants 
of the United States. J. J. Castellini, 
Pres., Cincinnati, O.; R. S. French, 
Business Manager, 202-204 Franklin St., 
New York. 


Northern Pine Manufacturers’ Associa- 
tion. H. 8S. Childs, Secy., Minneapolis. 
Sterling Manufacturers’ and Shippers’ 
Association. In charge of traffic in- 
dustries located at Sterling and Rock 
Falls, Ill. W. P. Benson, President; H. 
H. Wood, Vice-President; W. J: Bur- 
leigh. Secretary-Treasurer; W. E. Long, 

Traffic Manager. 


The Memphis Freight Bureau. L. R. 
TDonelson, Pres.; W. G. Thomas, Vice- 
Pres.: Tames S. Davant, Commissioner, 
Memphis, Tenn. 
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The Figures contained in some Report? 
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certain Cities? 
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or Interstate Commerce Commis- 
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UT Down Your Costs. Put 
your product in your cus- 
tomers’ hands in better con- 
dition and with less expense. 


HINDE & DAUCH 


Corrugated Boxes 


will save money for you 
every time you touch them. 
They will also improve the 
delivery of your.<qgoods, please 
your customef@and make your 
business grow. 


Ask for “HOW*TO: PACK IT,” 

our free packing manual. It 

tells how to make use of this 

superb packing system in your 
30% Less Breakage business. 


THE HINDE & DAUCH PAPER COMPANY 


Canadian Trade Address, Toronto, Ont. Sandusky, Ohio 
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| SUPPLEMENTAL DIGEST OF DECISIONS 


Under the Interstate Commerce Act 
By HERBERT C. LUST 
Supplemental to the original Lust & Merriam Digest. Brings you down to date. 






















We will pay cash or royalty for manuscripts on traffic subjects. 


THE TRAFFIC LAW BOOK COMPANY . 846 Otis Building, CHICAGO, ILL. 

















Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 


The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of th» several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 


The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op 
portunity will soon pass. 


Send your order now, and you will have the book 
available when needed. 


THE TRAFFIC SERVICE BUREAU 
418 South Market Street, Chicago 
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The ONE Unpardonable Business Sin 


s to be “out of date.” Who is WILLING to come to be regarded by the traffic world as a quasi- 
acknowledge that he is “behind the times?” public institution, as headquarters for packing 
information. 







The reason is obvious. Most people or firms who 
are behind the times are also behind in their By way of reciprocating for this precious reputa- 
earnings. tion, we have established a 







We have had the rivilege of hel ying many 
pin; 


shippers “get out of a rut” and put their packing Free Service Bureau 


rooms on an efficiency basis. 










In every case it has been a step triangular in It is at YOUR disposal, at the disposal of anyone 
benefits. It has helped the s lipper, the earrier interested either for general or particular reasons 





in stopping the great economic waste due to anti- 
quated packing methods. 





and ourselves. 





\s the patentees and pioneers of gummed tap 
sealing systems, carrying our message of economy You cannot put us to too much trouble asking 








and efficiency in a broad-minded spirit, we have questions. 


National Binding Machine Co. 


Pioneers of the Gummed Tape Sealing System 


Chicago New York San Francisco 


827 Stock Exchange Bldg. 260 West Street Balboa Bldg. 
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ABITA SPRINGS COVINGTON MANDEVILLE H 


W QRLEANS GREAT NORTHERN RR 


NE “OZONE ROUTE” 


SUPERIOR FREIGHT AND PASSENGER SERVICE 


BETWEEN 


NEW ORLEANS, La., and JACKSON, Miss. 


CONNECTING WITH RAIL AND WATER ROUTES TO THF 


NORTH, EAST, SOUTH anv WEST 4x» FOREIGN 
PORTS vi NEW ORLEANS, “CARA CANAL” 
MODERN EQUIPMENT, SAFETY AND COMFORT, EXCELLENT CAFE-PARLOR CARS 


“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC” 


THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORT 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 
M. J. McMAHON, Gen. Frt. and Pass. Agt. G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 
905 WHITNEY CENTRAL BLDG., New Orleans, La. 
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: Filing Systems 
for 


| ) Railroad Records 


We make 
hd Filing Systems 


__for All All Purposes 


“How My Records Tell Me 
All I Want to Know” 


This free catalogue will help every 
railroad man. It will show him how | 
to get the information from his busi- 
ness that he needs zm his business—in 
simpler ways, at less cost. 

Whatever your department—you’ll 
see here the best methods of record- 
keeping for it. Perhaps in the 
“Quotations Received Record,”’ 
where the Purchasing Agent will find 
time-saving and more accurate buying. 
Or, it may be in the ‘Make-up of Pas- ] 
senger Train Cards,’’ which will put 


. the composition of any passenger run #f 


at your fingers’ ends. Or, if in the 
Master Mechanic’s office, you’ ll want 
to turn to the summary of all patterns 
used for various cars and engines sup- 
plied by the “‘Pattern Record by Sets.”’ 

There are many other pages of this 
exhibit of the comprehensiveness of the 
**Y and E’’ Card System, and Verti- 
cal Filing System for Letters and 
Papers, illustrating ““Y and E” ad- 
vantages as they are in actual use in 
many railroads. “They show how to 
apply ‘“Y and E’’ speed and accuracy 
in finding and filing, economy of cost 
and maintenance, and quick transfer- 
ring in the recording work of every 
department. 


Send Postal Request Today 
for “‘Railway Records Kept by 
“Y and E’ Systems,” sent free of cost 
or obligation. 


‘YAWMAN «12 FRBE MFG.@. 


000 St. Paul Street Rochester, N. Y. 


Branch stores in New York, Boston, Philadelphia, 
Washington, Newark, N. J., Kansas City, Chicago, 
Cleveland, Buffalo, Pittsburgh, San Francisco, 
Oakland and Los Angeles. Agents and dealers in 
all cities. Look us up. In Canada, The Office 
Specialty Mfg. Co., Ltd., Toronto, 


“Leaders of the World” in Filing 
Systems and Business Equipment 
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New Office of Wells Fargo & Co at 28 Charles Street, Haymarket, London 


The Handsomest Express Office 
in the World 


has just been opened in the city of London by Wells Fargo & Co Express. 

This new office is more than a “Public Service Bureau”— it is a Personal Service 
Bureau for traveling Americans. -_ a" 

Its staff of able and well-informed men, in charge of an American manager, 
will welcome you in London by service in many practical ways. They will map 
out a journey for you, secure your tickets, reserve berths, check baggage, forward 
your mail, and perform any other reasonable service, not only with courtesy, but 
with a real interest in your comfort. 

You will find it mighty convenient to make our London office your temporary 
headquarters. Tell your friends to address you in London “Care of Wells Fargo.” 
Prompt, interested, personal service—which is always worth while—is most worth 
while in a foreign country. 

One more reason for carrying your money in the form of Wells Fargo Trav- 
elers Checks. 

Circular of our new London and Paris offices upon request. 


51 Broadway, New York 
Wells Fargo and Company Express 
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TRAFFIC WORLD DELIVERIES. 

\re you getting your paper on time-:or-is it fre- 

iently or regularly delayed en route? 
Numerous complaints have reached -us‘in the last 
weeks of late deliveries and investigations have 
-asionally shown that they were due to*an incor- 
rect local.address:or to the fact that no’street num- 
at all .wa8-shown-6n the address carried.in our 
In still.other instances only the name 
the 
name of some individual or some department added 


nailing list. 
the company had been given us, whereas 
the address would have brought more prompt 
service, 
lf there is delay in your deliveries and you will ex- 
amine the address as shown upon the wrapper of 
ur paper, you may be able to suggest some addi- 
tion or correction which will result in your getting 
ur copies promptly and regularly. 
Che Traffic World is invariably put into the Chi 
ago postoffice on Saturday afternoon and you will 
able to figure from that just when it should reach 
yu. THE PUBLISHERS. 


THE APPOINTMENT OF DANIELS. 


It is to be deplored that President Wilson did not 
onsult generally members of the Senate as to their 
pinions on his proposed appointment of Winthrop 
\lore Daniels to the Interstate Commerce Commis- 
ion before the appointment was made; or, if he 
lid consult them, that he did not allow himself to 
e governed then by the disapproval many of them 
iterwards expressed when the nomination was sent 


to the Senate. By this we do not ourselves mean to 
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express doubt as to Commissioner Daniels’ qualifica- 
tions to serve or as to his uprightness and fairness 
of mind, but, nevertheless, it is unfortunate to have 
on the Commission a man whose judgment has been 
so widely and prominently questioned. His use- 
fulness as a member may be impaired by the mere 
fact that this doubt has been so widely published. 
Undue weight, perhaps, will be given in many minds 
to the charges against his mental attitude, and he 
will, so to speak, be constantly under suspicion. The 
appointment of even a good man becomes, in a 
way, a bad appointment when any considerable por- 
tion of the public thinks it a bad one, in that the ap- 
pointee, if he deals with matters that affect the pub- 
lic, has to overcome a handicap of just that much 
public opinion. Of course, the President, after he 
had sent the name to the Senate, could not with- 
draw it without doing an irreparable injury to the 
reputation of Mr. Daniels, but he must regret now 
that he did not take advice and select some man, 
perhaps no more capable or upright or just in the 
President’s estimation or, in fact than Mr. Daniels, 
but yet one who would not have hanging over him 
such a large measure of popular disapproval. 


LET WELL ENOUGH ALONE. 

“In this country we are commission mad,” says 
Senator James Hamilton Lewis of Illinois, and then, 
as if to introduces three 
bills designed to cure all the ills of the body pol- 


prove his statement, he 
itic, one of which modestly proposes to create a 
giant commission to have jurisdiction over the entire 
It would combine the In- 
Commission, the Federal Re- 


serve Board and the proposed Trade Commission 


business of the country. 
terstate Commerce 
into one body of twenty-one members, with three 
branches, controlling, respectively, interstate traf- 
fic, finance and business. The first two branches 
would supplant the Interstate Commerce Commis- 
sion, the Federal Reserve Board and the Comptrol- 
ler of the Currency. The third would set stand- 
ards of purity in manufactures and describe meth- 
ods and privileges of consolidation, in addition to 
regulating the method of disposing of goods to 
the public. 

Perhaps even more pretentious than this bill is the 
second of the trinity which provides for the govern- 
ment ownership of railroads to be purchased by bond 
issue to be paid off by revenue obtained by leasing 
the roads on competitive bids. The Interstate Com- 
merce Commission, or the body which, under Sena- 
tor Lewis’ bill, would succeed it, would have the 
power to lease the roads, and the Commission, with 
the Secretary of War and the Secretary of the 
Treasury, would make regulations to acquire the 
railroads and to provide a method for their admin- 
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istration, supervision, organization and operation. 
The third bill provides for the building by the gov- 
ernment of 100 merchant ships, 

Altogether it is a cute little scheme. We would 
suggest, however, that its adoption be delayed at 
least until the Interstate Commerce Commission 
finishes its examination into the request of the car- 
riers for an increase in freight rates and completes 
its physical valuation of the railroads. It would be 
too bad for it to have done for naught all the work 
thus far accomplished. Our statesmen are very 
much like the little boy who insists on digging up 
the seed every few days to see if it has sprouted. 


RATES HERE AND IN CANADA. 

It is to be borne in mind, in considering the situ- 
ation in Canada, where the Railroad Commission 
has just ordered a decrease of from five to thirty per 
cent in freight rates, that conditions there are en- 
tirely different from those in this country. There 
the railroads have not been alleging that their rev- 
enues were inadequate, but they have been on the 
defensive and were accused of charging not only too 
much but of discriminating against various cities 
and sections in order to build up favored territory. 
The result of the inquiry was to establish the justice 
of the charges, and a decision sweeping aside an 
extensive rate structure was given, replacing the old 
rates with new schedules. 

That conditions there are different is shown by the 
fact that the chief Canadian road, the Canadian Pa- 
cific, which is more largely affected by the decision 
than is any other system, shows continuously rising 
sarnings in the last five years, which is the reverse 
of the condition in the United States, where rail- 
road earnings show a decrease. The Canadian rates 
must come down because they are too high and rail- 
road revenues have been going up, while in this 
country the argument is that rates ought to go up 
because the earnings have been going down. 

NEW HAVEN TRUSTEES NAMED. 


Walter C. Noyes and Lyman B. Brainerd of New 
London, William H. Hyde of Hartford, George E. Hill of 
Bridgeport and Charles Cheney of South Manchester, 
Conn., have been named as trustees to take over the 
Connecticut trolley lines owned by the New Haven. 
Rathbone Gardner, Theodore F. Green, John O. Ames, 
John P. Fernsworth and Charles C. Mumford, all of Provi- 
dence, R. I., were chosen to take over the Rhode Island 
trolleys. 

The announcement of the trustees by Attorney-Gen- 
eral McReynolds was accompanied by a statement that 
the men had been selected to serve “in case the suggested 
adjustment of the New Haven transportation problem is 
carried out” and that “it is believed the trustees agreed 
upon will accept.” The attorney-general realizes that the 
New Haven stockholders may vote not to accept the plan 
of dissolution. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob. 
lems—and the Good Work 
They Have Done 


H. C. Lust, who has severed his relations with L 
& Merriam to carry on business alone, has long b¢ 
prominent in the traffic field. For years he was associat 
with Levy Mayer, the well-known corporation lawyer 
Chicago, and during that time was principally engaged 





Hi. C. LUST. 


questions arising under the interstate commerce act. In 
1907 he engaged in practice alone to represent several of 
the railroads entering Chicago. In January, 1909, he 
formed a partnership with William Duff Haynie, gen- 
eral counsel of the Illinois Manufacturers’ Association, 
and for several years represented it in many of the im 
portant rate cases. Although he is better known as rep 
resenting the shippers, he is frequently called upon by 
carriers in attempting to adjust peaceably differences 
which arise. Mr. Lust is co-author of the Digest of De 
cisions Under the Interstate Commerce Act, the Work 
man’s Compensation Law of Illinois, Annotated, and vari 
ous other books. He is a member of the Traffic Club « 

Chicago, Chicago Transportation Association, and nume! 
ous other social organizations. 





NO PASSES FOR PREACHERS. 


The Pennsylvania public service commission 
ruled that the railroads may not legally carry ministers 
free or at reduced rates between points within the 
boundaries of the state, though the practice is permitted 
in interstate traffic under the Interstate Commerce A‘! 
The commission finds that the state constitution expres 
prohibits free passes or passes at a discount to any |! 
those excepted by the constitution itself and that the leg 
lature has enacted laws putting into effect the provisi 
of the constitution. 
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CURRENT TOPICS IN WASHINGTON 


Spotting Argument Not Wanted.— 
That a majority of attorneys interest- 
ed in the advanced rate case will be 
greatly chagrined if the spotting or 
switching phase of the question is 
much discussed in the arguments on 
April 27 is obvious. . Attorneys for the 
railroads have kept away from the 
proposition as much as possible be 
cause they made a fight in the Los 
Angeles switching case and lost. At- 
torneys for shippers in that case fought and won, and both 
sides are waiting for what the Supreme Court has to say. 
While the record on the cost of setting cars on so-called 
private sidetracks is voluminous, it cannot be said to be 
conclusive either way. There has not been that sharp- 
ness of issue in that matter that one would naturally ex- 
pect before arguments on the law were made. But there 
is a more potent reason for the chagrin and that is that 
so far as presented in this case, the question is largely 
moot. No specific switching tariff has been before the 
Commission or any shipper for discussion in the light of 
facts introduced in evidence. At most it is a mere sugges- 
tion that perhaps the imposition of a switching charge 
would be a better way to get more revenue if the Com- 
mission thinks more revenue is needed. It is true switch- 
ing tariffs have been filed, but specific cases will be made 
as to each of them by the Investigation and Suspension 
orders issued against them. All the testimony on the sub- 
ject is applicable not to a specific case, but to the general 
suggestion which presents no specific issue on which one 
may place his hands. While the Commission has broad 
powers, consideration of the business in hand has been 
heretofore one of its distinguishing features. In their 
minority views on the power of the Commission in No. 
5,860, Messrs. Clements and Marble made an ineffectual 
attempt to confine the advanced rate case to the issue 
presented by the tariffs filed by the Commission. 











Sound Views from Wisconsin.—There is sound, hard 
sense in the views expressed by the Wisconsin Commis- 
sion in the complaint of the Darkhausen Coal & Dock Co. 
against the Green Bay & Western, according to those who 
have been taking part in the switching phase of the ad- 
vanced rate case on the side of those who oppose the rad- 
ical change. “If an analysis of cost of service is being 
made,” says the Commission’s letter to Mr. Call of the 
respondent company, “or a basis of distribution of load- 
ing is being sought, then the switching charges as are com- 
ponent elements of the transportation charge must be 
separated. In a wider sense, however, and in the view 
of the shipping and receiving public, the charge for switch- 
ing is merely one of the elements which go to make up 
the cost of transportation.” If the cost of setting a car on 
a terminal track, whether owned by the shipper or by the 
public is anything more than one of the elements of the 
cost of transportation, the shipping and receiving public, 
generally speaking, is in error and chained to it largely by 
the reasoning in the Los Angeles case, decided by the 
Commission in favor of the protesting shippers. But what- 
ver may be the views of the shipping public, it seems ob- 
vious that the whole matter is in too nebulous a state to be 
profitably argued in connection with the advanced rate 
case. That view seemed to be fortified by the fact that 
this week Dr. Needham withdrew his discussion of switch- 
ing from his brief in the tap-line case. There was good rea- 
son for that withdrawal. If the attorney for the Com- 
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mission does not present its views to the court, why should 
the Commission have a lawyer? When the act creating 
the Commerce Court was passed, the Commission asked 
to be allowed to have its own lawyers on the ground that 
it needed them to defend its orders by the reasoning that 
controlled the Commission in making them. 





The End or the Beginning?—The tap-line arguments 
have been finished. Theoretically the whole matter is 
now before the Supreme Court and an end is about to be 
made in a matter that has thrust forward more difficulties 
in the last four years, than anything other than the fourth 
section orders. But is it the end, or merely the begin- 
ning of a still longer fight? It is conceivable that no mat- 
ter which way the court decides, the loser will appeal to 
Congress to change the law. The Commission is set in 
its belief that divisions to tap-line or industrial railroacs 
are rebates. Public officials in states where there are tap 
lines are inclined to hold that they are essential to the 
developmnt of their waste places on the theory that un- 
less the investment of capital is encouraged in the way 
that Louisiana has done it, the development of the coun- 
try will be held back until such time as the crowding popu- 
lation makes it obvious that a railroad line built by capi- 
tal not at all interested in any enterprise along the line of 
it, will receive adequate returns thereon. If the same set 
of men cannot organize an industry and a common carrier at 
the same time, how is the development to be carried on? 
There are just as many waste places in the North and 
East as in the South and West, popular impression to the 
contrary notwithstanding. The industrial railroads are 
the pioneers that will ultimately be hooked up and be- 
come either independent railroads of great length or will 
become branches of established systems. If a railroad built 
to get the tonnage of a particular industry cannot be a 
common carrier as to the proprietary traffic, then develop- 
ment cannot take place along the most economical lines. All 
development will rest with the managers of established 
railroads and that means just as great favoritism as is 
charged against the tap lines now. 





Here Is a Pointed Issue.—The complaint of the Monon- 
gahela River Consolidated Coal & Coke Co. against the 
Union Railroad, alleging unjust and unreasonable rates by 
reason of the breaking of the through route and joint rate 
arrangements, the Union Railroad being an industrial 
railroad, shows the similarity between the tap line of the 
South and the industrial line of the North. Judging from 
the fact that the complaining company is represented by 
Charles M. Johnston, attorney for the Pittsburgh Coal Co., 
the complaining company is either a subsidiary of the 
Pittsburgh company or one that closely co-operates with it, 
although neither inference is absolutely necessary. The 
Pittsburgh Coal Company owns what some of the trunk 
line witnesses have called an industrial railroad, the Moon 
Run road. It receives divisions. Assuming that the Com- 
mission orders the Union Railroad to restore the Pitts- 
burgh district rates as to the traffic offered by the coal 
company, will it be legal for the Moon Run Railroad to 
receive divisions on the coal shipped over it by the Pitts- 
burgh Coal Company, if the United States Steel Corpora- 
tion buys the Moon Run Company from the Pittsburgh Coal 
Company? Will it be lawful for the Union Railroad to 
receive divisions on traffic originating in the steel corpora- 
tion’s mills if the Pittsburgh Coal Company buys it from 
the United States Steel Corporation interest? Those ques- 
tions are along the line of some asked by the justices of the 
Supreme Court during the argument of the tap-line case. 

A. E. H. 
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Decisions of Interstate Commerce Commission 


1. AND S. NO. 298 (30 I. C. C., 16-18) 
RATES ON GRAIN AND GRAIN PRODUCTS FROM 
EAST ST. LOUIS, ILL. AND OTHER STATIONS 
TO EASTERN POINTS. 
Submitted Jan. 30, 1914. Decided March 16, 1914. 

1. Proposed withdrawal of proportional rates on grain and grain 
products moving by way of the Illinois Central from St. 
Louis, Mo., and East St. Louis and Madison, Ill., to Eastern 
Trunk Line Territory held to be justified. Order of suspen- 
sion vacated. ; 

2. For reasons stated in the report the denial of milling in 
transit at Marine, Ill, does not appear to involve any undue 
discrimination. 

J. G. Vahle for protestant. 

A. P. Humburg for Illinois Central Railroad Co. 

Fred G. Wright for Missouri Pacific-Iron Mountain 
system, 


R. D. Coleman for St. Louis Southwestern Railway Co. 


Report of the Commission. 
HARLAN, Commissioner: 

By the tariffs under suspension, pending this inves- 
tigation, the Illinois Central Railroad Co. is seeking to 
cancel its proportional or reshipping rates on grain and 
grain products from St. Louis, in the state of Missouri, 
and East St. Louis and Madison, in the state of Illinois, 
to points in the territory between Buffalo and Pittsburgh 
on the west and the Atlantic coast on the east. Although 
the Valier & Spies Milling Co. of St. Louis protested 
against this course, no testimony was offered at the hear- 
ing on its behalf. It appears, however, that the protestant 
operates a mill and elevator in St. Louis and desires to 
have the proportional rates continued in effect in order 
that it may use the facilities of the Illinois Central in 
shipping to the east. The protestant also operates a mill 
at Marine, in the state of Illinois, and it asks that the 
Hlinois Central be required to establish a milling-in-transit 
arrangement at that point, so that wheat drawn from 
St. Louis, East St. Louis and Madison may be milled 
there and the product be forwarded to eastern destinations 
at a total through transportation charge not exceeding 
that of its competitors located in St. Louis and other 
nearby points. 

The reshipping rates on flour from East St. Louis to 
destinations in eastern trunk line territory range from 
13.5 cents to 2.17 cents per 100 pounds and in the divisions 
of these rates the Illinois Central receives from 3.5 cents 
to 5 cents for its haul of 290 miles to Chicago, yielding 
approximately from 2.8 mills to 5 mills per ton-mile. 
These figures do not take into consideration the switch- 
ing or bridge toll at St. Louis or East St. Louis which 
must be absorbed by the Illinois Central and which forms 
a very material item in the terminal expenses. The 
low revenue derived from the transportation is advanced 
as the reason why the Illinois Central desires to withdraw 





from the grain traffic, and it urges that it should be 
permitted to do this, especially in view of the fact that 
no increased charges to the milling industries at St 
Louis, East St. Louis, or Madison will result, because 
other and more direct routes to the destinations involved 
will still be available to all shippers located at thoss 
points. 


In Grain Rates in Central Freight Association Terri- 
tory, 28 I. C. C.., 549 [The Traffic World, Dec. 27, 19 
p. 1192], we recently had under consideration propose: 
increases in the proportional rates to Chicago applying 
on grain products moving from points in the state 
Illinois to the Atlantic seaboard, and we expressed 
opinion that the traffic ought perhaps to move by some 
direct line and not by way of Chicago at all. We also 
said that if the line through Chicago was unable to ob 
tain reasonable compensation when operating over the 
circuitous route, it should be permitted to withdraw from 
the service. In the case now before us the Illinois Cen- 
tral refers to this ruling in justification of its cancellation 
of its proportional rates from the river crossings, pointing 
out that it operates a north-and-south line and that 
traffic ought to move by the direct east-and-west lines 


In this view of the matter we concur, the more so as 
there are several east-and-west lines actively competing 
for the traffic at the present. scale of rates. The record 
does not disclose the exact location of the protestant’s 
mill in St. Louis, but it is stated that it is not upon 
the rails of the Illinois Central. There is, therefore, no 
apparent reason why the circuitous line of that carrier 
should be preferred to the more direct lines of other 
carriers. Giving due weight to the whole situation as 
is disclosed of record, we find that the respondent has 
justified its cancellation of its proportional rates on grain 
and grain products from St. Louis, East St. Louis and 
Madison to the eastern destinations herein involved, and 
the order of suspension -will.therefore be vacated. 


There remains for examination the situation existin: 
at Marine, a local station on the line of the Illinois C: 
tral, 26 miles from East St. Louis. As heretofore stat: 
the protestant seeks the establishment of a milling 
transit arrangement at Marine on the basis of the pro 
portional rates applying on grain products from the Mis- 
sissippi River to eastern destinations. This contention 
may not rightfully be considered as forming a part of 
the protest against the cancellation of the proportional 
rates from East St. Louis; but the facts were brought out 
at the hearing and are discussed in the briefs, and theré 
fore may have some consideration here. 

It appears that the rate on wheat from Kansas ‘ 
and trans-Missouri territory to Marine is the same as 
rate to St. Louis and East St. Louis. Marine also enj 
the same proportional rates on flour and other g1 
products moving east by way of the Illinois Central a 
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April 18, 1914 


in effect from the rate-breaking points at the river, 

and it is not the purpose of the carrier to make any 
change in that adjustment. The shipper at Marine, there- 
fore, is on an equal footing with his competitors at St. 
Louis with respect to the cost of transportation from 
the western grain fields to the consuming markets of the 
East. To obtain the benefit of the reshipping rates east, 
however, the grain must be forwarded to Marine from 
the territory west of St. Louis and may not be purchased 
in the St. Louis market; and it is at least partly for the 
purpose of supplying its Marine mill with wheat from 
its St. Louis elevator that the protestant seeks the transit 
arrangement at the former point. 

The disadvantages of the country millers over their 
competitors at the rate-breaking points were fully con- 
sidered in Missouri River-Illinois Wheat and Flour Rates, 
97 I. C. C., 286 [The Traffic World, June 28, 1913, p. 
1395], where we endeavored to explain why the interior 
milling points located on the direct routes should be 
placed upon a basis of substantial rate equality with rate- 
breaking points such as St. Louis, and held that this 
result is attained if the total charge, on the grain into 
the mill and on the flour out, is not more than the rate 
in and out of the rate-breaking point, with the addition 
of a one-half-cent charge for milling in transit. Under 
the present adjustment Marine is a rate-breaking point, 
and the total transportation charge does not exceed that 
obtaining at St. Louis or East St. Louis. It does not 
therefore, that Marine suffers any undue dis- 
crimination owing to the lack of the transit privilege. 
This privilege has never been in effect at Marine on 
wheat from St. Louis or East St. Louis destined to east- 
ern trunk line territory; and although the Illinois Cen- 
tral has expressed its willingness to accord the privilege 
to that point, on wheat from East St. Louis, on the 
basis prescribed by us in Missouri River-Illinois Wheat 
and Flour Rates, supra, it is not inclined to grant it on 
from St. Louis owing to the terminal expense 
involved. Moreover, it is doubtful whether transit from 
East St. Louis would be of benefit to the protestant, since 
its elevator is in St. Louis. 

It follows from what has been said that there is 
no merit in the protest, and the order of suspension will 
therefore be vacated. 
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ORDER. 


It is ordered, That the orders of the Commission 
heretofore entered in this proceeding suspending the op- 
eration of said schedules be, and they are hereby, vacated 
and set aside as of May 1, 1914. 

It is further ordered, That a copy kereof be forthwith 
served upon Wm. Cameron, agent, and W. H. Hosmer, 
agent, and upon the carriers respondent herein, parties 
to said schedules, and that a copy hereof be filed with 
Said schedules in the office of the Commission. 


CEMENT SILO STAVES 


CASE NO. 5957 
H. E. 


(30 I. C. C., 19-21) 
WALLINGFORD VS. ATCHISON, TOPEKA & 
SANTA FE RAILWAY CO. ET AL. 


z Submitted Jan. 17, 1914. Decided March 9, 1914. 


Class D rating on cement silo staves in carloads from Kansas 
City, Mo., to points on defendants’ lines in Kansas, Ne- 
braska, Colorado and Oklahoma found to have been unjust 
and unreasonable. Class E rating, minimum weight 36,000 
pounds, found to be reasonable and prescribed for the 
future. Reparation awarded. 


H. G. Wilson for complainant. 
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C. C. P. Rausch for Missouri Pacific Railway Co. 
R. C. Fyfe for defendants. 
Report of the Commission. 


BY THE COMMISSION: 


Complainant is engaged at Kansas City, Mo., in the 
manufacture of cement staves for silos and water tanks. 
By complaint, filed July 18, 1913, he alleges that unrea- 
sonable rates were charged by defendants for the trans- 
portation of various carload shipments of cement silo 
staves from Kansas City to points in Kansas, Nebraska, 
Colorado and Oklahoma. Reparation and the establish- 
ment of reasonable rates for the future are asked. 


Cement silo staves are slabs or blocks of concrete used 
in the construction of the walls of silos. Full-sized staves, 
which comprise the larger part of each shipment, weigh 
about 57 pounds each. .The average per car loading is 
about 44,000 pounds. These staves are composed of one 
part cement and three parts sand and grit. They are 
somewhat analogous to and, according to complainant, are 
about the same value as cement building blocks, upon 
which, in Western Classification, a rating of class E, mini- 
mum weight 36,000 pounds, applies. Prior to June 30, 
1913, there was no specific rating in Western Classification 
for cement silo staves, but this commodity was regarded 
by carriers as within the terms of the following item of 
that classification: 

Cement window caps, sills, chimneys, chimney tops, wall 
coping and similar articles for building purposes, cement flower 


beds, hitching posts and carriage blocks.—In packages or loose, 
straight or mixed, C. L., minimum weight 30,000 Ibs.: Class B. 


Complainant, however, in order to secure the benefit 
of the class E rating, had, prior to June 30, 1913, described 
his shipments as cement blocks. On the above date a 
specific rating as follows was provided in said classifica- 
tion and is now in effect: 

Cement staves (silo, grain bin or water tank).—In packages 
or loose, C. L., minimum weight 30,000 Ibs.: Class D 

According to defendants the class D rating was estab- 
lished because cement silo staves are in competition with 
wooden silo staves, on which the rating is class D, mini- 
mum 30,000 pounds. Complainant contends that the rating 
on cement silo staves should not exceed class E, which 
applies on cement building blocks and also on various 
articles of artificial stone, in connection with which the 
minimum weight is 36,000 pounds. 


Defendants state that the class E rating was estab- 
lished on cement blocks and articles of artificial stone 
because of their competition with natural stone. It is 
admitted, however, by the chairman of the Western Clas- 
sification Committee that no transportation reason exists 
why cement silo staves should not be accorded as low a 
rate as cement blocks, and no reason appears why cemenf 
staves should not, on account of their greater density and 
heavier loading, be accorded a lower rating than wooden 
silo staves. 


This case involves the classification rating applicable 
on the commodity throughout. Western Classification ter- 
ritory. Eleven only of the principal carriers operating in 
this territory are parties defendant. Others have not been 
heard, but were they all before us upon a record present- 
ing the issues and facts substantially as they are pre- 
sented upon the instant record we should be constrained 
to hold the class D rating unreasonable and the class E 
rating reasonable throughout Western Classification ter- 
ritory generally. 
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The restriction of the complaint to the traffic moving 
from Kansas City to points on lines of defendants in the 
states named does not, however, preclude us from ap- 
plying to that traffic the rating which evidently should 
be made to apply generally; and we therefore hold, upon 
consideration of all the facts of record, that the application 
from and after June 30, 1913, of class D rating upon 
carload shipments of cement silo staves made by com- 
plainant from Kansas City, Mo., to points on defendants’ 
lines in the states of Kansas, Nebraska, Colorado and 
Oklahoma was unjust and unreasonable, and that charges 
collected thereon were unjust and unreasonable to the 
extent that they exceeded charges which would have 
accrued had class E rating been applicable, which rating, 
subject to a minimum weight of 36,000 pounds, will be 
prescribed as a maximum for the future. 

We further find that complainant made shipments 
upon which charges were collected on the basis herein 
found unreasonable; that he has been damaged in an 
amount represented by the difference between the charges 
collected and the charges which would have accrued upon 
the basis herein found reasonable; and that he is there- 
fore entitled to reparation. 


The amount of reparation cannot be ascertained on 
this record, however. Complainant should prepare a state- 
ment showing as to each shipment upon which reparation 
is claimed, the date of movement, points of origin and 
destination, route, car number and initials, weight, rate 
applied, charges collected, and the amount of reparation 
due under our findings herein. This statement should be 
submitted to defendants, together with the freight bills 
covering the shipments, for auditing and verification. 
Upon receipt of a statement so prepared and certified 
by defendants’ proper accounting officers to be correct, 
an appropriate order will be issued for the payment of 
the amount of reparation found due. 


ORDER. 


It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before June 1, 1914, and for a period of not 
less than two years thereafter to abstain, from applying 
the class D rating as provided in Western Classification 
to the transportation of carload shipments of cement silo 
staves from Kansas City, Mo., to points on their lines 
in Kansas, Nebraska, Colorado and Oklahoma, which said 
rating is found in said report to be unreasonable. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before June 1, 1914, upon notice to the Interstate Com- 
merce Commission and the general public by not less 
than five days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and for a 
period of not less than two years from and after said 
June 1, 1914, to maintain and apply to the transportation 
of cement silo staves in carloads from Kansas City, Mo., 
to points on their respective lines in Kansas, Nebraska, 
Colorado and Oklahoma, a rating not in excess of class 
E rating as provided in Western Classification, minimum 
weight not in excess of 36,000 pounds, which said rating 
and minimum weight are found in said report to be rea- 
sonable. 
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INCREASE{ON CRUSHED STONE 

1. AND S. NO. 351 (30 I. C. C., 22 

RATES FOR INTERSTATE TRANSPORTATION 
CRUSHED STONE FROM PORT DEPOSIT, 
AND FROM POINTS IN OTHER STATES 10) 
POINTS IN MARYLAND AND DELAWARE. 

CASE NO. 6547 

STATE OF MARYLAND ET AL. VS. PENNSYLVANIA 

RAILROAD CO. ET AL. 


Submitted March 5, 1913. Decided March 16, 1914. 


1. Proposed increased rates for the transportation of inters 
shipments of crushed stone from Port Deposit, Md., and 
producing points in other states to consuming points in 
Maryland and Delaware, found not justified by the evidence 
of record. 

2. Recently increased rates on the same commodity from and to 
points similarly situated, found to be unreasonable to ¢ 
extent that they exceed the rates previously in effect. 


John B. Daish for State Roads Commission and state 
of Maryland. 

Henry Wolf Biklé and Shirley Carter for Pennsylvania 
Railroad Co. and other carriers respondent. 


Report of the Commission. 
BY THE COMMISSION: 

These cases involve similar matters and will be dis- 
posed of in one report. In No. 351, by order of Dec. 12, 
1913, the Commission suspended until April 14, 1914, cer- 
tain tariffs filed by the Pennsylvania Railroad Co., North- 
ern Central Railway Co., Philadelphia, Baltimore & 
Washington Railroad Co., and West Jersey & Seashore 
Railroad Co., designated as follows: Supplement No. 6 
to EE-I. C. C. No. 630, supplement No. 6 to CC-I. C. C. 
No. 390, supplement No. 48 to GO-I. C. C. No. 2980, and 
supplement No. 28 to GO-I. C. C. No. 3699. By these 
tariffs the respondents propose certain increases in the 
rates for the transportation of interstate shipments of 
crushed stone for road-making purposes from Port Deposit, 
Md., and from producing points in other states to con- 
suming points in Delaware and in the territory known 
as the eastern shore of Maryland. The tariffs were filed 
to become effective, the first mamed on Dec. 15, 1913, 
and the others on Jan. 1, 1914. The suspension was made 
upon protest filed by the governor and State Roads Com- 
mission of Maryland. 

No. 6547 is a proceeding on complaint filed Feb. 5, 
1914, by the protestants in No. 351, attacking certain 
existing rates on crushed stone from and to points in the 
same territories involved in No. 351, published in Penn- 
sylvania Railroad Co. tariff I. C. C. No. 611, effective Jan 
1, 1914. The rates named are higher than those formerly 
in effect, but through inadvertence this tariff was not 
included in the suspension proceeding. 

By the protests and complaint the proposed increased 
rates and the rates now in effect under tariff No. 6! 
are assailed as unjust and unreasonable. Hereinafter th¢ 
parties complaining in both proceedings will be referred 
to as protestants. The suspended rates and those named 
in the tariff not included in the suspension will be referred 
to as the proposed rates. The rates as they existed just 
prior to Jan. 1, 1914, and as generally still in effect by 
reason of the suspended tariffs, will be referred to as 
the present rates. 

The cases were heard together and depend upon |! 
same evidence. The respondents contend for, and the 
tariffs contemplate, a uniform increase of 15 cents }* 
ton in the rates involved in the two proceedings. Un 
the statute the burden is upon them to justify the pro 
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The stone involved in the controversy is prepared 
necially for road-making purposes and is known as road 
‘one. It is erushed to four sizes, namely, suc has will 
.ss through screens with spaces of! two and one-half 

hes, one inch and and a half, and three-quarters of an 
ch, respectively, and a still smaller size. 

About the year 1908 the state of Maryland entered 
on a scheme of extensive public-road improvements. 
ere is no stone of the kind used for road-making pur- 
ses in the territory known as the eastern shore, .and 
iitable stone for the work in that section had to be 

obtained elsewkere. It was testified at the hearing by a 
witness for respondents that the present rates, which 
have been in effect since the spring of 1908, were estab- 
lished partly in response to a request from the State 
Roads Commission of Maryland for more favorable rates 
on road stone into the territory named, and partly be- 
cause, owing to a material falling off of traffic due to 
the general business depression of 1907, the respondents 
had a great many empty cars standing idle in the early 
part of 1908. The rates were first established from Wil- 
mington, Del., but soon thereafter were made effective 
from Port Deposit, Md., Devault, Pa., and other producing 
points. Shipments from Port Deposit pass through the 
state of Delaware, and are therefore interstate. The 
traffic moves in gondola cars and hopper cars, principally 
in the former, and it was said that in the spring of 1908 
respondents had over 5,000 gondola cars and over 7,000 
hopper ears standing idle. At the present time they have 
nearly 3,000 idle gondola cars, but it was explained that 
this situation “is rather unusual” and is not expected to 
last long. 

Three is some contention by respondents that the 
manner in which the present rates were established brings 
them within that provision of section 22 of the act which 
authorizes the carriage of property for the United States 
and state or municipal governments at reduced rates, and 
that in view thereof they are relieved from the burden 
of proof imposed by section 15 as to rates increased or 
proposed to be increased since Jan. 1, 1910. We are 
not favorably impressed with this contention. The rates 
are open to the general public without restriction, and 
in our opinion are not within the purview or intendment 
of the provision referred to. 

It was further testified that but little traffic moves 
from the eastern shore and for that reason return load- 
ing for cars used in the transportation of road stone is 
light. The witness stated that the present rates are 
the lowest stone rates maintained by respondents and 
expressed the opinion that they are abnormally low. It 
appears that the carriers thought seriously of increasing 
the rates in 1911, but did not do so because of opposition 
from shippers at that time. Representatives of two of 
the principal shippers to the eastern shore stated that 
the present rates are lower than rates on crushed stone in 
other directions from their quarries. In connection with 
a comparison of rates it was said by one of them that 
even with the 15 cents per ton increase the eastern shore 
rates would be very low. 

An objection strongly urged by respondents to a con- 
tinued maintenance of the present rates is based on the 
fact that rates now in effect from the same producing 
points to other consuming territories, claimed to be predi- 
cated on the regular basis of stone rates, are on a higher 
scale. It was said that this situation is likely to give 
rise to future complaints by shippers to such other ter- 
ritories. Statements showing the present rates from rep- 
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resentative producing points to the eastern shore and 
rates on stone from the same points to representative 
points of destination in what is known as New Jersey 
territory, are filed of record. From the tables contained 
in these statements it appears that the rates to the New 
Jersey territory, for substantially similar distances, are 
considerably higher than the present rates to the eastern 
shore. 

The movement for increased rates on road stone to 
the eastern shore was initiated in April, 1913, and evi- 
dence was submitted at the hearing intended to show 
that, at a conference between the governors of Maryland 
and Delaware and certain officials of the respondent car- 
riers, it was agreed by the latter that the contemplated 
increases should be delayed until Dec. 1, 1913, and that 
no opposition to such increases as of the date named 
was then suggested. There was no agreement, however, 
nor do we understand it to be so claimed, that the rea- 
sonableness of the proposed rates, when established or 
sought to be established, would not be contested. 

In furtherance of the scheme of state road improve- 
ments, the legislature of Maryland has already made ap- 
propriations amounting to $9,000,000, and we gather from 
the record that the purpose is to continue the improve- 
ments to the cost of a vastly greater amount. In con- 
nection with the work on the eastern shore it was shown 
by protestants that since 1907 there has been a continuous 
heavy movement of road stone into that territory from 
the producing points here in question. The quantities 
shipped annually by one concern from its various quarries, 
stated in tons, were as follows: 
gia aca k ee kn 1908 1909 1910 1911 1912 1913 
TOMS wins sede vidsyes 4,069 24,266 66,324 40,485 17,669 34,858 

Shipments by another concern increased from 7,184 
tons in 1908 to 15,838 tons in 1913; and those by still 
another concern were: 

WW (ore Coens hscuats~<<as a 1909 1910 1911 1912 1913 
38,986 41,889 63,765 33,140 56,549 

The figures given do not include all the tonnage for 
the years stated, but are intended only as illustrative 
of the movement under the present rates. The contem- 
plated improvements on the eastern shore are still far 
from completion, and there will doubtless be a continued 
heavy movement of this traffic into that general territory. 
We gather from the record that the construction of county 
roads to connect with the state-made roads are also con- 
templated, and it is assumed that this work will require 
greatly increased shipments of road stone from these 
same producing points. Prior to 1908 the movement was 
very light, and it was said this was in part because the 
stone rates then in effect did not permit competition with 
shells for road-making purposes. 

Road stone is a very low-grade commodity; it loads 
generally about 60,000 pounds to the car, requires only 
ordinary transportation equipment, and is free from claims 
for damage in transit. Its value ranges from 60 to 70 
cents per ton at the quarry. 

By exhibits filed with the record the present and pro- 
posed rates from a large number of producing points to 
a like number of destination points are shown. The 
rates are on a car-minimum basis of 50,000 pounds, and 
are stated in cents per ton of 2,000 pounds. From three 
of the producing districts, which are regarded as repre- 
sentative, to a number of destination points, also re- 
garded as representative, the distances in miles, the pres- 
ent and proposed rates in cents per ton, and the revenue 
in mills per ton-mile are shown in the following table: 
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Present— Proposed— pare favorably with those generally received by carri 
Revenue Revenue : h . 
Rate per ton- Rate perton- 0n traffic of like low grade in other sections of the coi 
: per ton, mile, per ton, mile, try, so far as brought to our attention. Moreover, ¢! 
; Miles. cents. mills. cents. mills. ; : 
Wroee Fort Deposit Dis- average earnings per ton-mile on road stone under 
ric o— 
Chestertown, Md. ........ 77 50 6.49 65 8.44 present rates, for hauls longer than the average hau 
Centerville, Md. ......... 81 50 6.17 65 8.02 j i , 
ee wee se 97 80 6.19 75 773 of three of the principal carriers respondent, namely, t 
a i sn this 110 70 6.36 85 7.73 Pennsylvania Railroad Co.; Philadelphia, Baltimore 
ME, wave cksnce ded 110 90 8.18 105 55 , . “ - " 4 a 
aia aS: 112 He $03 105 33x Washington Railroad Co., and New York, Philadelphia ¢ 
NT, icc ccnce 119 85 7.14 100 8.40 N ‘ ‘ - ‘ ied = 
ee es ttt 130 = 750 + S75 Norfolk Railroad Co., for traffic generally, as indicated | 
Cambridge, Md. ......... 133 75 5.64 90 6.77 the annual reports of said carriers for the year 1913, are 
reo 8. eae 135 90 6.67 105 7.78 : - : > : 
Ocean City, Md. |.......: 140 90 6.43 105 759 %mearly as great as the average earnings per ton-mile 
Marion, Md. ...........+5 144 90 6.25 105 7.29 the same carriers for that year on all commodities. The 
ee GON, GE ecccccccce 146 85 5.82 100 6.85 3 : 
Beaver Dam, Md. ....... 146 90 6.16 105 7.19 combined average haul of the three carriers for 1913 
Crisfi eee 5¢ 95 5.3: 7.33 cai : : ; 
risfield, Md 150 95 6.33 110 7.3 was 115.35 miles, and their combined average ton-mile 
re Yistri - : i 
— Devault District revenue was 7.14 mills. It is worthy of note that this 
Blwood, MG. .......05++. 147 100 6.80 115 7.82 combined average ton-mile revenue on all commodities for 
Claiborne, Md. .......... 149 100 6.71 115 1.72 ae 
Sabisbere. B06. ..6c< cians < 156 90 5.77 105 6.73 1913 is exactly the same as would be the average ton-mile 
Tn 157 100 6.37 115 7.32 5 : : oe ae 
fame Mies Me. 172 100 5 83 115 663 revenue under the proposed increased rates based on the 
Ocean City, Md. ......... 179 100 5.59 115 6.42 figures of the above table. 
SE: PE - Waa Wr vos carwe 182 95 §.22 110 6.04 
Beaver Dam, Md. ....... 184 95 5.16 110 5.97 It would seem that under the present rates the traffi 
Crisfield, Md. ............ 188 100 9.32 115 6.12 ig bearing at least its due proportion of the burden of 
tal Birdsboro District operating cost. At all events the evidence aoes not show 
I wet ken 162 110 6.79 125 7.72 the contrary. Nor do the present rates appear to be 
Cee, SE. bec eccecvns 164 110 6.70 125 7.62 3 : : 
Salisbury, Md. ........... 171 100 5.85 115 6.73 abnormally low when compared with rates on like traffi: 
OE, BOG, dn cins ey» onsen 172 110 6.39 125 7.37 P ~ shat te a aia ie 7 
Saee Waiek? eA 22: 187 110 5 89 125 6.63 Via other lines for substantially similar hauls in nearby 
Ocean City, Md. ......... 192 110 5.73 125 6.51 territories, as shown by exhibits filed with the record. 
Marion, Md, ......... cos ane 105 5.33 120 6.09 ; a 
Beaver Dam. Md. ........ 199 105 5.28 120 6.03 It requires from 3,500 to 4,000 tons of crushed stone 
Crisfield, Md. ........---. 208 119 6.42 —" 6.18 to construct,a mile of standard road. The average total 


An analysis of the figures given in the table shows 
that from the Port Deposit district to the destinations 
named, the average distance is 121.3 miles. The average 
present rate is 80 cents, and the average ton-mile reve- 
nue 6.62 mills. The average of the proposed rates is 
95 cents, and the average ton-mile revenue 7.91 mills. 
From the Devault district to a number of the same des- 
tination points the average distance is 168.2 miles; the 
average present rate is 97.8 cents, and the average ton- 
mile revenue 5.86 mills. The average of the proposed 
rates is 112.8 cents, and the average ton-mile revenue 6.68 
mills. From the Birdsboro district to the same destina- 
tion points the average distance is 185 miles. The aver- 
age present rate is 107.8 cents, and the average ton-mile 
revenue 5.93 mills. The average of the proposed rates 
is 122.8 cents, and the average ton-mile revenue 6.76 mills. 
The average of all the distances given in the tables is 
157.5 miles. The average present rate is 95.2 cents per 
ton, and the average ton-mile revenue thereunder is 6.14 
mills. The average of the proposed rates is 110.2 cents 
per ton, and the average ton-mile revenue thereunder 
would be 7.14 mills. 

The rates are generally from group points to group 
points, and it is objected by respondents that under these 
conditions ton-mile earnings are not a proper criterion 
whereby to judge the reasonableness of rates. Whatever 
the merit of this objection, it will not be denied that 
car-mile earnings have an important bearing upon such 
questions. From a still further analysis of the above 
table it is found that for the average distance of 157.5 
miles, at the average present rate of 95.2 cents per ton 
applied to the car-minimum weight of 50,000 pounds, the 
average earnings per car-mile amount to 15.35 cents. At 
the same average rate applied to a weight of 60,000 
pounds, the average loading of the traffic, the average 
earnings per car-mile amount to 18.42 cents. These figures 
do not support the claim that the present rates are ab- 
normally low. Both the ton-mile earnings and the car- 
mile earnings indicate revenue returns that at least com- 


cost of construction, under the freight rate adjustment in 
effect since 1908, has been about $10,000 per mile. As 
the stone is purchased f. o. b. quarries, an increase of 15 
cents per ton in the rates would mean an increased con- 
struction cost of about $500 to $600 per mile of road 
For these reasons the protestants. profess great concern 
to have the present rates continued in effect. 

The issue is whether the increased rates are just and 
reasonable. The carriers, the protesting shippers and the 
public generally, are alike entitled to just and reasonable 
freight rates. By this standard alone is the issue to be 
determined. 

Undoubtedly the maintenance of good wagon roads 
throughout the sections of country penetrated by respond- 
ents’ lines is a matter of material interest to them, and 
it was stated that their policy has been and is to en 
courage such enterprises. 

Upon the facts of record we find that the proposed 
rates named in the suspended tariffs have not been justi 
fied. An order will be entered in No. 351 directing that 
the tariffs under suspension, in so far as it is sought 
them to establish increased rates on crushed stone from 
the originating points in question to points on the eastern 
shore of Maryland, be canceled, and requiring maintenanc: 
of the present rates as maxima for the future. An orde! 
for further suspension will be issued for the purpose 0! 
maintaining the present rates until the cancellations r¢ 
quired by this finding shall have ben effected. 

We further find that the increased rates published in 
tariff I. C..C..No. 611, involved in No. 6547, are unreason- 
able to the extent that they exceed the rates in effect 
just prior to Jan. 1, 1914; and an order will be entered 
requiring the carriers to establish and maintain for the 
future rates not in excess of those formerly in effect 

Reparation is asked on all shipments under the 
creased rates involved in No. 6547.. But no proof 
shipments since Jan. 1, 1914, was offered, and in tle 
present state of the record no award of reparation can 
be made. The case will be held open for a reasonable 
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ength of time for proof on this subject. Orders will now 
.e entered in accordance with the findings herein an- 


ounced. 





ORDERS. 
I. and S. No. 351. 
It is ordered, That the carriers respondent herein 
nd designated in said tariffs, accordingly as they par- 
ticipate in the transportation, be, and they are hereby, 


notified and required to cancel, on or before June 1, 1914,: 


he schedules specified in said orders of suspension in 
so far as they propose to increase the rates for the inter- 
state transportation of crushed stone in carloads from 
the originating points named in said tariffs to destination 
joints on the eastern shore of Maryland. 

And it is further ordered, That said carriers shall 
continue in effect, and for a period of not less than two 
years from June 1, 1914, maintain and apply to the inter- 
state transportation of crushed stone in carloads from 
the points of origin named in the schedules covered by 
said orders of suspension to all destination points named 
in said schedules situate within the territory known as 
the eastern shore of Maryland, rates not in excess of 
the rates in effect from said points of origin to said points 
of destination over the routes therein named on Dec. 1, 
1913. 

No. 6547. 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before June 1, 1914, and for a period of not 
less than two years thereafter to abstain, from charging, 
demanding, collecting or receiving for the interstate trans- 
portation of crushed stone in carloads from the points 
of origin named in Pennsylvania Railroad Co. tariff BB- 
I, C. C. No. 611 to points of destination in the territory 
known as the eastern shore of Maryland, also named in 
said tariff, rates in excess of the rates in effect from said 
points of origin to said points of destination immediately 
prior to Jan. 1, 1914. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on or 
before June 1, 1914, upon notice to the Interstate Com- 
merce Commission and to the general public by not less 
than five days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and for a 
period of not less than two years after said June 1, 1914, 
to maintain and apply to the interstate transportation of 
crushed stone in carloads from the points of origin named 
in Pennsylvania Railroad Co. tariff BB-I. C. C. No. 611 
to points of destination in the territory known as the 
eastern shore of Maryland, also named in said tariff, rates 
not in excess of the rates in effect from said points of 
origin to said points of destination immediately prior to 
January 1, 


COAL RATE BASIS SUSTAINED 


CASE NO. 4894 (30 I. C. C., 32-35) 
ROGERS & PRINKEY VS. BALTIMORE & OHIO RAIL- 
ROAD CO. ET AL. 





Submitted May 20, 1913. Decided Feb. 2, 1914. 
Basis proposed by Baltimore & Ohio R. R. for construction 
of joint through rates on coal from mines on the line of 


the Indian Creek Valley Ry. Co., which basis makes rates 
l0e per ton higher from these mines than from mines in 
the Meyersdale group on the Baltimore & Ohio R. R., not 
found to be unreasonable or unjustly discriminatory. 


Robinson & McKean and F. J. Kooser for complainants. 
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W. A. Parker for Baltimore & Ohio Railroad Co. 
E. C. Higbee for Indian Creek Valley Railroad Co. 


Report of the Commission.- 
HARLAN, Commissioner: 

Although this complaint is brought by owners of coal 
lands located on the line of the Indian Creek Railway, the 
real complainant is the railway company itself. That 
line connects with the Baltimore & Ohio at Indian Creek 
Junction, 7 miles east of Connellsville, in the state of 
Pennsylvania, and runs thence in a northerly direction 
along Indian Creek for a distance of 24 miles. Through 
routes and joint rates are in effect on many commodities 
moving in connection with these two roads, but no agree- 
ment has been reached as to divisions upon the coal traf- 
fic. The commodity moves on the local rate of the Indian 
Creek Railway of 15 cents per net ton to Indian Creek 
Junction, from which point the so-called Meyersdale group 
rate of the Baltimore & Ohio applies on traffic moving to 
eastern destinations. In the effort to settle the contro- 
versy amicably the Baltimore & Ohio has expressed a 
willingness to establish from the Indian Creek mines a 
rate 10 cents per gross ton higher than the Meyersdale 
rate and to allow to the Indian Creek Railway a division 
of the through rate of 15 cents. This is not regarded 
as satisfactory by the Indian Creek Railway, and the 
shippers on its rails also assert that they cannot market 
their coal with a handicap of 10 cents above the Meyers- 
dale rate. We are therefore asked to establish the 
Meyersdale rate from mines on the Indian Creek Railway 
and to allow that carrier a division of 20 cents per gross 
ton. : 

From the standpoint of the shippers of coal from the 
Indian Creek mines three reasons are assigned for dé 
manding the Meyersdale rate: (1) Geologically, geograph- 
ically and commercially, the coals of the Indian Creek 
field are said to be the same as those of the Somerset 
county fields to the east, from which the Meyersdale rate 
applies; (2) the distance from the mines on the Indian 
Creek Railway is said to be about the same as the dis- 
tance from the mines in the Meyersdale group, and (3) 
both groups of mines must compete in the same markets. 

The Indian Creek Railway alleges discrimination in 
that the Baltimore & Ohio accepts the same rate on coal 
produced at mines along its own branch lines practically 
as far from the markets as are the mines on the rails of 
the Indian Creek. 

A glance at the map will indicate that this complaint 
is not unlike others that are constantly being brought to 
our attention and that the shippers here complaining are 
experiencing the same disadvantages that are more or 
less characteristic of such situations. Wherever group 
rates are established there are points just over the group 
line that take higher rates. Here the mines in the Indian 
Creek field allege discrimination in favor of the mines 
in the Meyersdale field lying directly east. In the present 
instance, however, there is a natural physical boundary 
line between the two fields, called the Laurel Hill anti- 
clinal; and, while the record leaves us in some doubt as 
to the real character of the coal in the two fields, it 
seems to be agreed that for steam purposes the Indian 
Creek coal is as good as the Meyersdale coal, although 
the latter brings a somewhat higher price. On the-other 
hand, the Meyersdale coal cannot be coked, while that 
from Indian Creek, after washing, can be made into coke, 
that is inferior to the Connellsville coke, but nevertheless 
competes with it to some extent. Directly west of the 
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Indian Creek field is the Connellsville field, which takes 
rates 25 cents above those applicable to the Meyersdale 
group. Until recently there were no mining operations 
between Confluence, the western limit of the Meyersdale 
group, and Connellsville, which is in the Connellsville 
group. But with the opening up of the Indian Creek 
Railway there came a demand for the extension of the 
Meyersdale group rate to mines on the line of that car- 
rier. In order to meet this demand, so far as it could 
without throwing the whole rate situation into confusion, 
the Baltimore & Ohio extended the Meyersdale rate west 
of Confluence 20 miles to Indian Creek Junction. This 
gave the Meyersdale rate to the Indian Creek mines from 
the junction, to which point they must pay the local 
rate instead of the local rate to Confluence and the Meyers- 
dale rate beyond. This adjustment, however, not being 
satisfactory to the Indian Creek mines, the Baltimore & 
Ohio agreed to join with the Indian Creek Railway in 
through routes and joint rates 10 cents higher than the 
Meyersdale rate, the Baltimore & Ohio to absorb 5 cents 
of the charge of the short line to the junction. This 
proposal also was not acceptable to the Indian Creek in- 
terests, and this complaint was brought, asking that the 
Meyersdale rate be extended to the mines on the Indian 
Creek Railway and that the division of that line be fixed 
at 20 cents per ton. 

The Rogers mine on the Indian Creek Railway is dis- 
tant 271.5 miles from Baltimore and 371.7 miles from 
Philadelphia. The most distant mines on the Baltimore 
& Ohio in the Meyersdale group are the Green Hill and 
Valley lines at and in the vicinity of Johnstown, Pa. The 
Green Hill mine is distant 253 miles from Baltimore over 
the Pennsylvania and 270.2 miles by the Baltimore & Ohio; 
from Philadelphia the Green Hill mine is 274 miles over 
the Pennsylvania and 370.4 miles by the Baltimore & 
Ohio. It is apparent, therefore, that the Pennsylvania 
Railroad has fixed the rate to both Baltimore and Phila- 
delphia, being the short line to both points, and the Balti- 
more & Ohio if it wishes to compete must meet the rates 
of the Pennsylvania. The average distance from mines in 
the Meyersdale field over the Baltimore & Ohio is 246 
miles, while from Indian Creek it is 273.6 miles. 

The record contains much testimony as to an alleged 
discrimination against the Indian Creek Railway in favor 
of the Morgantown & Kingwood Railroad. That line, 
however, connects with an entirely different division of 
the Baltimore & Ohio. And while from a large part of the 
Morgantown & Kingwood the rates are the same as the 
Meyersdale rate, during the year 1911 but one-seventh of 
the coal handled by that line came from this section; the 
remainder came from mines located on that part of the line 
from which a rate 25 cents higher than the Meyersdale 
rate is charged. The coals are said to differ from those 
in the Meyersdale field and they move to different destina- 
tions. In fact, most of the coal mined on the Morgantown 
& Kingwood moved to South Bethlehem, Pa. The distance 
from the farthest mines on the Morgantown & Kingwood 
to Baltimore is 276 miles as compared with a distance of 
271.5 miles from the Rogers mine on Indian Creek. In 
view of all these facts we are unable to find that the 
conditions existing in connection with the Morgantown 
& Kingwood Railroad afford any basis for requiring the 
Baltimore & Ohio to accede to the demands here made 
upon it. The adjustment proposed by the Baltimore & 
Ohio is said to be the same as that in effect between the 
Pennsylvania Railroad and the Ligonier Valley Railroad 
in the Ligonier field to the north. The rates from that 
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field are 10 cents higher than from the Clearfield mines 
the Pennsylvania Railroad; the latter group touches 
Meyersdale group on the Baltimore & Ohio and both fi 
have the same rates. As we have before stated, Conn 
ville is but seven miles west of Indian Creek Junction, 
the extension of the Meyersdale rate to the mines 
Indian Creek, 10 miles and 14 miles, respectively, f 
the junction, would leave the carriers without any ju 
diction for withholding the same rates from Connellsvi 

A careful @€xamination of all the facts of record « 
vinces us that the adjustment last proposed by the Ba 
more & Ohio Railroad Co. is a reasonable one and t! 
the complaint is without merit and should be dismissed 
It will be so ordered. 

ORDER. 


It is ordered, That the complaint in this proceeding 
be, and it hereby, dismissed. 


UNJUST RATES ALLEGED 








A complaint has been filed by the Monongahela 
River Consolidated Coal & Coke Co. against the Union 
Railroad, a United States Steel Corporation subsidiary, 
and the trunk lines with which it has heretofore had 
through route and joint rate arrangements, alleging un- 
just and unduly discriminatory rates by reason of the 
cancelation of tariffs on April 1, which have the effect 
of making the Pittsburgh district rate apply from Mii 
flin Junction, the point where the Union and the Bes- 
semer & Lake Erie connect, instead from the Risher 
mine, operated by the complaining coal company. 

Because of the breaking of the through route and 
joint rate arrangements the Risher mine operated by 
the compaDy was closed on March 31, because it could 
not ship coal except upon the local rate of 15 cents to 
the junction and the Pittsburgh district rate from the 
junction, plus switching charges imposed by the Union 
Railroad. 

The complaint, filed by Charles M. Johnston, char 
acterizes the action of the Union and the trunk lines as 
arbitrary and unlawful. It asks for the restoration of 
the mine to the parity of rates enjoyed by it with 
other mines in the Pittsburgh district prior to the can- 
celation against which the coal company now complains. 

This proceeding, it is believed, will constrain the 
Commission to issue an order requiring the Union Rail- 
road to restore the through route and joint rates as to 
traffic offered it by other than its proprietary interest 
At least that was the procedure in the tap-line case, after 
that matter had run along for months and months, dur 
which time the tap lines were unable to get into cou! 
because no positive order had been issued against then 
Under the Procter & Gamble case decision they could 
not get into court because the order, so called, was 
negative one, to observe which was profitable for t 
trunk lines but unprofitable for the tap lines. 


o 


ZANESVILLE FAVORS INCREASE. 


The Zanesville (Ohio) Merchants’ Association, by 
resolution of its executive board, has gone on reco! 
favoring the granting of the 5 per cent increase on freiz 
rates to the railroads. An effort is also to be made | 
get all mercantile organizations and merchants’ associ 
tions of that section of Ohio to adopt ‘similar resolutio! 
and forward them to the Interstate Commerce Commi 
sion and their congressional representatives. 
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IN THE SUPREME COURT 


UNION LIME CO. CASE 


No. 529.—October Term, 1913. 


nion Lime Company, Plain- 
tiff in Error, 





vs. In error to the Supreme 
e Chicago & Northwestern Court of the State of 
Railway Company and Eden Wisconsin. 


Independent Lime & Stone 
Company. 
[April 6, 1914.] 
Mr. Justice Hughes delivered the opinion of the Court. 

This proceeding was instituted by the Chicago & North- 
western Railway Company to take land for a spur, the con- 
struction of which had been ordered by the Railroad Com- 
mission of the state. The land was owned by the Union 
Lime Company, the plaintiff in error, and the application 
was resisted upon the ground that it was sought to be 
taken for a private, and not a public, use and therefore 
that its taking would operate as a deprivation of the prop- 
erty of the plaintiff in error without due process of law 
and a denial to it of the equal protection of the laws con- 
trary to the Fourteenth Amendment. This contention was 
overruled by the Supreme Court of the state which af- 
firmed the judgment in condemnation (152 Wis. 633), and 
this writ of error was sued out. 

The proposed track was to form an extension of an 
existing spur, owned and operated by the railway com- 
pany, which leads from its main line to the quarries and 
kilns of two lime companies; one of these companies is 
the plaintiff in error at whose works the spur now termi- 
nates. Beyond these works lie those of the Eden Inde- 
pendent Lime & Stone Company which applied to the Rail- 
road Commission for an order requiring the railway com- 
pany to extend the spur to its plant. It is provided by 
section 1797-llm of the Wisconsin Statutes that every 
railroad shall acquire the necessary right-of-way and shall 
construct and operate a “reasonably adequate and suitable 
spur track” whenever it does not necessarily exceed three 
miles in length, is “practically indispensale to the success- 
ful operation” of an existing or proposed manufacturing 
establishment, and is not “unusually unsafe” or “unreason- 
ably harmful.” The railroad may require the person, firm, 
or corporation primarily to be served thereby to pay the 
legitimate cost of acquiring, by condemnation or pur- 
chase, the necessary right-of-way for the spur and of its 
construction, as determined by the Railroad Commission. 
By section 1797-12n, the Commission is authorized to re- 
ceive complaints, in case of the failure or refusal of rail- 
roads to perform the prescribed duty, and to make appro- 
priate orders.* Acting under these sections, the Com- 





_*These sections, enacted by Chapter 352 of the Laws of 
1907, as amended by Chapter 481 of the Laws of 1909 and 
Chapter 137 of the Laws of 1911, are as follows: 

“Section 1797-11m. 1. Every railroad shall acquire the 
necessary rights of way for, and shall construct, connect, main- 
tain and operate a reasonably adequate and suitable spur 
track, whenever such spur track does not necessarily exceed 
three miles in length, is practically indispensable to the suc- 
cessful operation of any existing or proposed mill, elevator, 
storehouse, warehouse, dock, wharf, pier, manufacturing estab- 
lishment, lumber yard, coal dock or other industry or enter- 
prise, and its construction and operation is not unusually un- 
afe and dangerous, and is not unreasonably harmful to public 
interest. 

“2. Such railroad may require the person or persons, firm, 
corporation or association primarily to be served thereby, to 
pay the legitimate cost and expense of acquiring, by con- 
demnation or purchase, the necessary rights of way for such 
Spur track, and of constructing the same, as shall be determined 
n separate items by the commission, in which case the total 
estimated cost thereof shall be deposited with the railroad be- 
fore the railroad shall be required to incur any expense what- 
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mission directed the railway company to extend the spur 
as desired by the Eden Company and thereupon this pro- 
ceeding was brought to condemn the land for the right-of- 
way. 

The assignments of error come to the single point— 
as to the character of the use. The state through its high- 
est court declares the use to be a public one, and we should 
accept its judgment unless it is clearly without ground. 
Fallbrook Irrigation District vs. Bradley, 164 U. S. 112, 160; 
Clark vs. Nash, 198 U. S. 361, 369; Strickley vs. Highland 
Boy Mining Co., 200 U. S. 527, 531; Offield vs. N. Y., N. H. 
& H.R. R. Co., 203 U. S. 372, 377; Hairston vs. Danville-& 
Western Rwy. Co., 208 U. S. 598, 607. The general author- 
ity to exercise the power of eminent domain for the con- 
struction of spurs is found in section 1831-a, Stats. (Wis.), 
which provides: “Every railway company .. . may 
build, maintain and operate branches and spur tracks from 
its road or any branch thereof to and upon the grounds of 
any mill, elevator, storehouse, warehouse, dock, wharf, 
pier, manufacturing establishment, lumber yard, coal dock 
or other industry or enterprise, ; and every such 
company may acquire by purchase or condemnation in the 
manner provided in this chapter for the acquisition of real 
estate for railway purposes, other than for its main track, 
all necessary roadways and rights of way for such branches, 
spur tracks,” etc. The Supreme Court of the state sus- 
tained the validity of this provision in Chicago & North- 
western Rwy. vs. Morehouse, 112 Wis. 1, holding (p. 11) 
that “the fact that a spur track may run to a single indus- 
try does not militate against the devotion of the property 
thereto being a-public use hereof, so long as the purpose 
of maintaining the track is to serve all persons who may 
desire it, and all can demand, as a right, to be served, 


without discrimination.” 


ever therefor; provided, however, that when any such person, 
firm, corporation or association shall be required by the com- 
mission to deposit with the railroad, the total estimated cost, 
as herein provided, such person, firm, corporation or associa- 
tion may offer or cause to be offered, a proposition in writing 
to such railroad, to construct such spur track, such proposition 
to be accompanied by a surety company bond, running to such 
railroad, and conditioned upon the construction of spur track 
in a good and workmanlike manner, according to the plans and 
specifications provided by such railroad, and approved by the 
commission, and deposit with such railroad the estimated cost 
of the necessary right of way for such spur track; and when- 
ever such proposition and security company bond shall be of- 
fered the person, firm, corporation or association primarily to 
serve thereby, shall not be required to deposit as herein pro- 
vided, as the total estimated cost of such construction, an 
amount in excess of the estimated cost of the right of way, 
and the total amount stated in such written proposition. Pro- 
vided further, that before the railroad shall be required to 
incur any expense whatever in the construction of said spur 
track, the person, firm, corporation or association primarily to 
be served thereby shall give the railroad a bond to be approved 
by the commission as to form, amount and surety, securing 
the railroad against loss on account of any expenses incurred 
beyond the amount so deposited with the railroad. 

“3 Whenever such spur track is so connected with the 
main line, as herein provided, at the expense of the owner 
of such proposed or existing mill, elevator, storehouse, ware- 
house, dock, wharf, pier, manufacturing establishment, lumber 
yard, coal dock or other industry or enterprise, and any person, 
firm, corporation or association shall desire a connection with 
such spur track, application therefor shall be made to the com- 
mission, and such person, firm, corporation or association shall 
be required to pay to the person, firm, corporation or associa- 
tion that shall have paid or contributed to the primary cost 
and expense of acquiring the right of way for such original 
spur track, and of constructing the same, an equitable propor- 
tion thereof, to be determined by the commission, upon such 
application and notice, to the persons, firms, corporations or 
associations that have paid or contributed toward the original 
cost and expense of acquiring the right of way and construct- 
ing the same. 

“Section 1797-12n. In case of the failure or refusal of any 
railroad to comply with any of the provisions of sections 1797- 
lim and 1797-12n, the person or persons, firm, corporation or 
association aggrieved thereby may file a complaint with the 
railroad commission setting forth the facts, and the said com- 
mission shall investigate and determine the matter in contro- 
versy, in accordance with the provisions of sections 1797-1 to 
1797-38, inclusive, and any order it shall make in said proceed- 
ing shall have the same force and effect as an order in any 
other proceeding properly begun under and by virtue of the 
provisions of said sections.”’ 
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In Union Lime Company vs. Railroad Commission, 144 
Wis. 523, the court had under review an earlier order of 
the Commission requiring the railroad to build the spur 
extension now in question and, while that order was set 
aside because a proper hearing had not been afforded, it 
was held that the spur would not be a private track, but 
would be devoted to public use. In the view that the tracks 
contemplated would be of this character, the court sus- 
tained the statutes (sections 797-llm and 1797-12n), under 
which the Commission was proceeding, against the same ob- 
jections that are now raised. 


99 


The court said (id. pp. 533- 
534): “Such track when built becomes a portion of the 
trackage of the railroad. The fact that its initial cost is 
borne by the party primarily to be served, with provisions 
for subsequent equitable division of such cost, does not 
make it a private track nor change the nature of its use. 
Over it the products of the industry find their way into 
the markets of the world, and every consumer is directly 
interested in the lessened cost of such products resulting 
from the building and operation thereof. That these prod- 
ucts are supplied by a single owner, or by a limited num- 
ber of owners, affects the extent and not the nature of its 
use—the track is none the less a part of the avenue through 
which the commodities reach the public. Subject to the 
equitable division of initia] cost, the track is at the service 
of the public as much as any other, and it constitutes an 
integral part of the railroad system. The duty to main- 
tain and operate it rests upon the railroad. Except that it 
is relieved of the initial cost of right of way and construc- 
tion, the track stands in the same relation to it that any 
other portion of its track does. The owner of the indus- 
try obtains no interest in or control over it beyond that 
of being served by it equally with anyone else who may 
desire to use it.” This decision was followed in the pres- 
ent case. 152 Wis. 633, 637. 

Assailing this ruling, the plaintiff in error insists that 
the statute itself (referring to sections 1797-11m and 1797- 
12n) authorizes the taking of property for private use, 
and that, being unconstitutional on its face, it cannot form 
the basis of any valid proceeding. 
place, that the statute does not declare in terms or by 
necessary implication that the use for which the property 
is to be taken is a public use. But this contention is 
plainly without merit, as the statute must be read in the 
light of the construcion placed upon it by the state court 
which has held the described use to be a public one. The 
judgment of the state so far as it is competent to deter- 
mine the matter has thus been fully expressed. 

It is urged, further, that the statute is necessarily in- 
valid because it establishes as the criterion of the Com- 
mission's action the exigency of a private business. This 
objection, however, fails to take account of the distinction 
between the requirements of industry and trade which may 






































warrant the building of a branch track and the nature of 


the use to which it is devoted when built. A spur may, 


at the outset, lead only to a single industry or establish- 


ment; it may be constructed to furnish an outlet for the 
products of a particular plant; its cost may be defrayed by 
those in special need of its service at the time. But none- 
theless, by virtue of the conditions under which it is 


provided, the spur may constitute at all times a part of 
the transportation facilities of the carrier which are oper- 
ated under the obligations of public service and are sub- 


ject to the regulation of public authority. As was said 
by this court in Hairston vs. Danville & Western Rwy. Co., 
supra: “The uses for which the track was desired are not 
the less public because the motive which dictated its loca- 


tion over this particular land was to reach a private indus- 
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try, or because the proprietors of that industry contribut 
in any way to the cost.” There is a clear distinction 

tween spurs which are owned and operated by a comn 
carrier as a part of its system and under its public obl 

tion and merely private sidings. See De Camp vs. Hiber: 
R. R. Co., 47 N. J. Law, 43; Chicago, etc., R. R. Co. 

Porter, 43 Minn. 527; Ulmer vs. Lime Rock R. R. Co., 
Me, 579; Railway Company vs. Petty, 57 Ark. 359; Dietr 
vs. Murdock, 42 Mo. 279; Bedford Quarries R. R. Co. 

Chicago, etc., R: R. Co., 175 Ind. 303. 

While common carriers may not be compelled to ma! 
unreasonable outlays (Missouri Pacific Ry. Co. vs. Nebra 
ka, 217 U. S. 196), it is competent for the state, acti 
within the sphere of its jurisdiction, to provide for an « 
tension of their transportation facilities, under reasonab|: 
conditions, so as to meet the demands of trade; and it m: 
impress upon these extensions of the carriers’ lines thus 
furnished under the direction or authority of the state, a Ing 
public character regardless of the number served at the the 
beginning. The branch or spur comes into existence as a ules 
public utility and as such is always available as localities tion t 
change and communities The Supreme Court of Lake 
Wisconsin has left no doubt with respect to the public i quire 
obligations imposed upon the carrier in relation to the 
spurs and branches to be provided under the statute 
question, and we find no ground for the conclusion tha 
this enactment was beyond the state power. 

It is also contended by the plaintiff in error that the 
finding by the state court that the use in the present cas¢ 
is a public one is not supported by the facts. But this had 
criticism of the court’s finding is in substance a repetitior schet 
of the argument that is urged against the validity of the to th 
statute and what has been said upon that point is ap ime 
plicable. abe 

The judgment is affirmed. seek 
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LIABILITY FOR BAGGAGE — 
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No. 121.—October Term, 1913. 
Boston & Maine Railroad, ) 

Plaintiff in Error, 

Vs. 
Katharine Hooker. 
[April 6, 1914.] 
Mr. Justice Day delivered the opinion of the Court. : 
Katharine Hooker brought an action in the Superio! Anal 
Court of Middlesex County, Massachusetts, to cover fron 15 cr 
the Boston & Maine Railroad as a common Carrier on a‘ 
count of the loss of certain baggage belonging to her, whic! 
had been transported by the defendant in interstate com seme 
merce from Boston, Mass., to Sunapee Lake station, N. H the 4 
on September 15, 1908. The plaintiff recovered a judg ing | 
ment for the value of the baggage lost with interest. The 
case was taken to the Supreme Judicial Court of Massachu 
setts upon exceptions of the defendant, and upon its ré 
script, returned to the Superior Court overruling the ex 
ceptions (209 Mass. 598), judgment was there entered for 
the plaintiff for $2,253.77. 

The defendant insists that the recovery of the plaintiff 
should have limited to the sum of $100, in view of certai! 
requirements made by it concerning the transportatio! 
of baggage and filed with the Interstate Commerce Con 
mission. From the findings of fact it appears that th 
baggage was checked upon a first-class ticket purchase: bage 
for the plaintiff (although not used by her, she travelin: for | 
upon another similar ticket purchased by herself); that a' and 
the time the baggage was checked the plaintiff had no no And 
tice of the regulations hereinafter referred to limiting th: elar 
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lity of the defendant (further than such notice is to 
presumed from the schedules filed and posted as here- 
fter stated); that no inquiry was made by the defend- 

t on receiving the plaintiff's baggage as to its value; that 
there was no evidence that any more expensive or different 
node of transportation was adopted for baggage the value 
which was declared to exceed $100 than for other bag- 

e: that any reasonable person would infer from the 

outward appearance of the plaintiff’s baggage when ten- 

.d to the defendant for transportation that the value 

largely exceeded $100, and that the loss of plaintiff’s bag- 
e was due to the negligence of defendant. 


The court further found that previous to and during 
September, 1908, the defendant had published and kept 
open for inspection and filed with the Interstate Commerce 
Commission, in accordance with the Act of Congress relat- 
ing to interstate commerce and amendments thereto and 
the orders and regulations of the Commission, sched- 
ules giving the rates, fares and charges for transporta- 
tion between different points, including Boston and Sunapee 
Lake station, all terminal, storage and other charges re- 
quired by the Commission, all privileges and facilities 
granted or allowed, and all rules or regulations which in 
any way affected or determined such rates, fares and 
charges or the value of the service rendered to passengers; 
that during the same time, in accordance with an order 
of the Commission of June 2, 1908, making comprehensive 
regulations as to rate and fare schedules, the defendant 
had placed with its agent in Boston all rate and fare 
schedules and the terminal and other charges applicable 
to that station, and had enabled and required him to keep 
in accessible form a file of such schedules, and had in- 
structed him to give information contained therein to all 
seeking it and to afford to inquirers opportunity to examine 
the schedules, and that the defendant in the manner shown 
and in all other ways conformed to the acts of Congress 
and the orders and regulations of the Commission with 
reference to such schedules. The court also found that 
the schedules contained provisions limiting the free trans- 
portation of baggage to a certain weight and the liability of 
the defendant to $100, followed by a table of charges for 
excess weight, and also contained the following provision: 

“For excess value the rate will be one-half of the cur- 
rent excess baggage rate per one hundred pounds for each 


one hundred dollars, or fraction thereof, of increased value 
declared. The minimum charge for excess value will be 
15 cents. 

“Baggage liability is limited to personal baggage not to 
exceed one hundred dollars in value for a passenger pre- 
senting a ful] ticket and fifty dollars in value for a half 
ticket, unless a greater value is declared and stipulated by 
the owner and excess charges thereon paid at time of check- 
ing baggage;” 
that the excess charge for transporting baggage 
ued at $1,904.50, which was the value of the baggage 
lost, from Boston to Sunapee Lake station during Sep 
tember, 1908, according to the schedules, was $4.75; that 
notices were posted at or near the offices where passengers’ 
tickets were sold in the Boston station stating that tariffs 
naming the rates on interstate traffic were on file with the 
agent and would be furnished for inspection upon applica- 
tion, and that notices were posted in the baggage room of 
that station, in a conspicuous place and in sight of persons 
using the room for checking baggage, reading that persona] 
baggage not exceeding $100 in value would be checked free 
for each passenger on presentation of a first-class ticket 
and containing information with reference to excess weight. 
And the court further found that the plaintiff did not de- 
clare at the time her baggage was checked that it exceeded 


val- 
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$100 in value and did not pay any charges for valuation in 
excess of that amount. 

It is to be borne in mind that the action as tried and 
decided in the state court was not for negligence of the rail- 
road company as a warehouseman for the loss of the bag- 
gage after its delivery at Sunapee Lake station, but was 
solely upon the contract of carriage in interstate commerce. 

The Supreme Judicial Court of Massachusetts, in de- 
ciding the case, held that the Interstate Commerce Act 
did not in any wise change the common law rule, applicable 
in Massachusetts, that regulations of this character, limit- 
ing the amount of recovery for baggage lost, must be 
brought home to the knowledge of the shipper and as- 
sented to or circumstances shown from which assent might 
be implied. In reaching this conclusion that learned court 
relied upon the case of Pennsylvania Co. vs. Hughes, 191 
U. S. 477, in which case it was held that a state might 
apply its local law and policy to recovery for the loss of a 
horse shipped in interstate commerce from Albany, New 
York, to Cynwyd, in the state of Pennsylvania, and injured 
by the negligence of a carrier in the latter state, notwith- 
standing the bill of lading contained an express condition 
that the carrier assumed liability to the extent only of the 
agreed valuation in event of loss. It was further held in 
the Hughes case that the Interstate Commerce Act, in the 
respect then under consideration, had not enacted an ex- 
clusive rule upon which recovery might be had governing 
responsibility for loss, and that as the law then stood the 
state might enforce its own regulations authorized by 
statute or judicial decision as to responsibility for such 
negligence. 

Since the decision in the Hughes case the Hepburn Act 
of June 29, 1906 (34 Stat. 584) has been passed, and this 
court has held that by virtue of that act (particularly sec- 
tion 20, the Carmack Amendment) the subject of inter- 
state transportation of property has been regulated by Fed- 
eral law to the exclusion of the power of the states to 
control in such respect by their own policy or legislation. 
In this connection we may refer to the cases of Adams Ex- 
Croninger, 226 U. §. 491; Wells, Fargo & 
227 U. S. 469; Kansas City 


press Co. Vs. 
Co. vs. Neiman-Marcus Co., 227 
Southern Ry. Co. vs. Carl, 227 U. S. 639; Missouri, Kansas 
& Texas Ry. Co. vs. Harriman, 227 U. S. 657. 

The cases in 226 and 227 U. S., it is true, involved lia- 
bility for express or freight shipments made upon express 
receipts, bills of lading or separate contracts, showing on 
their face or by reference to tariffs the opportunity for 
valuation for the purpose of fixing the rate and liability, 
and the limitation appearing in such form of contract was 
declared to be valid and effectual to relieve the carrier 
from a greater liability than that therein expressed. But 
the court did not stop there: In Adams Express Co. vs. 
Croninger, supra, p. 509, it said: “The knowledge of the 
shipper that the rate was based upon the value is to be 
presumed from the terms of the bill of lading and of the 
published schedules filed with the Commission.” In Kan- 
sas City Southern Ry. Co. vs. Carl, supra, p. 652, this court 
said: ‘The valuation the shipper declares determines the 
legal rate where there are two rates based upon valuation. 
He must take notice of the rate applicable, and actual want 
of knowledge is no excuse. The rate when made out and 
filed, is notice, and the effect is not lost, although it is 
not actually posted in the station. Texas & Pacific Rail- 
way vs. Mugg, 202 U. S. 242; Chicago & A. Railway vs. 
Kirby, 225 U. S. 155. It would open a wide door to defraud 
and destroy the uniform operation of the published tariff 
rate sheets. When there are two published rates, based 
upon difference in value, the legal rate automatically at- 
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taches itself to the declared or agreed value. Neither the 
intentional or accidental misstatement of the applicable 
published rate will bind the carrier or shipper. The law- 
ful rate is that which the carrier must exact and that 
which the shipper must pay. To the extent that 
such limitations of liability are not forbidden by law, they 
become, when filed, a part of the rate.” And in Missouri, 
K. & T. R. Co. vs. Harriman, supra, p. 669, this court said 
that the shipper was compelled to take notice of the rate 
sheets contained in tariff schedules, “not only because 
referred to in the contract signed by them, but because they 
had been lawfully filed and published. When the 
carrier graduates its rates by value and has filed its tariffs 
showing two rates applicable to a particular commodity or 
class of articles, based upon a difference in valuation, the 
shipper must take notice, for the valuation automatically 
determines which of the rates is the lawful rate.” In Chi- 
cago R. I. & P. Ry. Co. vs. Cramer, 232 U. S. 490, this court 
said: “That rule of liability (the uniform rule established 
by the Hepburn Act) is to be enforced in the light of the 
fact that the provisions of the tariff enter into and form a 
part of the contract of shipment, and if a regularly filed 
tariff offers two rates, based on value, and the goods are 
forwarded at the low value in order to secure the low rate, 
then the carrier may avail itself of that valuation when 
sued for loss or damage to the property.” And in Great 
Northern Ry. Co. vs. O’Connor, 232 U. S. 508, this court 
said: “But so long as the tariff rate, based on value, re- 
mained operative, it was binding upon the shipper and car- 
rier alike and was to be enforced by the courts in fixing the 
rights and liabilities of the parties. The tariffs are filed with 
the Commission and are open to inspection at every sta- 
tion. In view of the multitude of transactions, it is not 
necessary that there shall be an inquiry as to each article 
or a distinct agreement as to the value of each shipment. 
If no value is stated the tariff rate applicable to such a 
state of facts applies. If, on the other hand, there are 
alternative rates based on value and the shipper names a 
value to secure the lower rate, the carrier, in the absence 
of something to show rebating or false billing, is entitled to 
collect the rate which applies to goods of that class, and 
if sued for their loss it is liable only for the loss of what 
the shipper had declared them to be in class and value.” 
Before these cases were decided this court had held that 
the effect of filing schedules of rates with the Interstate 
Commerce Commission was to make the published rates 
binding upon shipper and carrier alike, thus making effectuai 
the purpose of the Act to have but one rate, open to all 
alike and from which there could be no departure. Gulf, 
Colorado & Santa Fe Ry. vs. Hefley, 158 U. S. 98; Texas 
& Pac. Ry. Co. vs. Mugg, 202 U. S. 242; Armour Packing 
Co. vs. United States, 209 U. S. 56, 81; Louisville & U. R. R. 
vs. Mottley, 219 U. S. 467, 476. This principle it will be 
perceived, was fully recognized in the series of cases de- 
cided since the passage of the Hepburn Act, beginning 
with the case of Adams Express Co. vs. Croninger, supra. 
It is true that the Carmack Amendment requires a receipt 
or bill of lading to be issued concerning shipments of 
property in interstate commerce and that in the cases 
construing that amendment a bill of lading was issued, and 
according to the circumstances of the case the bill of lad- 
ing and its effect are discussed in each of these, but the 
effect of filing the schedule is not lost sight of and the 
doctrine of the previous cases as to the purpose of filing 
and the necessity of adherence to such schedule is uni- 
formly recognized, 
The court below, after conceding that the subject mat- 
ter of passengers’ baggage in interstate travel is within 
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engage or participate in the transportation of passenger 
or property, as defined in this Act, unless the rates, fare 
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the control of the Congress, and saying that there wa; no 
specific regulation respecting it, said: 

“The precise position of the defendant is that as the 
limitation of liability for baggage was filed and poste as mn pt 
a part of its schedules for passenger tariff, the limitation 
thereby became and was an essential part of its rate, from 
which, under the interstate commerce law, it could not 
deviate, and by which the plaintiff was bound, regardless 
of her knowledge of or assent to it. If the premises is al 
sound, then the conclusion follows, for the public are held ana ¢ 
inexorably to the rate published, regardless of knowlege 
assent or even misrepresentation. Gulf, Colorado & Santa 
Fe Railway vs, Hefley, 158 U. S. 98. Texas & Pacific Rail 
Way vs. Mugg, 202 U. S. 242. Melody vs. Great Northern 
Railway, 25 So. Dak. 606.” 

It follows, therefore, from the previous decisions jp 
this court, that if it be found that the limitation of liability 
for baggage is required to be filed in the carrier's tariffs 
the plaintiff was bound by such limitation. Having the 
notice which follows from the filed and published regu- 
lations, as required by the statute and the order of the 
Interstate Commerce Commission, she might have declared 
the value of her luggage, paid the excess tariff rate and 
thus secured the liability of the carrier to the full amount 
of the value of her baggage, or she might, for the purpose 
of transportation, have valued it at $100 and received free 
transportation and liability to that extent only, or, as she 
did, she might have made no valuation of her baggage, in - tt] 
which event the rate and the corresponding liability would | ; 
have automatically attached. As to the finding that the plain- 
tiff’s baggage was apparently worth more than $100, as 
above set forth, it appears that the contents of the two 
trunks and suit case were not disclosed or known to the 
carrier, and the finding in this respect, necessarily based 
on the appearance of the baggage, cannot be said to show 
a procurement of transportation in violation of the aa 
quirements of the filed schedules at a rate of dispropor- Wall 
tionate to its known value. of p 

Let us now turn to the Interstate Commerce Act and to th 
see whether the matter of the limitation of baggage liz than 
bility is covered by that act. Section 6 provides: their 
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“That every common carrier subject to theprovisions « 
this Act shall file with the Commission created by this Act 
and print and keep open to public inspection schedules 
showing all the rates, fares, and charges for transporta- 
tion between different points on its own route and between 
points on its own route and points on the route of any 
other carrier by railroad, by pipe line or by water when 
a through route and joint rate have been established. !f 
no joint rate over the through route has been established 
the several carriers in such through route shall file, print 
and keep open to public inspection, as aforesaid, the se) 
arately established rates, fares and charges applied to the 
through transportation. The schedules printed as afor: 
said by any such common carrier shall plainly state th: 
places between which property and passengers will be ca! 
ried, and shall contain all the classification of freight in 
force, and shall also state separately all terminal charges 
storage charges, icing charges and all other charges which 
the Commission may require, all privileges or facilities 
granted or allowed and any rules or regulations which 
any wise change, affect or determine any part or the ag 
gregate of such aforesaid rates, fares and charges, or the 
value of the service rendered to the passenger, shipper or 
consignee. Such schedules shall be plainly printed in large 
type and copies for the use of the public shall be ke)t 
posted in two public and conspicuous places in every depo! 
station, or office of such carrier where passengers or freigh 
respectively, are received for transportation, in such fori 
that they shall be accessible to the public and can be co! 
veniently inspected. The provisiong of this section sha 
apply to all traffic, transportation and facilities defined i 
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“No carrier, unless otherwise provided by this Act, sha 
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i charges upon which the same are transported by said 
rier have been filed and published in accordance with the 
visions of this Act; nor shall any carrier charge or de- 
ind or collect or receive a greater or less or different 
nnpensation for such transportation of passengers or 
property, or for any service in connection therewith, be- 
en the points named in such tariffs than the rates, fares 
charges which are specified in the tariff filed and in 
t at the time; nor shall any carrier refund or remit in 
manner or by any device any portion of the rates, fares 
charges so specified, nor extend to any shipper or 
son any privileges or facilities in the transportation of 
passengers or property, except such as are specified in such 


riffs 


It is to be observed that the schedules are required 
to state, among other things, in naming certain charges, 
all other charges which the Commission may require, all 
rivileges or facilities granted or allowed and any rules 
1 regulations which in any wise change, affect or deter- 
mine any part or the aggregate of such aforesaid rates, 
fares and charges, or the value of the service rendered to 
the passenger, shipper or consignee.” ‘The question then is, 
did the limitation as to liability for baggage based upon the 
requirement to declare its value when more than $100 was 
to be recovered come within that provision. 

It seems to us that the ordinary signification of the 
terms used in the act would cover such requirements as 
are here made for the amount of recovery for baggage lost 
by the carrier. It is a regulation which fixes and deter- 
mines the amount to be charged for the carriage in view of 
the responsibility assumed, and it also affects the value of 
the service rendered to the passenger. Such requirements 
are spoken of, in decisions dealing with them, as regula- 
tions; as, a common carrier “may prescribe regulations 
to protect himself against imposition and fraud, and fix a 
rate of charges proportionate to the magnitude of the risks 
he may have to encounter.” York Co. vs. Central R. R., 3 
Wall. 107, 112. “It is undoubtedly competent for carriers 
of passengers, by specific regulations, distinctly brought 
to the knowledge of the passenger, which are reasonable in 
their character and not inconsistent with any statute or 
their duties to the public, to protect themselves against lia- 
bility, as insurers, for baggage exceeding a fixed amount in 
value, except upon additional compensation, proportioned 
to the risk. And in order that such regulations may be 
practically effective, and the carrier advised of the full 
extent of its responsibility, and, consequently, of the de- 
gree of precaution necessary upon its part, it may rightfully 
require, as a condition precedent to any contract for the 
transportation of baggage, information from the passenger 
as to its value; and if the value thus disclosed exceeds 
that which the passenger may reasonably demand to be 
transported as baggage without extra compensation the 
carrier, at its option, can make such additional charge as 
the risk fairly justifies.” Railroad Co. vs. Fraloff, 100 U. 
S. 24, 27. 

Mr. Justice Brewer, sitting in the Circuit Court, in 
Ames vs. Union Pac. Ry. Co., 64 Fed. 165, 178, thus de 
fined the term regulation: “Within the term ‘regulation’ 
are embraced two ideas: One is the mere control of the 
operation of the roads, prescribing the rules for the man- 
agement thereof—matters which affect the convenience of 
the public in their use. Regulation, in this sense, may be 
considered as purely public in its character, and in no 
manner trespassing upon the rights of the owners of rail- 
roads. But within the scope of the word ‘regulation,’ as 
commonly used, is embraced the idea of fixing the compensa- 
tion which the owners of railroad property shall receive for 
the use thereof; and, when regulation, in this sense, is 
attempted, it necessarily affects the property interests of 
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the railroad owners; 
of the term.” 

Turning to the act itself, we think the conclusion that this 
limitation is a regulation required to be filed by the act 
is strengthened by section 22, which provides: “But be 
fore any common carrier, subject to the provisions of this 
act, shall issue any such joint interchangeable mileage 
tickets with special privileges, as aforesaid, it shall file with 
the Interstate Commerce Commission copies of the joint 
tariffs of rates, fares, or charges on which such joint in- 
terchangeable mileage tickets are to be based, together 
with specifications of the amount of free baggage per- 
mitted to be carried under such tickets, in the same man- 
ner as common carriers are required to do with regard to 
other joint rates by section six of this act.” This section 
would indicate that Congress thought that section 6 of 
the, Act had to do with specifications of the amount of bag- 
gage which would be carried free and that such regula- 
tions should be filed under the requirement of section 6 to 
which it referred. 

This conclusion is further strengthened by the action 
of the Interstate Commerce Commission, in requiring by its 
Tariff Circular No. 15-A, entitled “Regulations Governing 
the Construction and Filing of Freight Tariffs and Classi- 
fication and Passenger Fare Schedules,” effective April 15, 
1908, and in force at the time of the loss here in ques- 
tion, that: 

“34. Tariffs shall contain, in the order named 

“(g) Rules and regulations which govern the tariff the 
title of each rule or regulation to be shown in bold type. 
Under this head all of the rules regulations or conditions 
which in any way affect the fares named in the tariff shall 
be entered These rules shall include ... the 
general baggage regulations and also schedule of excess- 
baggage rates unless such excess-baggage rates are shown 
in tariff in connection with the fares.” 


and it is ‘regulation’ in this sense 


This requirement is a practical.interpretation of the 
law by the administrative body having its enforcement in 
charge, and is entitled to weight in construing the act. 

The Act of June 18, 1910 (36 Stat. 539, 546), defining, 
in section 1, the duties of carriers to make just and rea- 
sonable regulations affecting, among other things, the 
carrying of personal, sample and excess baggage, may be 
noted in passing. This statute was before the Commis- 
sion in a case involving such regulations. Regulations Re- 
stricting the Dimensions of Baggage, 26 I. C. C. Rep. 292. 
Concerning it, the Commission, by Clark, chairman, said: 

“Prior to June 18, 1910, the Act to regulate commerce 
contained no specific provision relating to the interstate 
transportation of baggage, except in connection with the 
issuance of joint interchangeable mileage tickets. The 
Commission had, however, under authority of section 6, 
required carriers to publish and file their general baggage 
regulations and their schedules of excess baggage rates. 
Section 1 was amended on the date named, the amendment, 
in so far as it is material, reading as follows: 

“Tt is hereby made the duty of all common carriers 
subject to the provisions of this act to establish, observe 
and enforce just and reasonable regulations and 
practices affecting classifications, the manner and 
method of presenting, marking, packing and delivering 
property for transportation, the facilities for transporta- 
tion, . . . the carrying of personal, sample and excess 


baggage.’ ” 

And it is to be observed that the Commission con- 
siders its requirement with reference to including baggage 
regulations in the tariff schedules, quoted above, as ade- 
quate, for the same provisions appear in its current cir- 
cular. 

We are, therefore, of the opinion that the requirement 
published concerning the amount of the liability of the 
defendant based upon additional payment where baggage 
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was declared to exceed $100 in value was determinative 
of the rate to be charged and did affect the service to be 
rendered to the passenger, as it fixed the price to be paid 
for the service rendered in the particular case, and was, 
therefore, a regulation within the meaning of the statute. 

By permitting the baggage regulations, including the 
excess valuation rate, to be filed and become part of the 
tariff schedules, the rule of the common law that the car- 
rier becomes an insurer of the safety of baggage against 
accidents not the act of God or the public enemy or the 
fault of the passenger (the rule established in this coun- 
try, 3 Hutchinson on Carriers, Sec. 1241) was not changed. 
The effect of such filing is to permit the carrier by such 
regulations to obtain commensurate compensation for the 
responsibility assumed for the safety of the passenger's 
baggage, and to require the passenger whose knowledge 
of the character and value of his baggage is peculiarly his 
own to declare its value and pay for the excess amount. 
There is no question of the reasonableness or propriety of 
making such regulations, which would be binding upon the 
passenger if brought to his knowledge in such wise as to 
make an agreement or what is tantamount thereto. This 
much is conceded by the learned counsel for the plaintiff 
in error. The liability of a carrier under the Interstate 
Commerce Act was said, in the Croninger case (p. 511), 
to be (aside from the responsibility for the default of a 
connecting carrier) “not beyond the liability imposed by 
the common law, as that body of law applicable to carriers 
has been interpreted by this court as well as many courts 
of the states.” And in that case (p. 509) it was laid down 
as the established rule of common law “as declared by this 
court in many cases that such a carrier may by a fair, 
open, just and reasonable agreement limit the amount re- 
coverable by a shipper in case of loss or damage to an 
agreed value made for the purpose of obtaining the lower 
of two or more rates of charges proportioned to the amount 
of the risk.” And see the previous cases in this court there 
cited. By the effect of the regulations, filed as required, 
giving notice of rates based upon value when the baggage 
to be transported was of a higher value than $100, and 
the delivery and acceptance of the baggage without declara- 
tion of value or notice to the carrier of such higher value, 
charges the carrier with liability to the extent of $100 only. 

The language of the regulation filed, reads: Baggage 
liability is limited to personal baggage not to exceed $100 
in value, etc., unless a greater value is declared, etc. We 
have said that this limitation does not relieve from the in- 
surer’s liability when the loss occurs otherwise than by 
negligence, and we think applies equally when negligence 
of the carrier is the cause of loss, as is found in this case. 
The effect of the filing gives the regulation as to baggage 
the force of a contract determining “Baggage liability.” In 
Hart vs. Pennsylvania R. R., 112 U. S. 331, followed in the 
later cases in this court, it was held that a recovery may 
not be had above the amount stipulated, though the loss 
results from the carrier’s negligence. “The carrier must 
respond for negligence up to that value.” The discussion 
and conclusion reached in the Croninger and Carl cases, 
supra, leave nothing to be said on this point. This rule is 
recognized in New York, Tewes vs. North German Lloyd 
S. S. Co., 186 N. Y. 151; Gardiner vs. N. Y. Central & H. 
R. R. R:, 201 N. Y. 387. 

If the charges filed were unreasonable, the only attack 
that could be made upon such regulation would be by pro- 
ceedings contesting their reasonableness before the Inter- 
state Commerce Commission. While they were in force they 
were equally binding upon the railroad company and all pas- 
sengers whose baggage was transported by carriers in in- 
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terstate commerce. This being the fact, we think the 
limitation of ability to $100 fixed the amount which the 
plaintiff could recover in this case, and there was error in 
affirming the recovery for the full value of the baggage in 
the absence of a declaration of such value and payment of 
the additional amount required to secure liability in the 
greater sum. 

We do not think the requirement of the Carmack 
Amendment, that a railway company receiving prop: 
for transportation in interstate commerce shall issue a 
receipt or bill of lading therefor, required other receipts 
than baggage checks, which it is shown were issued when 
the baggage was received in this case. When the Amend- 
ment was passed Congress well know that baggage was not 
carried upon bills of lading, and that carriers had been 
accustomed to issue checks upon receipt of baggage. We 
do not think it was intended to require a departure from 
this practice when the matter was placed under regula- 
tion by schedules filed and subject to change for unrea- 
sonableness upon application to the Commission. Such 
checks are receipts, and there is no specia] requirement in 
the statute as to their form. It is doubtless in the power 
of the Interstate Commerce Commission to make require- 
ments as to the checks or receipts to be given for baggage 
if that subject needs regulation. Act of June 18, 1910, 
Sections 1 and 15 (36 Stat. 539). 

Reversed and remanded to the Superior Court of Mas- 
sachusetts for further proceedings not inconsistent with 
this opinion. 


“<< 


THREE BILLS BY SENATOR LEWIS 





Senator Lewis of Illinois Monday introduced three 
bills of great interest in railroad circles. One would em- 
power the United States to take over and lease to pri- 
vate interests all interstate railroads, another would au- 
thorize the government to build one hundred ships in 
American waters, to be chartered to any part of the 
world as government merchant marine and be an adjunct 
to the navy in time of war, and a third would abolish 
the Interstate Commerce Commission and create a new 
commission for interstate commerce and industry of 
twenty-one members, divided into three branches. 

Senator Lewis’ commission bill, as explained by him- 
self, would create three subcommissions*of seven mem- 
bers each, “one branch to have interstate commerce and 
transportation, railways and steamships; one to have 
jurisdiction over banking and finance; the third over 
factories, interstate manufactures and intershipments 0! 
manufactured merchandise.” 

The bills have caused practically no stir in Was! 
ington, because, to carry out their provisions would mak« 
the enormous expenditures of the Civil War puny in 
comparison. Assuming that the government could get 
the railroads for the amount of bonds outstanding, the 
issue of bonds would amount to more than $12,000,000,009, 
or more than four times the amount the Civil War is 
said to have cost the general government. 

The bills are regarded as having been introduced 
the senator as a favor to the socialistic element in his 
constituency, without any expectation on his part of eve! 
urging them, except for the temporary benefit that ma 
accrue from the possibility of somebody regarding the: 
as a solution for the troubles that vex the governme! 
with regard to tolls and advanced freight rates. 
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Lackawanna Railroad Wins Case 


United States Circuit Court Dismisses the Suit Brought by 
the Government Under the Commodities Clause 
—Not Violating the Law 


The United States Court, District of New Jersey, 
dges Gray, Buffington and McPherson, in a decision 
last week dismissed the suit brought by the United States 
against the Delaware, Lackawanna & Western Railroad 
Co., and Delaware Lackawanna & Western Coal Co. The 
government alleged violation of the commodities clause 
of the Act of June 29, 1906, which forbids any railroad 
company to carry in interstate commerce “any article 
or commodity other than timber and the manufactured 
products thereof, manufactured, mined, or produced, by it 
or under its authority, or whick it may own in whole or 
in part, or in which it may have any interest direct or 
indirect, except such articles: of commodities as may be 
necessary and intended for its use in the conduct of its 
business as a common carrier.” 

The government’s contention was that the Delaware 
railroad company was violating this statute by car- 
rying anthracite coal originally produced by its own mines 
in Pennsylvania or bought from other mine owners in 
that state, the government alleging that during such car- 
riage the railroad retains some interest or ownership in the 
coal. The railroad denies that any such interest or own- 
ership exists, averring that the coal is sold in good faith 
before the carriage begins; the other defendant, the Dela- 
ware, Lackawanna & Western Coal Co., being the buyer 
under a contract. The government attacked this contract, 
declaring it to be merely a subterfuge. 

The court prefaced its discussion by stating what had 
been said and done in two previous suits where the mean- 
ing and effect of the clause under consideration were 
directly involved. 

No Facts in Dispute. 

“Turning to the record now under consideration,” the 
court said, “‘we find no facts of importance in dispute; 
the controversy is over the inferences that should prop 
erly be drawn therefrom. The relation existing between 
the two defendants is a direct result of the railroad’s 
effort to obey the decision of the Supreme Court in the 
first of the cases referred to (United States vs. Delaware 
& Hudson Co). When that decision was announced on 
May 38, 1909, the railroad company was presented with a 
serious problem.” 

How serious the problem was the court points out 
in describing the coal business of the railroad company 
which rested on the undisturbed practice of many years 
under direct state authority, the railroad company mining 
its Own coal, buying coal from others, and carrying and 
selling in widely separated markets the property thus 
mined and bought. 

“This long-established business was now to be changed, 
and changed almost immediately,” the court says. “In our 
opinion the evidence shows that the railroad intended to 
obey the law as the Supreme Court had authoritatively 
announced it, and we may say at once that an examination 
of the record affords no ground to doubt the good faith 
of all concerned in the transactions now complained of. 
No doubt existed that the railroad must disassociate it- 
self in good faith from the ownership of the coal before 


the act of transportation should begin, and must divest 
itself of every interest therein, either direct or indirect. 
Counsel were therefore consulted and a plan was adopted. 
As a business proposition it was evidently indispensable 
to find a single purchaser who should be able, financially 
and in other respects, to handie several million tons a 
year; it was obviously impracticable to dispose of such 
a quantity by sales in small lots to small dealers, or 
for small dealers to distribute afterwards to numerous con- 
sumers scattered over so wide an area. So large a quan- 
tity, needed in so many places at about the same time, 
could only be handled by someone with large capital and 
with a well-organized and capable force of agents. It was 
therefore decided that a New Jersey corporation should be 
organized with a capital sufficiently large, and that this 
corporation should take over the trained and experienced 
clerks and agents connected with the coal-sales department 
of the railroad’s business. 


Relations Friendly. 


“It was recognized as desirable that the relations be- 
tween the railroad as the seller, and the proposed coal 
company as the buyer, should be friendly, and in the 
first instance the stock in the coal company was offered 
only to the shareholders of the railroad company. They 
were expected to accept the offer, and this expectation 
was realized. * * * 

“The capital subscribed and paid in before August 2, 
1909 was nearly $6,600,000, but the railroad company did 
not subscribe or pay for a single share, and had no in- 
terest therein, direct or indirect. The capital was all 
subscribed and paid for by individuals; but, as these in- 
dividuals were also stockholders of the railroad company, 
the government contends (almost solely for this reason) 
that the two corporations are in effect identical and can- 
not be regarded as distinct. If this ground be not well 
taken, scarcely anything is left of the government’s case 
—certainly nothing that would support a decree. But, if 
the contention be sound, the case is made out, and ac- 
cordingly the point is much insisted on in the brief, where 
numerous cases are cited and discussed. We do not think 
it necessary to take them up in detail. Some of them dif- 
fer essentially from the case at bar in the fact that they 
disclose fraud or bad faih as an element, whereas here 
nothing of the kind exists. But we need not discuss these 
or any other authorities, because the Supreme Court has 
already declared distinctly the rule for these particular 
cases, and has determined that a railroad itself might 
lawfully hold stock in a manufacturing, mining, producing, 
or owning corporation, upon the single condition that the 
latter be a bona fide organization. * * * 

No Offense Committed. 

“We may therefore assert with confidence that since 
a railroad itself may own stock in the producing or own- 
ing corporation without offending against the statute, no 
offense is committed although individual subscribers to 
such stock may also be stockholders in the railroad. No 
act of Congress or judicial decision has declared it to be 
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illegal for an individual citizen to invest his money in 
two enterprises, merely because the enterprises may be 
closely connected. * * #* 

“Let us see therefore what has been actually done 
by the two defendants. The railroad owns no stock, and 
has no legal or equitable interest, in the coal company. 
As far as the evidence discloses, it has taken little, if 
any, corporate action except to authorize the contract 
hereafter quoted. But we may fairly infer, although there 
is not much positive evidence on the subject, that the 
plan carried out was initiated and finally agreed upon by 
some at least—probably by all, or by a majority—of a 
comparatively small group of thirty-five persons who own 
a controlling interest in the railroad’s stock. They (or 
nearly all of them, twenty-eight or twenty-nine being the 
number) also own a majority of the coal company’s stock, 
and we take it for granted that they actually control both 
companies. Being majority stockholders, they have a 
lawful right to exercise the power of control, provided they 
exercise it for lawful objects. We assume also that sev- 
eral other facts upon which the government lays especial 
stress are due to the will of this controlling group, namely: 
the facts that the vice-president of the railroad company, 
who was the former head of its coal department, became 
the president of the coal company; that a former sales- 
agent of the railroad company transferred his services to 
the coal company and has been (and is now) its vice- 
president and general sales-agent; that the president of 
the railroad company is a member of the coal company’s 
board of directors, and that three other members 
sons of directors on the board of the railroad. 


are 


Facts Not Sufficient. 


“As far as these facts go, they are pertinent to the 
government’s contention, and are legitimately used in 
the effort to prove that the two corporations are identi- 
eal. But of themselves they are not sufficient; no effort 
has been made to show, and we do not understand the 
government to suggest, that the sons (who own no stock 
in the railroad company) have been unfaithful to their 
trust and have betrayed the interests of the coal company 
which they help to direct; there was no serious effort 
to show that any of the present or former officials of the 
railroad company that are now, or have been, in the coal 
company’s service, have used their power or influence 
improperly. And—what is more to the point in the present 
inquiry—nothing was offered in denial of what the evi- 
dence shows to be a fact, namely, that the coal company 
has never been favored over other shippers of coal by 
discrimination in rates or in practices, or in facilities 
or quality of service. As the Supreme Court has recently 
pointed out in Railroad Company vs. United States, 231 
U. S. 363, where the object of the Commodities Clause 
was considered, the evil at which the clause was aimed 
was the danger that a carrier, if he were also the owner 
of the goods transported, would favor himself unduly.” 


Their Business Relations. 


The court found that since August 2, 1909, when the 
contract was made, the general course of events could be 
condensed from the testimony of the principal witness 
in the case as to how the railroad company and the coal 
business conducted their business relations, and then 
says: 

“We are asked to hold that the facts thus set forth do 
not establish the good faith of the railroad, and therefore 
to decree that the company’s interest in the coal trans- 
ported continues to exist, in spite of the contract of August 
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2, 1909, and of the whole course of conduct hereinbe ore 


detailed. The government prays that we enjoin the de. 
fendant from ‘shipping, transporting, or causing to be 
transported, any anthracite coal, the product of mines 
owned by defendant railroad company, or purchased }. it 
from others, and sold, transferred or delivered to defendant 
coal company, in pursuance of the above-described ag:ece. 
ment or arrangement existing between them, or any sim 
ilar one.’ Manifestly, a decree that goes so far and would 
destroy so much should rest upon well-established facts 
and these in our opinion have not been proved; the 
evidence is too slender to justify us in drawing the in 
ferences urged by the government. On the contrary, be- 
lieving that we have fairly stated the uncontroverted facts 
we shall only add that they appear to lead to these con 
clusions—that the transactions between the two < 

panies began and have been carried on in good faith, in 
obedience to the decisions of the Supreme Court and in 
reliance thereon; that the distinction between the two 
corporations has not been obliterated; that their affairs 
have not been so commingled as by necessary effect to 
make their affairs indistimguishable; and that the two 
are not one for all purposes, but are two distinct and sep 
arate legal beings, actually engaged in separate and dis 
tinct operations. It follows that the railroad does not own 
the coal in question, either in whole or in part, during its 
carriage, but has in good faith disassociated itself there 
from before the beginning of the act of transportation. 


Government’s Contention. 


“But the government contends further that the rail 
road company retains a direct or indirect interest in the 
larger sizes of the coal while it is being transported, 
cause the contract contained a provision relating to the 
price to be paid for these sizes. Coal larger than pea is 
called ‘prepared’ coal, and for this size the third para 
graph of the contract provides that the coal company 
shall pay ‘sixty-five (65) per cent of the general average 
free on board prices of said sizes received at tide 
points at or near New York between Perth Amboy and 
Edgewater.’ 

“The same paragraph makes somewhat similar pro 
visions for ascertaining the prices to be paid for th: 
smaller sizes; these are also to be paid for on the basis 
of certain percentages of the general average free on 
board prices at tide. It is not contended, however, that 
the railroad retains any interest in these smaller sizes 
the argument is restricted to ‘prepared’ coal, or sizes 
larger than pea. It is urged that the railroad will be th 
gainer by a high price at tide, since this will necessaril 
increase the price at the mines; and therefore, that thi 
interest in the price is such an interest in the coal itse 
as is condemned by the statute. Undoubtedly it is co: 
rect to say that the railroad has an interest in the pric: 
but it should be understood that ‘interest’ merely meal 
that the railroad will gain by a higher price at tide, ani 
does not mean that the railroad has power to control th 
coal or the price for which it sells. It might also 
argued—and indeed, the suggestion is glanced at in tl 
government’s brief—that the price at tide is also affecte 
by the rate of freight, and therefore that the railroa 
retains an interest in the coal because it can increase tl 
tidewater price by increasing the rate of freight. 


Sound Only in Theory. 


In theory this argument may be sound, but as 
practical consideration it is not entitled to- weight, becaus: 
the railroad cannot increase the rate of freight at pleasur« 
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must accept whatever rate is established by the Inter- 
e Commerce Commission. And the other argument, 
ile equally good in theory, is equally ineffective as a 
tical consideration, because the railroad company does 
control the price at tide, and cannot increase that 

e. however much it may desire to do so. The rail- 

d company does not fix prices; it does not decide how 

, coal is to go to New York Harbor; and it does not de- 

ine the sum for which the coal is to be sold at that point. 
average price at tide had its origin a good many 

rs ago, when the coal-carrying roads had contracted 
numerous mine-owners to buy their coal at certain 
ercentages of the average selling price at the harbor. 
In order to determine what that price was, records were 
kept by a bureau organized for that purpose, showing 
the quantities sold and the prices. This was the situation 
in 1902, when the notable strike in the anthracite region 
ok place, and one of the terms of the award that settled 
struggle was a sliding scale of wages to be de- 
termined by reference to the selling prices reported by 
the bureau. These prices have been so reported ever 
since, in accordance with the order of the Strike Com- 
mission, and wages have been computed by reference 


hereto 
A Convenient Basis. 


“This price at tide afforded the present defendants a 
convenient basis for calculation. It has certain obvious 
advantages: the market in New York harbor is very large, 
probably the largest single market available; it is served 
by all the principal coal companies; and the general av- 
erage of prices obtained there may fairly be regarded as 
an accurate measure of value at that point. But the pur- 
pose of the third paragraph of the contract was to value 
the coal at the breakers, and the New York price merely 
afforded a starting point for the computation. The con- 
tract declares this purpose distinctly. 

“We think it clear that the railroad retains nothing 
more after the title passes to the coal company at the 
mines than an interest in the price and that this is not 
the same thing as an interest in the coal. But the Com- 
modities Clause is dealing with an ‘interest’ direct or in- 
direct’ in the commodities themselves, and this must 
mean some kind or degree of ownership or interest in 
the thing transported, or some power to deal with it or to 
control it. We think we have already shown that the 
railroad company neither owns nor controls the coal after 

has been loaded on cars at the breakers. Thereafter 
the coal company is the owner and the master, and fixes 
prices, routes, and destinations, at its own will. The rail- 
road company has parted with its title so completely 
that it would suffer no loss if thousands of tons should 
be burned or otherwise lost in transit. No doubt the 
railroad will be advantaged whenever the price at tide 
is high, but the railroad does not increase that price or 
compel the coal company to increase it. 


Further Consideration Superfiuous. 


“But it seems superfluous to consider the government’s 
irgument further, in view of what was said by the Su- 
reme Court in the Delaware & Hudson case about the 
neaning of this very phrase—‘in which (the railroad) may 
lave any interest, direct or indirect.’ 

“If we remember that this language was used about a 
ituation arising where a railroad itself owned stock 
even in a controlling amount) in the producing or owning 
orporation, and where the railroad would therefore 
profit directly by the price received for the commodity 
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transported. it hardly seems worth while to argue at any 
length, that, where the railroad does not own a single 
share of such stock, it does not have an ‘interest, di- 
rect or indirect,’ in the particular commodity thus pro- 
duced or owned. In such a state of affairs—if we under- 
stand correctly what the Supreme Court has said—the 
interest of the carrier ceases when the commodity is sold 
and delivered bona fide to a distinct and separate corpor- 
ation, and no interest remains, either direct or indirect, 
merely because the price has not yet been precisely as- 
certained. 

“The bill of complaint also makes a formal charge 
against both defendants under the Anti-Trust Act, but 
the oral argument left us under the impression that this 
charge was not much insisted on. We believed then, and 
have believed since, that, while the government earnestly 
desired to obtain a decision concerning the application of 
the Commodities Clause to the facts of this case ,the anti- 
trust branch of the complaint was regarded as compara- 
atively unimportant. For this reason, therefore, we shall 
not undertake for the present what we think would be 
the needless task of discussing the evidence bearing upon 
the charge of restraining or monopolizing commerce. If 
we are mistaken in this supposition, however, the error 
can easily be corrected. 

“A decree may be entered dismissing the bill; but, 
as the situation may change in the future and the change 
may afford the government ground to assert that the 
affairs of the two corporations have become unlawfully 
identified, so as to violate the Commodities Clause, the 
dismissal will be without prejudice to the government’s 
right to begin a second proceeding whenever it may be 
so advised.” 
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Editor, Henry A. Palmer, 418 So. Market street, Chi- 
cago, Ill. 

Business manager, E. C. Van Arsdel, 418 So. Market 
street, Chicago, III. 

Publisher, The Traffic Service Bureau, 418 So. Market 
street, Chicago, III. 

Owners: 

E. F. Hamm, 418 So. Market street, Chicago, II. 

W. C. Tyler, 418 So. Market street, Chicago, III. 

C. Conradis, Washington, D. C. 

W. Eastman, 418 So. Market street, Chicago, III. 

B. J. Hamm, Washington, D. C. 

C. J. Fellows, Cleveland, Ohio. 

Known bondholders, mortgagees and other security 
holders, holding 1 per cent or more of total amount of 
bonds, mortgages, or other securities, none. 

(Signed) THE TRAFFIC SERVICE BUREAU. 
By E. F. Hamm, Prest. 

Sworn to and subscribed before me this twenty-eighth 
day of March, 1914. 

E. C. VAN ARSDEL, 
Notary Public. 


MICHIGAN RATE INCREASE 
The Michigan railway commission has set April 21 
as the date for a hearing in the state senate chamber 
to determine the reasonableness of an increase in class 
and commodity freight rates of 5 per cent on intrastate 
business in Michigan, asked for by Michigan railroads. 
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Senator Cummins 


Vol. XIII, 


on Rate Advance 


Iowa Statesman Addresses the Senate Combats Alleged Organized 
Campaign to Discredit Government Regulation of Railways 


Senator Cummins of lowa addressed the Senate this 
week on the proposed advance in freight rates, in an ef- 
fort, combat what he asserted to be a per- 
sistent campaign to make the people believe that the at- 
tempt of the government to regulate the railways has re- 
sulted in disastrous failure, and that the government in its 
endeavor to protect the people has impoverished the trans- 
portation companies. The campaign, he had filled 
the newspapers and magazines with editorials and articles 
painting pictures of empty railroad He read 
into the record some of these articles and said he could 
cite a thousand more instances. He said he did not claim 
tat the campaign was being carried on to influence the 
interstate Commerce Commission, but he did assert that 
the effort was to pervert and mislead the judgment of 
the people by awakening sympathy under false pretenses. 

His purpose, he said, was to bring forward some facts 
that had hitherto been overlooked or suppressed. He 
said it was incorrect for any man to that there was 
hostility in the hearts of the people toward the railroads, 
for everybody desired that the railroads should be well 
constructed, equipped and operated, and these things could 
not be accomplished unless the compensation for service 
rendered was sufficient for maintenance and operation and 
investment. 


A Difficult Task. 


He said he recognized that the task the government 
had undertaken of regulating railways was difficult, and 
at times some injustice was done to the roads. There 
ought, however, he said, be an end of the clamor that 
the people are intent upon inflicting an injury upon an 
instrumentality vital to their own welfare. The demagogue 
who attempts to enhance his popularity by indiscriminate 
attacks upon railroads is no more to be condemned, he 
said, than the speaker or writer who weaves into his. story 
the assumption that the government is purposely endeavor- 
ing to destroy these highways of commerce. He said he 
had no doubt that some rates ought to be increased and 
that some ought to be decreased, but this, he said, was a 
problem for the Commission with which he had nothing 
to do. 

He reminded the Senate that the rates now prevailing 
were substantially all made by the railroads themselves. 
He estimated that more than 95 per cent of the freight rev- 
enues of the railroads are derived from interstate freight 
rates made and published without any interference by 
the government. If they are insufficient as a whole, he 
said, the fault lies, in the first instance, with the traffic 
bureaus of the transportation companies. 

As another preliminary proposition, he asserted that 
it would be admitted by everyone that the physical con- 
dition of the railroads is better now than ever before in 
their history, and that hence the railroad property de- 
voted to public service is more valuable now than ever be- 
fore. The talk about the railroads passing into decay and 
becoming unsafe he characterized as rank nonsense. 


he said, to 
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treasuries. 
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A Severe Depression. 
It. is beyond doubt, he said, that the railroads are now 
experiencing a severe depression, and that the volume of 
traffic is greatly diminished as compared with that of two 


or three years ago. He did not inquire as to the c 

for this situation, but he said that for some reason pe 
are not buying as much as they did, manufacturers 
not producing as much as they did, and consequently 

is not as much to haul from one part of the country to an- 
There is probably more railroad equipment idle now 
because it cannot be put to use than was ever idle before, 
he said, and this condition, he thought, might account in 
part for the dismissal of railroad employes whose services 
are no longer required. In this partial suspension of activ- 
ity the railroads suffer, he said, just as all other industries 
suffer, the misfortune that had fallen upon the whole coun- 
try must be borne with patience. It cannot, however, be 
said, he claimed that railroad rates must shift with these 
passing fluctuations in trade, for that would be the equiva 
lent of insisting that while the farmer and manufacturer 
and merchant must have their lean years and their fat 
years, the railroads must be guaranteed that their capital 
shall at all times receive the maximum reward. 


other. 


A Reasonable Rate. 


He said the first question to be settled was: What is a 
reasonable rate of return upon invested capital? Backing 
his argument with a mass of statistics, the authority for 
which he quoted, he said that in the years from 1890 to 
1909, that capital was willing to accept investments in 
government bonds for a return of from 2.52 in this coun 
try to 3.34 in Germany. The interest yielded an invest 
ment in railroad bonds in 1890 he found to range from 3.88 
per cent to 5.24 per cent, and in 1909 the rate actually 
yielded from 3.87 per cent to 4.14 per cent. These rates 
he explained, were not the rates borne by the bonds at 
par, but the rates actually returned upon the investments 
The conclusion he drew was that during these 20 years 
the public was willing to put its money into these bonds 
and receive as a reward on the capital an annual return 
as indicated. 

He then presented a 
the U. S. Census, Department of Commerce and 
showing the outcome of investments in certain 
stocks, selecting those properties which lie in the eastern 
district the average yield to the investor, including net 
earnings not distributed, was 5.268 per cent. The stock 
yielded an average of 4.686 per cent, and the bonds 4.28! 
per cent in dividends and interest actually paid out 


table taken from a bulletin of 
Labor 
railway 


Fair Return on Investment, 


He presented these facts, he said, to show the com 
posite public judgment respecting a fair return upon iD 


} 


vestments in railway properties and to give a basis for in 
quiry into the amount of net revenue necessary in orde! 
to sustain the financial credit of railway companies among 
those who have money to invest and to help answer tlie 
question: Are the revenues from existing rates adequate 
to maintain the credit of capital obligations in the mar 
kets of the country? He was not considering, he said 
the adequacy or inadequacy of the existing revenues 
make returns upon a fair valuation of the railway prope! 
recognizing that under the decisions of the courts a | 
ticular rate is to be tested by this standard. We sl 
not know what the fair value of the railway property 
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e said, until the Interstate Commerce Commission con- 
cludes its valuation work. 

We ought next, he said, to ascertain the amount and 
haracter of the outstanding railroad securities in the hands 
f investors. From the report of the Interstate Com- 
nerce Commission for 1911 he showed that after deduct- 
ng duplicated and intercorporate holdings the aggregate 
t par of all the bonds and stocks of the railway companies 

vas $15,008,707,570, of which $9,164,460,201 consists of bonds 
ind $5,844,247,369 of stocks. For the purpose he had in 
view, he said, he took the capitalization as it is, not as a 
basis of rate making, for, he said, it has been repeatedly 
declared that it is not the foundation upon which rates are 
to be constructed, but to determine whether the tendency 
of railroad revenues leads to the conclusion that they will 
cive these securities the proper standing in the markets. 

Since 1911, he said, he believed it safe to say that the 

added bonds and short-time notes do not exceed $500,000,- 
000, and that the added stock is not more than $400,000- 
000. “If, then,” he continued, “the funded obligations or 
bonds of the railway companies aggregate substantially 
$9,600,000,000, and if, as we have seen, the average rate 
of interest is under rather than over 4 per cent, the sum 
annually required to pay the interest upon railway debt is 
$384,000,000, and the sum required to pay a 5 per cent 
dividend upon the whole of the capitalization is $310,000,- 
000, a total of $694,000,000. It will not be forgotten that I 
have already shown conclusively that under normal condi- 
tions investors are glad to put their money in railway bonds 
yielding substantially 4 per cent interest, and in railway 
stocks paying 5 per cent dividends.” 


Tendency of Revenues. 


He now came to an examination of the past and pres- 
ent revenues of the railroads and the task, he said, of 
tracing the tendency which these revenues disclose. He 
had a table showing the total revenue, the total expense, 
including taxes, and the net revenue. of al] the railroads in 
the United States, beginning with 1890, and ending with 
1913. It was divided into periods of five years, with the 
exception of the last four years, and exhibited the average 
of each of these items for each of the periods, and stated 
the percentage of increase in net revenue over the first 
year 1890. The net revenue of all the railroads in 1890 was 
$328,576,192, and in 1913 was $814,331,842, a net increase of 
147.80 per cent over 1890, a larger increase than for any 
other year in the twenty-four, save one—1910. 

The average net revenue for the first period was 2.06 
per cent over 1890; for the second, 7.69 per cent; for 
the third, 64.36 per cent; for the fourth, 111.29 per cent; 
for 1910 it was 150.85 per cent; for 1911 it was 133.25 per 
cent; for 1912 it was 124.48 per cent, and for 1913, 147.80 
per cent. He was now, he said, merely dealing with the 
specific net revenue for 1913. In order to discharge the 
full obligation for interest on bonds, he said, the com- 
panies pay, substantially, $384,000,000. Deducting this 
amount from the total net revenue, he found $430,000,000 
applicable for dividends. This means, he said, that the 
railway companies have earned enough to pay 7 per cent 
upon al] their capital stock. 

“The most remarkable thing about the table to which 
I have referred,” he said, “is the tendency which it estab- 
lishes, namely, a strong, undeniable upward direction in 
net revenues. The net revenue last year was, in round 
numbers, $120,000,000 more than the average for the 
five-year period ending with 1909. It was $270,000,000 more 
than for the five-year period closing with 1904. It was 
$460,000,000 more than for the five-year period ending with 
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1899, and was $475,000,000 more than for the five-year period 
terminating with the year 1894. It is almost unbelievable 
that, in the face of these facts, intelligent men will con- 
tinue to denounce the attitude of the government toward 
the railroads as hostile or unjust.” 

A similar table confined to railroads in the eastern 
district showed, he said, no substantial difference between 
the showing for these railroads and all the railroads. The 
net revenue of the eastern railroads in 1890 was $157,- 
839,710. In 1913 it was $336,786,747, an increase of 113.37 
per cent over the year 1890. The net revenue for last 
year upon these roads, he said, was greater than for any 
year in their history save one, 1910, and it fell short of 
that extraordinary year less than $600,000. 


Larger Net Earnings. 


As another example of what he called the unvarying 
tendency of the net revenue to increase, he called atten- 
tion to two units of transportation used by statisticians and 
the Interstate Commerce Commission, the train-mile and 
the mile of road. From these he suggested that in 1890 
the net earnings of all the railroads per mile of line were 
$2,300, while in 1913 they were $4,233, a larger net earning 
than in any year since fire was kindled in a locomotive 
engine. 

The proof offered respecting net earnings, he said, 
would seem to leave little doubt of their sufficiency to 
pay full interest upon the bonded debt and a generous 
dividend upon the stock, and he next took up what he 
called the misunderstanding that, granting the adequacy 
of the net earnings as shown in the railway reports, these 
net earnings have been secured by a false economy in 
the expenditures for maintenance of both ways and struc- 
tures and equipment; that the railroads ‘in their anxiety 
to preserve their net revenues have cut down their allow- 
ances for maintenance, and thus impaired the safety and 
efficiency of the railroad property. This claim, he said, was 
without the least foundation. The truth of the matter, he 
said, appeared in a table which shows the expenditures 
of all the railroads in the United States for maintenance 
of ways and structure and for equipment for 24 years. Be- 
ginning with 1890, it shows the expenditures per mile of 
track. 

By this table he showed that in 1890 the amount ex- 
pended for the maintenance of ways and structures was 
$152,710,887, or $976.44 per mile; in 1913 the amount was 
$407,171,756, or $1,836.19 per mile. For the maintenance 
of equipment the expenditure in 1890 was $114,038,756, or 
$729.13 per mile; in 1913 the expenditure for the same 
purpose was $501,671,011, or $2,262.34 per mile. The total 
expenditure per mile for these purposes in 1890 was 
$1,705.57, and, in 1913, $4,098.53, an increase over 1890 
of 140.51 per cent. 

The expenditure per mile for maintenance in 1913, he 
said, was greater than any other year in the history of rail- 
roads. It was $495 per mile more than in 1912, $872 more 
than in 1911, $853 more than in 1910, $1,242 more than in 
1909, $1,609 more than in 1904, $2,332 more than in 1899, 
and $2,438 more than in 1894. 

This, he said, proves conclusively the statement that 
the railroads are in better condition physically than they 
have ever been before. He had a similar table with respect 
to the railroads in the eastern district and for three repre- 
sentative railroads in the eastern district. 

He did not take up what he called the probable tend- 
ency of the railway companies to charge in their main- 
tenance accounts many expenditures that might well be 
included in their construction or capital account, but he 
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said he believed it to be true that if the accounts were kept 
in strict accordance with the spirit of the rules that the 
net revenues would be much more than they now appear 
to be. 

He said the inquiry would not be complete without a 
reference to the actual standing of railroad securities in the 
markets or exchanges of the country and the institution of 
a comparison between the market values of railway stocks 
issued by industrial enterprises. 

His tables, he said, proved that railroad stocks from 
1896 to 1914 have not only been higher, but steadier, than 
the industrial stocks, or any other securities. 


COMMISSION’S ANNOUNCEMENT 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

The announcement of the Commission with regard to 

the advanced rate case, made just at the close of busi- 

ness hours Monday, is not as clear and significant as rum- 

ors. With regard to it led the public to expect. In only one 

part does it bear out the reports. That is, that, for the 

time being, the inquiry as to the so-called special services 
is suspended. 

“That the argument will embrace all the questions pre- 

sented on the record” is somewhat jarring to those who had 


concluded, from the temporary sidetracking of the so- 
called free or special service part of the case, that there 
would be no discussion of the spotting, warehousing, stor- 
age, trap car, ferry and lighterage services phases of the 


case. 

Attorneys must be prepared to discuss the special or 
so-called free services part of the inquiry as well as the 
questions as to whether the proposed rates will be unrea- 
sonable, and as to whether the revenues of the carriers are 
sufficient. 

The announcement means that Mr. Brandeis will be 
able, if he elects, to discuss the case from the point of 
view of a man who holds that if the so-called free services 
were cut out, there would be no necessity for increased 
rates. The announcement was as follows: 

“Pursuant to the announcement heretofore made, the 
Interstate Commerce Commission will hear arguments in 
these cases (No. 5860 and I. and S. No. 333), on April 27, 
1914, by which time also all briefs touching the issues in- 
volved must be filed. The argument will embrace all the 
questions presented on the record. That part of the rec- 
ord that deals with the financial condition and require- 
ments of the carriers and with the rate schedules under 
suspension in the proceeding is now closed except as to 
such exhibits as have been requested of record and except 
as to the replies from the carriers to the questions touch- 
ing their financial condition and requirements submitted 
by the Commission in its circular letter of December 20, 
1913. It will be understood, however, that the record will 
not be closed as to the related matters involved in the 
inquiry instituted by the Commission until the replies of the 
carriers on those questions, submitted by the Commission 
in its circular letters of December 20, 1913, and 
February 26, 1914, have been filed, the investiga- 
tions by the Commission in connection therewith, now ap- 
proaching completion, have been placed of record, and 
until the hearings, now in contemplation, upon these last- 
mentioned matters, have been had.” 
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DOCKET OF MEETING 


Program of National Industrial Traffic League 
at Cleveland, April 23-24 


Report of President. 
Report of Committee on Car Demurrage and Storage. 
(a) Storage Rules. 
(b) Computing Time, Rule No. 3, and Notificati 
Rule No. 4, Code of Demurrage Rules. 
(c) Proposed Cancellation of the Average Agreem: 
Rule, 
(d) Demurrage rules as applied to delivery of cars for 
industries located on switch lines. 
(e) Refused and unclaimed freight. 
Report of Freight Claims Committee. 
(a) Expense Bills, Form of, Etc. 
(b) Claims. 
(c) Proper Packing, Marking and Billing. 
Report of Bill of Lading Committee. 
(a) Domestic Bills of Lading. 
(b) Export Bills of Lading. 
(c) Ocean Bills of Lading. 
Report of Classification Committee. 
(a) General Report. 
(b) Official Classification. 
(c) Western Classification. 
(d) Southern Classification. 
Report of Tariffs Committee. 
(a) Uniform Symbols in Tariffs and Classifications 
(b) Correct Names of Concurring Carriers in Tariffs 
and Classifications. 
(c) Tariff Distribution. 
(d) Recommendations as to Simplification of Tariff 
Report of Advisory Committee on Proposed Charge for 
Spotting of Cars, etc. 
Report of Committee on Transportation Instrumentalities 
Report of Special Committee on Weighing. 
Report of Special Committee on Uniform Classification 
Report of Special Committee on Needed National Legisla 
tion. 
Report of Legislative Committee. 
(a) Federal Legislation as to Bills of Lading. 
(b) Pending Legislation Before Congress. 
(c) Proposed Elimination of Paragraph 4, Section 15 


Act to Regulate Commerce, Limitation of Power 


to Establish Through Route. 

Double Payment of Freight Charges in Cases Wher 
Charges are Prepaid. 

Parcel Post. 

Summer Meeting of League. Invitation to Meet at Bos 
ton, Mass. 

Official Classification Rule No. 33 as to Advancement of 
Charges. 

Report of Special Committee on Legible Shipping Ticket: 
Bills of Lading and Expense Bills. 

Report of Special Committee on Four-Month Limitatior 
in Bills of Lading for Filing Claims. 

Report of Membership Committee. 

Report of Organization Committee. 

Report ef Secretary-Treasurer. 

Report of Finance and Auditing Committee. 


GRAIN LOADING CHARGE. 
Formal demand upon the Pennsylvania Railroad for 
a direct loading charge of % cent a bushel on grain 
to be handled through the new Girard Point elevator 
at Philadelphia has been made by the Commercial Ex 
change. The charge is now % cent. 
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NEW HAVEN INQUIRY 


indictments Voted Against Billard Co. Witnesses 
Who Refused to Answer 


THE TRAFFIO SERVICE NEWS BUREAU, 

Colorado building, Washington, D. C. 

Indictments were voted Thursday by the Federal grand 

ry, it is understod, against the four witnesses who 

fused to testify before the Interstate Commerce Com- 

ission concerning the relations of the Billard Company 

ith the New Haven Railroad system. The indictments 

robably will not be returned for several days, pending 

final word from the recalcitrant witnesses as to whether 
1ey desire to change their attitude. 

The men whose names are before the jury are Harry 
V. Whipple, president of the Merchants’ National Bank 
of New Haven: Samuel Hemingway, president of the 
Second National Bank of New Haven; Edward I. Field 
and Samuel Morehouse, all of New Haven. 

All are supposed to have official connection with the 
Rillard Company, through which, it has been alleged, 
millions of dollars’ worth of New Haven securities have 
been illegally diverted. 

Henry Stoddard, counsel for Whipple and Field, Thurs- 
day notified Chief Counsel Joseph W. Folk of the Com- 
mission that his clients, under protest, would testify 
rather than undergo the stigma of an indictment and 
riminal prosecution. 

Homer S. Cummings, counsel for Samuel Hemingway 
and Samuel Morehouse, through telegrams to Mr. Folk 
Thursday, sought further delay in the criminal proceed- 
ings. He was notified that his clients must submit their 
testimony to the Commission without further conditions. 





Refuse to Aanswer 

It seemed when the inquiry opened that if the Com- 
mission was to get anything from the officers of the 
Billard company as to its transaction with the New 
Haven Railroad during the latter’s acquisition of the 
Boston & Maine, it would have to get a decree from 
the United States Supreme Court to the effect that, in 
obedience to the Norris Senate resolution directing the 
Commission to find out where the New Haven’s money 
went, the Commission has the power to compel a com- 
pany, not a common carrier by rail, to produce its 
books for examination by the Commission. The Com- 
mission began the investigation directed by the Norris 
resolution on Friday, April 10, but Samuel Hemingway, 
resident of the Billard company, and H. V. Whipple, once 
treasurer of it, on advice of counsel, refused to answer 
questions. 

Their lawyers are Homer S. Cummins, Democratic 
national committeeman from Connecticut, for Heming- 
way, and Henry Stoddard for Whipple, S. C. Moore- 
house and Edwin E. Field, all officers of the Billard 
company, the corporation through which the New Ha- 
ven and its subsidiaries transacted the business 1lo0k- 
ing to the consolidation of the transportation interests 
of New England. 

The question presented is whether the jurisdiction of 
the Commission, under a Senate resolution, extends to 
the point of compelling a holding or other corporation, 
not a common carrier to produce its books in an inves- 
tigation of the financial operations of the common-carrier 
companies. 

Former demand for the books was made by the 
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Commission’s attorneys, who, in this investigation, are 
Chief Counsel Folk, Phillip J. Daugherty and Karl H. 
Gartner. 

Messrs. Hemingway and Whipple, after admitting 
that they had been officers of the Billard company, 
declined to alswer any questions concerning the com- 
pany or its operations. Mr. Cummins made a state- 
ment that they refused on the advice of himself and 
other counsel. Mr. Folk asked him to say what other 
counsel participated in the giving of the advice. Mr. 
Cummins declined to be cross-examined, saying that 
he was acting as attorney and not witness. 


Treasurer May Answers. 


A. S. May, treasurer for the New York, New Haven 
& Hartford, was the only witness who would answer any 
questions. As an officer for a common carrier company 
he is compelled to answer. But his testimony was all 
merely as to the entries made by him in obedience to the 
resolutions of either the railroad company or the New 
England Navigation Co., of which he was also treasurer. 

Walker D. Hines, who appeared as counsel for the 
New Haven, said that company has had its books and 
accounts examined by public accountants and will produce 
the results thereof if the Commission desires the informa- 
tion as to the transactions it had with the Billard company. 

John W. H. Crim appeared as personal counsel for 
Charles S.-Mellen, former president of the New Haven, 
who borrowed more than $300,000 from the New Haven, 
pledging stock of the navigation company for its return. 
Messrs. Daugherty, Gartner and Folk made aggressive ex- 
amination of Mr. May, their questions tending to convey the 
impression that while he was treasurer of the company, 
the inference to be drawn from his testimony is that he 
knows nothing of the value of the securities of the Billard 
company, which, he admitted, were kept in the vaults 
of the railroad company, that he knew nothing of the 
business of that company except such as it transacted 
with the railroad company. 

Mr. Daugherty objected to Mr. Cummins asking ques- 
tions as to whether he meant to say that the Billard 
company had no business other than that which it trans- 
acted with the New Haven. Commissioner McChord over- 
ruled him, saying that counsel for the witness had a 
right to ask such questions. Mr. Daugherty contended 
that inasmuch as “they,” meaning counsel and witnesses 
for the railroad and its allied companies, had the facts, 
such examination was not seemly. 


Legal Question Presented. 


The Commission’s inquiry to find out what became 
of the New Haven’s money presents the legal question 
as to how far the Commission can go in its investigation 
of the affairs of a common carrier in making men and 
corporations, not common carriers, disclose their dealings 
with such carriers. The refusal of the witnesses sum- 
moned before Commissioner McChord went only as to 
the affairs of the Billard company. They declined to 
tell what that company had done. 

In the inquiry into the operations of E. H. Harri- 
man, the Commission had to stop when the inquiry 
came to the point where the facts_required were within 
the keeping of Harriman the man, not Harriman the 
railroad official The New Haven inquiry, temporarily, 
has been halted at the doors of the Billard company. 
Whether the distinction between a natural and an arti- 
ficial person will cause the courts to make decisions 
enabling the Commission to go farther with its inquiry 
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than it has, is a point on which the lawyers will take 
sides. 

The inquiry was adjourned a few hours after it 
was begun to April 29, by which time, it was said, there 
was a hope that Chief Counsel Folk would be able to pro- 
cure a court order directing the witnesses to answer in 
accordance with the ruling of Commissioner McChord. 


Billard Co Had Keys. 


J. W. Bowman, assistant treasurer of the New Haven, 
admitted that he had given duplicate keys to the outside 
doors of the New Haven’s vaults to S. C. Morehouse, 
director of the Billard company. He further admitted that 
Morehouse, about March 1, 1914, took from those vaults 
packages of securities, which he did not check. Nobody 
else checked, he said, so far as he knew. 

Edward E. Field, an ex-president of the Billard 
company, would not even answer questions as to whether 
there is or ever was such a company. He refused to 
produce books. Upon that refusal Commissioner Mc- 
Chord specifically ruled that he must produce the books. 
That was done so as to make a_ record upon which 
litigation may be based. 

S. C. Morehouse said he was attorney for the Billard 
company and admitted that he had taken $10,400,000 
worth of New Haven Debenture and Securities Co. se- 
curities from the vaults. He admitted the jurisdiction 
of the Commission as to the New Haven, the common 
carrier, but denied it as to Billard company. He said 
he did not know of any contract with the New Haven 
or the New England Navigation Co., the common carriers 
over which the Commission has jurisdiction. 

None of the New Haven witnesses denied any of the 
reports as to the transactions between former President 
Mellen and the New Haven, the treasurer and the assist- 
ant treasurer saying time and again that the transactions 
were shown in their books, as set forth in the New 
Haven report made by Judge Prouty. 

The only dispute was as to whether the Commission, 
acting under the Senate resolution, can compel the men 
who were officers or stockholders of the Billard company 
to make explanations of those transactions to supplement 
the statements of the railroad officials. 


Two Witnesses Ill. 


Treasurer May said he made the entries on orders 
from H. M. Kochersperger, while he was financial vice- 
president of the New Haven. He also acted on the di- 
rection of General Counsel Robbins. Kochersperger and 
Robbins are ill and doctors’ certificates were presented 
in behalf as explanations of their failure to respond to 
subpeenas. The firm’s vice-president is described as being 
in a state of nervous breakdown. His wife has recently 
been operated upon and at the time of the hearing he 
was at her bedside. Robbins is ill, but is expected to 
be able to attend the next hearing. 


In view of the inability of investigators to get any- 
thing from any of the witnesses concerning the Billard 
company, Commissioner McChord decided that it would 
not be worth while to place former President Mellen 
on the stand. 


Walker D. Hines, attorney for the New Haven, said 
that he, Chairman Elliott, President Hadley of Yale and 
Morefield Storey had endeavored to procure the produc- 
tion of the books of the Billard company, but had failed. 
He reiterated his assertion that the books of the New 
Haven had been examined by chartered accountants, who 
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will be placed on the stand to testify, if the Commissi 
desires. F 

He said it is admitted that the New Haven made 
losses in its operations in Boston & Maine stock, and 
the books so show. When the Massachusetts authorities 
began inquiring into its purchases of B. & M. stock 
transferred its holdings to the New England Navigatio: 
Co., one of its subsidiaries, and then, when the Massa 
chusetts people decided to allow the merger, it bought 
back the stock; at a loss to itself. . 

The object of the inquiry is to find out who got the 
money and whether, as a matter of law, the money can 
not be recovered for the New Haven from some of its 
former officers. 

Criminal Sections Used. 


The determination of Chief Counsel Folk to resort to 
the criminal sections of the act to force answers from 
Officers of the Billard company in the New Haven inves 
tigation, is a departure from the policy of the Commission 
Heretofore resort has always been had to the section 
which permits the Commission to go into court asking for 
an order of the court directing the witnesses to answe! 

Until now, it has been taken for granted that wit 
nesses have refused, in good faith, because they believed 
the Commission, in asking such questions, was exceeding 
the power granted in the Act to regulate commerce. As 
a rule lawyers prefer the civil process to the criminal 
because the rules in civil proceedings are not so rigid 
as those governing proceedings under the penal sections, 
the outcome of which would be to deprive one found 
guilty of liberty or subject him to a money fine. The 
Commission resorted to the civil sections of the act in 
the Harriman case years ago and only recently, when 
the Armour Car Line people refused to produce thei! 
books, the Commission asked for an order compelling 
production. 

When injunctions were sued out in state courts in 
the tap-line cases, a strong intimation was given the trunk 
lines that if they obeyed the injunctions, the Comimssion 
would prosecute them under the rebate or criminal sec 
tions of the act. Nothing came of the threat, becaus« 
the parties to the tap-line case decided that it would not 
be profitable to carry the issue forward in that way. 

The limit of time allowed officers and former officers 
of the Billard company to produce the books of that 
corporation and to answer questions propounded in th 
Commission’s inquiry, under the Norris resolution, 
ascertain what has become of the New Haven’s money 
expired Thursday. Unless the program should be changed 
Commissioner McChord was to file information against th« 
recalcitrants or bring the matter to the attention of th: 
grand jury, the determination having been reached t 
proceed under the criminal sections of the Act to reg 
late commerce. 


The witnesses who declined to testify welcomed th< 
issue. They decided upon their course long ago, Judg: 
Stoddard having advised his clients that not even Co! 
gress, let alone the Senate, acting by itself, can conf« 
such inquisitorial power upon the Commission over 
corporation and individuals not subject to the Act t 
regulate commerce. 


Officials of the New Haven have answered all th 
questions propounded to them concerning that company 
relations with the Billard company, cheerfully, they said 
recognizing the power of the Commission, without th 
Norris resolution, to interrogate them as to what the 
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lid as Officers of the railroad company. They have, 
owever, asserted that they are unable to produce the 

books of the Billard company. They have also asserted 
hat they do not know whether the Billard company had 
ny business other than that which it transacted with 
e railroad company. 

The impression about the Commission is that the re- 
isal to answer was for the purpose of gaining time and 
iot with any real expectation of being able to prevent 
e inquiry into the affairs of the two companies which 
ill show who got the money which the New Haven lost. 
Officials of the New Haven have admitted, more or less 
cheerfully, that they made losses in their deals to mo- 
nopolize transportation in New England. 

The Senate, however, knows that fact as well as 
the stockholders, but the Senate wants to know who 
got the money, having a suspicion, which is not confined 
to the Senate, that “insiders” got it and that, broadly 
speaking, the company was defrauded by men who should 
have conserved its interests for the stockholders. The 
Senate has an idea that the stockholders are legally en- 
titled to a recovery of the profits made in the various 
deals, but thus far no move has been made in their 


behalf. 


DUNNAGE RULE DEBATED 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The question as to whether the southwestern lines 
shall be permitted to eliminate the dunnage rule from 
their tariffs was argued before the Commission on Tues- 
day by R. C. Fyfe, for the railroads, and J. S. Marvin and 
V. A. Remy for the shipping public that thinks it is en- 
titled to an allowance for the material it uses in making 
secure for transportation commodities like pianos, auto- 
mobile tops, agricultural implements and dozens of other 
articles of commerce. 

Chairman Fyfe said that the railroad, in allowing 
shippers to bulkhead cars, had conceded as much as they 
ought to be asked to concede. The heavier loading which 
shippers were enabled to make by the waiving of the 
carriers’ right to require freight to be securely packed, 
he said, should be regarded as sufficient concession. He 
held it to be unreasonable, after they had made such a 
concession, for the shippers to ask the carriers to make 
an allowance for the dunnage that enables the shippers 
to load so much more of the commodity. He said the 
revenues have been reduced by the economy of bulkhead- 
ing and other departures from the general rule that freight 
must be crated or boxed so as to allow of its carriage 
with the minimum of risk to the carrier. He further 
contended that the expense incurred by the shippers is 
not made necessary on account of any defect in the 
railroad equipment. Specifically, he called attention to 
the heavy spools of cable wire, which he said the manu- 
facturer who ships them admitted must keep on edge 
instead of flat, else the cable may break the sides of the 
spool and slip off the spindle. 


“The dunnage used by that shipper is for his own 
benefit,’ said Mr. Fyfe. “If the spools were laid flat they 
would not roll. When they roll they damage the equip- 
ment, hence the dunnage used in securing them in place 
is of absolutely no value to the carrier.” 
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HIGH COST OF RAILROADING 


The high cost of living has hit the railroads, accord- 
ing to figures issued by the Lehigh Valley Railroad. Tak- 
ing a period of fifteen years, from 1898 to 1913, the Lehigh 
Valley shows that all items of expense have increased and 
in some cases doubled. 

The maintenance of way expense per mile of track was 
$725.66 in 1898. Last year it was $1,524.13, more than 
twice as much. This is principally due to more expensive 
and heavier rails, ties that have almost doubled in price, 
heavier ballasting and the increased cost of labor. The 
necessity for a heavier track to carry heavier equipment 
has had something to do with it, and creosoting ties has 
also doubled their cost, making the cost of ties to-day four 
times what it was fifteen years ago. Per mile of road the 
same proportion holds, the expense having jumped in fifteen 
years from $1,474.47 a year to $3,924.56. 

A wooden passenger coach used to cost $8,000. The 
new steel coaches, which the Lehigh Valley is using, cost 
$12,000. However, there is the undoubted assurance that 
they are safer. 

A standard freight locomotive costs $25,000, where it 
cost only $15,000 in 1898. Repairs have jumped in propor- 
tion per locomotive from $1,508.05 a year to $2,692.36. 
This is largely offset, however, by the increased tractive 
power of the standard locomotive. 

Where the high cost of railroading is most apparent 
is in general repairs and renewals. Here the increased 
cost of both material and labor shows convincingly. On a 
passenger car this item has increased from $510.27 to 
$824.15. On a freight car it is now $70.06, where it was 
$31.69 fifteen years ago. For locomotives there is the 
difference in the cost of upkeep between ten cents and four 
cents per mile. 

- In these items, labor is counted in. This has figured for 
all railroads as a ten per cent increase. In the operating 
of trains it is much more than ten per cent, however, as 
the engineers, conductors and trainmen have had the big- 
gest increases in pay, and the full train crew bills in pas- 
senger runs increased the payroll by 40.2 per cent. 

“The interesting part of the comparison,” says the 
statement, “is that these extra expenses have been largely 
met by efficiency and better methods of railroading. It has 
been impossible to meet them entirely and that is why 
the railroads have been asking for a five per cent increase 
in freight rates, but it is remarkable how much the rail- 
roads have done in the face of the big expenses. As fast 
as they can they are replacing wooden cars with steel 
ears, costing half as much again; their roadbeds are far 
ahead of what they were fifteen years ago, and anyone who 
ships freight knows that the freight service of to-day is 
so far ahead in promptness and certainty that there is no 
comparing it with fifteen years ago.” 





NEBRASKA REDUCTIONS GRANTED. 

Reduction of lumber and shingle rates from Wash- 
ington and Oregon to non-competitive railroad points in 
Nebraska was granted this week by agreement between 
the complainants and attorneys for the Northwestern, 
Missouri Pacific and Burlington. A hearing had been 
begun before Examiner Wood of the Interstate Com- 
merce Commission. The Nebraska towns, most of them 
south of the Platte, alleged that they were discriminated 
against in rates to competitive points, and that the dif- 
ferences were glaring in most instances. All of the 


towns concerned are points where there is no railroad 
competition. 
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TAP-LINE CASE 


Argument Finished but Case Not Submitted— 
Needham Changes His Brief 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
Though arguments before the Supreme Court in the 


tap-line and the Butler County Railroad cases were finished 
Monday evening, the tap-line case was not submitted. Dr. 
Needham on Monday submitted a new print of his brief 
with the parts relating to switching stricken out. When 
that came to the attention of attorneys for the tap lines, 
Luther M. Walter asked for five days in which to file a 
reply brief. 

Chief Justice White shook his head as if to deny the 
application, but Mr. Walter called attention to the fact 
that Dr. Needham had put in an amended brief even while 
the arguments were going on and practically insisted that 
the attorneys for the other side should be allowed to 
answer the new document. 

Dr. Needham said he had not put in any new matter, 
but that in reshaping his brief he had necessarily used lan- 
guage to connect the parts which were left. The chief 
justice said it was against the rules, but in view of the 
fact that the Commission had done that, instead of allow- 
ing Dr. Needham’s arguments on switching to remain be- 
fore the court, the five days would be granted. 

The matter now stands as if Dr. Needham had not 
written an argument from which the inference might be 
drawn that the Commission has changed its mind on the 
Los Angeles case, and had announced a decision on the 
special inquiry in which Mr. Brandeis has been so diligent 
as to earn for himself the reputation of having suggested 
the imposition of a separate charge for spotting cars on so- 
called private tracks as a method whereby the carriers 
may increase their revenues without raising their rates. 
All the material Dr. Needham had written has been with- 
drawn from the record. Therefore the court is not to con- 
sider the printed word, although in his oral argument he 
persisted in referring to the service of the tap line as 
merely switching, and not a transportation service entitling 
it to division of the through rate. 


Butler County Case. 


The Butler County Railroad case was argued in be- 
half of the Commission and the Department of Justice 
by Messrs. Esterline and Needham on the theory that 
the divisions are rebates and that the allowance made 
by the Commission, of $1.50 per car, is for a switching 
service. Dr. Needham insisted with great vigor that the 
Commission has power, similar to that of an equity court, 
to look behind a contract for divisions to ascertain if 
some part of the law is not being violated. He agreed 
that the Commission has no power to fix divisions be- 
tween common carriers unless they disagree upon how 
the money shall be divided. 

W. A. Glasgow, asserting that there is not a syllable 
in the report of the Commission about the division being 
a rebate, said that the regulating body had arbitrarily 
classified the traffic into proprietary and non-proprietary, 
and had said that as to the one the divisions agreed 
upon between the carriers are proper, but that .as to 
the other traffic, there should be no division, but a mere 
switching allowance. 

Dr. Needham and Mr. Esterline continually referred 
to the road as the property of the American Sugar Re- 
fining Co.- Mr. Glasgow ignored that part of their argu- 
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ment, confining himself to the proposition that the Co 
mission has-no power to make such a classification a 
that the only difference between the two kinds of freig 
is that which is made by the ownership of stock in 1 
Butler County road. 

“If over night one of the independent mills boug 
the stock of the Butler County road, would the divisi 
that is now lawful become unlawful?” asked Justice Lama: 

Dr. Needham said it would not, because the independ 
ent mills are not right upon the trunk line rails, as a 
the works of the Brooklyn Cooperage Co., the sugar | 
fining company subsidiary, which owns the stock of t 
road, which hauls about as much freight for outsid: 
as it does for the proprietary interest. 


Discussion with Chief Justice. 

Dr. Needham and the chief justice had a discussio. 
as to what the former meant by the words “good fait 
which Dr. Needham continually used, the doctor insisi 
ing that inasmuch as one of the owners of the road 
also a shipper, the contracts for divisions of the through 
rate were not made in good faith, but merely as a 
cover for a rebate. Because Mr. Glasgow said that the 
Butler County Railroad had never paid a dividend Dr. 
Needham said that that was not material, because thé 
service performed for the cooperage company by the 
railroad saved it money which it otherwise would have 
had to pay out to get its freight to the trunk lines. 


He insisted that there is no true milling in transit 
on the Butler County Railroad, or any other of the ta; 
lines. He said that if there could be, the division of 
the rates might be justified, but inasmuch as the servic« 
is only that of switching cars from the mill to the trun! 
line, the essentials to get a true milling-in-transit servic« 
are lacking. 

The doctor treated the Louisiana & Pacific as being 
of no public use, however. He said that the trains ol 
that company could be withdrawn without the 
damage to the public interest, because the Southern 
Pacific runs its trains over those rails, and they could 
furnish all the service needed. He did not make as low 
an estimate of the Butler County road, admitting that 
it performs some service for the public while switching 
for its proprietary works. 


Old Lines Followed. 


Messrs. Walter, Barrow and Garwood, in their argu- 
ments in the tap-line case, followed the lines used in 
every discussion of the case since it arose—that the own 
ership of the stock cannot be made the test of the matter 
that the service rendered decides whether it is trans 
portation or something else, and that under the authority 
of numbers of cases decided by the court, those rules ar 
well established. 

Assistant Attorney-General Barrow said the state o! 
Louisiana is not interested in the amount of divisions 01 
compensation allowed the tap lines, but it is interested 
in their maintenance, as that is the only way it can pro 
vide for the development of its unoccupied territory. 

Mr. Garwood, by way of answer to the suggestion 0! 
Mr. Dunlop of the Santa Fe, that the lumber companies 
after connecting the bits of road that now constitute th: 
Louisiana & Pacific, “peddled their tonnage,” said th: 
object in connecting the roads was to enable the shipping 
lumber companies to reach markets to which the on 
trunk line with which each small tap line connected 
would not make through rates. The men who invested 
their money in these tap lines were engaged in the legiti 


least 
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ate business of building a railroad to enable them to 
ach markets theretofore closed to them and to bring 
out the competition between carriers that it is the 
olicy of the law to foster. 

Mr. Coleman insisted upon referring to all that has 
een done by the tap lines and their attorneys as parts 

a scheme to becloud the real issue, which he said was 
to whether these lumber companies should be allowed 
» get rebates. 

When Dr. Needham said that the parc of his brief 

which he discusses switching is not to be taken as 
eing the conclusion reached by the Commission in its 
special inquiry on the subject of spotting and other special 
services, the chief justice wanted to know whether it 
was the desire of counsel to withdraw that part of the 
rief. Dr.. Needham answered in the negative. Justice 
Day wanted to know if the arguments therein made are 
not applicable to the case in hand, why they were put 
into the brief. 

Answering suggestive interrogatories by members of 
the court, Dr. Needham said the orders of the Commission 
were not intended to create discriminations. He added 
hat if they were shown so to result, the Commission would 
thodify them. 

Feeling of Discouragement. 

There is a feeling of discouragement among those 
about the Commission who have been advocates of the 
proposition that the carriers can improve their revenues 
by imposing a separate charge for spotting and by break- 
ing the through route and joint rate arrangements be- 
tween tap and industrial and trunk lines. The strength 
of the arguments in the Supreme Court in the tap-line 
cases is admitted by those who have been inclined to agree 
with the Commission in that matter. The admission of 
the tap-line owners that the Commission has the power 
to look into the divisions to discover whether those divi- 
sions amount to a rebate tends to cut the ground from 
under the Commission, because the main contention of 
attorneys for the Commission has been that the orders 
were issued to break up rebating. To that the attorneys 
on the other side have replied that that is not the way 
provided by the law for the prevention of rebates: that the 
law specifically commands through routes and joint rates 
just as much as it forbids rebating, and that one part 
of the law cannot be used to destroy another part. 

The showing made by attorneys for the tap lines 
is taken to indicate that the decision of the Commission 
in the industrial railways case will have to be changed 
in the event that the arguments that now look so strong 
influence the court either to affirm the decision of the 
Commerce Court, or to decide in favor of the tap lines, 
On grounds other than that specifically covered by the 
Commerce Court. If the decision in the tap-line case is 
against the Commission it will also be forced to change 
ts decision in the Manufacturers’ Railway case, and it 
is the possibility of the Commission having to go back 
over the ground that produces the discouragement. 

Should the belief as to the way the tap-line cases 
will be decided be erroneous, it is certain that Congress 
will be appealed to to change the law so that short roads 
f that character, even if they do mainly serve only 
ne shipper, shall have the right to demand through 
routes and joint rates and equitable divisions. Such an 
ippeal is a certainty, because the undeveloped parts 
f the country feel that that is the only way in which 
railroads can be pushed out into undeveloped territory. In 
other words, should the Supreme Court decide against 
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the short roads, senators and representatives from the 
South and West will be forced by their constituents to 
ask amendment to the law so that there will be the 
possibility of development in the way Congress intended 
when, in enacting the commodities clause, it specifically 
exempted lumber from the operations of that section. 


DOINGS OF THE TRAFFIC CLUBS 


The relative importance of good lighting in the “Safety 
First” movement occupied the attention of the Traffic 
Club of Newark at its April meeting. A. L. Powell, illumi- 
nating engineer of the General Electric Co., pointed out 
the part lighting plays in the movement in an illustrated 
lecture. The indirect and semi-indirect systems were 
advanced by Mr. Powell as valuable, as well as strong 
lamps when placed close to high ceilings in the factories. 
Mark E. Winans, of the Ellis Motor Car Co., reported on 
the ordinance in force in Jersey City, prohibiting motor 
trucks from traversing asphalt streets. The traffic men 
considered this law a serious hindrance. Frank E. Stone, 
Chairman of the Membership Committee, announced that 
the club membership had reached its highest point since 
organization in 1909. There are now 210 names on the 
roster. The Club presented a silver cup to Railroad “B” ~ 
Team, composed of David H. Litter, Captain; F. W. Smith, 
W. W. Finley, R. D. susby and C. H. Van Winkle, which 
was victorious in the Bowling League Tournament. AIL 
bert Kneubuehl, T. F. A., Chicago Great Western Railway, 
received a gold medal for highest score made. 

At the noon-day luncheon, April 11, of the Toledo 
Transportation Club, Robert G. Young spoke on “Panama 
Canal Tolls.” 

The April meeting of the Traffic Branch of the Cin- 
cinnati Chamber of Commerce was held the evening of 
April 13th. There was an informal supper before the 
meeting. Two competitive papers were read, by E. H. 
Smith, Traffic Manager Newport Rolling Mills Co., on 
“Discrimination,” and W. H. Ware, Traffic Manager The 
Moore Oil Co., on “Transportation of Less-Than-Carload 
Shipments.” A preliminary report was made by the 
Package Car Efficiency Committee to the effect that its 
checking of package cars out of Cincinnati for a period 
of over two months, indicates that the average package 
car from that city is now making schedule time. The 
committee promised to make a full report at the May 
meeting, covering its check on all package cars out of 
Cincinnati during a period of three months. H. M. 
Freer, Manager Traffic Department, Chamber of Com- 
merce, reported the action taken by his department be- 
fore the Official Classification Committee, regarding rules 
5C and 10, and game a brief résumé of the testimony be- 
fore the Interstate Commerce Commission in the Ad- 
vanced Rate Case. 


NEW JOB FOR MELLEN. 


Charles S. Mellen, formerly president of the New 
York, New Haven & Hartford Railroad Co., may become 
the active head of a federated body supreme among the 
various organizations of the United States, with which 
2,000,0C0 railroad employes are affiliated. It became known 
that Mr. Mellen had been approached on the subject, and 
that he was giving it favorable consideration. The new 
organization, to be known as the Federated Council of 
Railroad Brotherhoods, will be formed at a meeting of 
delegates in Boston on April 26. 











SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


In I. & S. No. 427, the commission, April 8, sus- 
pended, from April 10 until August 8, the operation 
of Chicago, Burlington & Quincy Railroad I. C. C. No. 
10989. The suspended tariff contains schedules in- 
creasing rates applicable to the transportation of 
agricultural implements in carloads, from certain points 
in Missouri to Sioux Falls, S. D. 

In I. & S. No. 354, the Commission, March 20, 
further suspended, from April 23 until October 23, 
the operation of certain schedules contained in the fol- 
lowing tariffs: 

F. A. Leland, agent, Sup. 16 to I C. C. No. 958, 
Sup. 1 to I. C. C. No. 1014, Sup. 2 to I. C. C. No. 1014, 
Ic. C. No. 

Eugene Morris, agent, Sup. 16 to I. C. C. No. 361, 
Sup 1 to I. C. C. No. 419, Sup. 2 to I. C.'C. No. 419, 
I. C. C. No. 442. 

It was proposed by the schedules to 
withdraw an allowance of 500 pounds for dunnage used 
to protect shipments forwarded in box, stock, ventilator 
or refrigerator cars and the operation of same was 
previously suspended from December 24 and 26, 1913, 
and January 15 until April 23, 1914. 





1026. 


suspended 





April 9, in I. and S. No. 428, 
pended from April 15 until August 13 the following tariffs: 

Chicago & Eastern Illinois—Sup. No. 1 to I. C. C. No. 
2453. 

Vandalia—Sup. No. 1 to I. C. C. No. 2398. 

The suspended schedules cancel joint class rates from 
Terre Haute and other points in Indiana to Kansas City, 
Mo., and other Mississippi River crossings, leaving in 
effect combination rates. 


the Commission sus- 





March 20.—In I. & S. No. 357, the Commission further 
suspended from April 26 until October 26, schedules in 
Sup. No. 12 to Hinton’s I. C. C. No. A-59. The suspended 
scehdules contain proposed increased rates on lumber from 
points in Alabama and Georgia to Knoxville, and Lenoir 
City, Tenn. They were previously suspended from Decem- 
ber 27, 1913, until April 26. 


FEBRUARY OPERATIONS 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

As nearly complete returns for the month of Feb- 
ruary as can be had in advance of the check of all the 
figures shows the following as results of operations for 
that month: 

On 182 roads, having a mileage of 225,538, the gross 
revenues fell from $226,352,433 to $203,022,222, or sub- 
stantially 9.7 per cent. The total operating expenses 
also fell, but not in as great a degree, the fall being 
from $168,410,625 to $164,379,406, or substantially 2.4 
per cent. 

The net revenue fell from $57,941,805 to $38,642.- 
816. Stated in net earnings per mile of road, it fell 
from $259 to $171, or a small fraction under 34 per 
cent. 

For the eastern district the showing is even less 
satisfactory in everything except one item. That is, the 
fact that there was a cut in expense of operation. In 
other words, the reduction of the number of employes 
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and the elimination of some service was reflected 
small fall of the expense account. 

For that eastern district which is immediately con 
cerned in the advanced rate case the gross fell off, as 


compared with February a year ago, from $100,154.19) 
to $86,211,444, a little over 13.9 per cent. The expenses 
fell from $77,237,311 to $76,003,105, a little over 1.5 per 
cent. 

The net, however, fell from $22,916,780 to $10,208 


339, or more than 55 per cent. Reduced to miles of ling 
operated, the reduction was from $393 to $174. 

For the southern district of 36 roads, with a mileags 
of 42,058, the gross fell from $37,349,934 to $35,396 
The operating expenses fell from $26,792,936 to $26,699 
489. The net fell from $10,556,998 to $8,699,144. Re 
duced to miles of line, the net fell from $252 to $207 

In the western district of 73 roads, with a mileags 
of 124,977, the gross fell from $88,848,402 to $81,412,145 
The operating expenses fell from $64,380,381 to $61,676 
812, and the net from $24,468,027 to $19,735,333. Reduced 
to miles of line, the loss was from $198 to $158. 

For the eight months of the current fiscal year t 
railroads for the country as a whole suffered a loss in 
gross revenue from $2,076,629,042 to $2,041,339,814. The 
operating expenses, however, instead of showing a redu 
tion, showed an increase from $1,402,587,559 to $1,456 
424,227, the loss in net operating being from $674,041,48 
to $584,915,587. Reduced to miles of road operated, 
net fell from $3,020 to $2,599. 


In the eastern district the total operating revenue 


fell from $916,426,721 to $892,794,134. 
penses rose from $637,297,043 to $675,097,299. The net 
fell from $279,129,678 to $217,696,835. Reduced to miles 
of line operated, the fall in net revenue was from $4,788 
to $3,717. 

In the southern district the gross revenue rose from 
$305,090,298 to $314,433,964. The total operating expenses 
rose from $215,752,952 to $226,020,913, causing a fall 
the net from $89,337,346 to $88,413,051. Reduced to miles 
of line operated, the fall in net revenue was from $2,132 
to $2,105. 

In the western district for the eight months 
gross income fell from $855,112,023 to $834,111,716. The 
total operating expense rose from $549,537,564 to $5 
306,015, causing the net to fall from $305,574,459 
$278;805,701. Reduced to miles of line operated, the 
duction was from $2,485 to $2,239. 

Comparing the net revenue per mile of road ope! 
ated for the eight months ended with February, 1912 
with the corresponding period ended with Februa 
1914, the results are as follows: 

For the country as a whole it fell from $2,694 
1912 to $2,599 in 1914. 

For the eastern district the net fell from $4,337 
1912 to $3,717 in 1914. 

For the southern district the net rose from $2, 
in 1912 to $2,105 in 1914. 

In the western district it rose from $2,136 in 1912 
to $2,239 in 1914. 


The operating ex 


MELLEN CASE DROPPED. 

Charles S. Mellen, former president of the N 
Haven Railroad, who last year was arrested on a ben 
warrant charging him with manslaughter because 
deaths in a wreck at Westport, has been discharged fr 
custody following a nolle prosse of the charge on 
recommendation of the attorney-general that the case 
dismissed for lack of evidence. 
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LOSS AND DAMAGE WORK 


Description of the Santa Fe’s Organization by 
Its Secretary—Co-operation of 
Shippers Desired 


By F. C. MAEGLY, 


Secretary of the Loss and Damage Committee of the 
Santa Fe System. 

The Santa Fe’s loss and damage organization is based 
wholely upon the scheme of locating the cuuses of loss 
and damage and devising ways and means for their elim- 
ination. It must be appreciated that there are some 
causes which at all times are hard for the carrier to 
reach, but there are many other causes that can readily 
be reached. 

In many instances the real cause is obscured by first 
one problem and then another. On the Santa Fe we find 
that it involves a system-wide study and the interest of 
every employe having to do with the handling and trans- 
portation of freight with the equipment available for such 
handling to get the matter properly shaped. There are 
two faetors that have proved somewhat discouraging, 
namely, the inclination of the shipping public, because of 
the increased cost of commodities and packing, to stint 
their package or method of packing to an extent which 
greatly increases the hazard. The several classification 
committees find it quite difficult to keep pace with the 
movement in this respect, and to aid them in their delib- 
erations they should be in position to get the fullest prac- 
ticable reflection of the difficulties, successes and failures 
attending the efforts of organizations similar to the Santa 
Fe System Loss and Damage Committee, 

Care on Part of Shippers. 

The shipping public should not lose sight of the fact 
that any well-organized carrier is at all times in complete 
sympathy with the aim to economize, but ample care 
should be taken to avoid mistakes in respect to quality of 
package or method of preparing and marking freight for 
shipment. 

In my judgment, the Santa Fe System loss and damage 
organization is constituted along the proper lines. In 
the first place, E. P. Ripley, president, has, from the 
outset, given the entire staff the fullest encouragement to 
co-operate in finding the causes and devising practical and 
economic means for their elimination. 

At the head of the organization is the chairman, 
F. A. Lehman, assistant to the vice-president, W. B. 
Storey, in charge of operations. The general superintend- 
ents of each district are active members. The station and 
train employes are accountable through the division super- 
intendents to the general superintendents. It is fitting 
that the loss and damage (O. S. & D. investigation depart- 
ment) should be vested in each general superintendent, 
thus insuring immediate attention as the damages, overs, 
shorts, etc., are reported, the causes ascertained and effort 
made to provide safeguards against possible repetition and 
regardless of whether claims are presented by patrons 
or not. 

Entire Staff Co-operates, 

Associated with the movement is the entire staff of 
freight claim officers of all of the family lines. In this 
way the organization has before it constantly statements 
showing the expense, distribution and causes of loss and 
damage payments. There is also associated with the 
movement the entire staff of freight traffic officers, anx- 
ious at all times to avoid injustice to patrons and who 
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bring to bear in the deliberations of all of the reflections 
of the representatives who are in daily contact and study 
closely the needs of the shipping public. 

A most important factor of the Santa Fe System loss 
and damage organization is the mechanical and car depart- 
ments, involving as they do the condition and effect of the 
equipment used, etc. 

The special-service department is also a factor in 
dealing with certain phases of the situation. 

This communication would be incomplete were I to 
overlook mentioning the invaluable service rendered by the 
transportation inspectors, three or four of whom report 
directly to each general superintendent and travel almost 
constantly over their respective districts getting into touch 
with local freight agents, train and station employes, ship- 
pers, consignees, etc. 


SUPREME COURT DECISION 


The practice of rebilling interstate shipments of com- 
modities as intrastate shipments without the reloading of 
cars was upheld by the Supreme Court Monday in a deci- 
sion against the Chicago, Milwaukee & St. Paul Railroad. 

The road endeavored to compel the Clark Coal & 
Coke Co. and other shippers of Illinois coal to Davenport, 
Ia., to reload the commodity in St. Paul cars for reship- 
ment to other points in Iowa. 

The Iowa railroad commission and the state Supreme 
Court decreed that the coal should be reshipped without 
reloading, and this decision the federal Supreme Court 
upholds. 

The Supreme Court announced it would review the 
decision of the Third Circuit Court of Appeals, which 
set aside the judgment for $126,000 in favor of Henry E. 
Meeker and against the Lehigh Valley Railroad Co. for 
alleged discriminations in coal rates. 

SOUTH AMERICAN TRADE DIRECTORY. 

A complete revision and detailed classification of the 
names of South American importers and merchants, 
made by the American consular officers, in co-operation 
with the Bureau of Foreign and Domestic Commerce, 
has been published as a section of a new edition of the 
World Trade Directory. The lists have been brought 
up to date and are presented in uniform style, with a 
finding index. A new feature is the listing, so far as the 
information could be obtained, of the American and other 
foreign agents of South American importing firms and of 
the names of the parent firms of branch houses located 
in various South American cities. 


TRAINLOAD OF AUTOMOBILES. 
Thirty-eight motor trucks purchased by the Kaufmann 
& Baer Co. of Pittsburgh were recently shipped in one 
trainload from the factory of the White Co. in Cleveland, 
O. A special train composed of eighteen standard auto- 
mobile freight cars was dispatched over the Pittsburgh 
and Lake Erie division of the Lake Shore. 


SEDALIA FOR INCREASE, 

The Sedalia (Mo.) Boosters’ Club has adopted reso- 
lutions asking the Interstate Commerce Commission to 
grant the request of the railroads for a five per cent in- 
crease in freight rates. This would not work hardship 
on anyone, the resolutions say, and would enable the 
railroads to maintain efficiency and give employment to a 
much larger working force. 
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PAN-AMERICAN COMMERCE 


Director-General of the Pan American Union 
Discusses Subject in Its Relation 
to Canal 





At the annual dinner of the Traffic Club of Pitts- 
burgh, March 27, John Barrett, director-general of the Pan- 
American Union, spoke on “The Panama Canal and Pan- 
American Commerce—What They Mean to the Traffic 
Interests of the United States.” 

“The Panama Canal,” said he, “will have a great influ- 
ence upon the railroads of the United States. That this 
influence will be favorable I am convinced. It is no ex- 
aggeration, in my opinion, to state that the traffic which 
should develop through the Panama Canal will prove a 
boon to the railroads of the Atlantic and Pacific coasts, 
and central sections of the United States. 

“At first the transcontinental systems or their sections 
between the Mississippi Valley and the Pacific Coast may 
suffer from the competition of the canal, especially in the 
bulky class of freight, but in the course of a few years 
what they will lose in this respect will be more than 
counterbalanced by their growth of business in the in- 
creased prosperity of both the Pacific Coast and the 
western portion of the Central West. In other words, in 
the course of five years the increased development of local 
business which will come indirectly from the opening of 
the canal will far more than make up for the loss of the 
heavy through business. 

“The possibilities of the Panama Canal and of Pan- 
American commerce are to-day the greatest foreign prob- 
lems and opportunities which confront railroad and busi- 
ness interests of the United States. Getting ready for 
the Panama Canal and going after Pan-American and 
Pacific trade should be the special study of this hour 
of every ralroad system and of every manufacturing com- 
pany which in any way are concerned with export busi- 
ness. The railroads in every part of the land should join 
with commercial organizations and civic societies in not 
only studying the meaning and possibilities of the canal 
and of the commerce which it will develop, but in actively 
and actually preparing to use the canal to send exports 
out, bring imports back and, above all things, to meet 
the competition of such countries as England, Germany 
and France and Europe and Japan and Asia. 


Sounds Note of Warning. 


“Not to be sensational, but simply to tell the truth, 
I am compelled to sound here in this great gathering of 
traffic men a strong note of warning. It is that the power- 
ful traffic interests of Europe on the east and of Japan 
on the west are leaving no effort unneglected not only to 
understand all the conditions of foreign trade affected by 
the Panama Canal, but to get ready for it in a practical 
way. The investigation which I have carried on both 
officially and personally as to what is being done by the 
great commercial interests of Europe and Asia convince 
me that unless the corresponding interests of the United 
States wake up and make extraordinary efforts along the 
same line the canal will prove a far greater advantage 
during the earlier years of its use to foreign lands than 
it will to the United States, 

“The issue of the canal tolls which is now engaging 
Washington and the country is absolutely unimportant 
and secondary, as far as actual trade conditions are con- 
cerned, when compared to the importance of practical 
steps to use the canal for the upbuilding of the export 
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and import traffic of the United States. While I cannot i: 
any way, on account of my official position as an inte 
national office, discuss the pros and cons of the tolls ques 
tion, I can tell you that there is not a great port o 
exporting or importing center of Europe, of Japan, o 
Australia and of northern and western South America tha: 
is not to-day doing more to get ready for the Panam 
Canal than our corresponding ports and centers of th 
United States, with the possible exception of New O 
leans and San Francisco. 

“Another note of warning that I desire to sound 
this: The Panama Canal will not be a magic influen 
or a talisman of trade which will suddenly crowd ou 
coast harbors with additional shipping, make busy ou 
manufacturing establishments which are running on hal 
force and provide freight for all of the idle cars of th: 
railroads, but it can and will accomplish such results in 
a reasonable period of years, provided we prepare to 
use it and actively go after the commercial features just 
as we would prepare to use a new great trunk railroad ir 
the United States and go after the trade which it would 
open up. 

“The one great danger and problem confronting th¢ 
whole United States to-day in connection with the Panama 
Canal is that we have become so awed and impressed by 
the greatness of it as an engineering triumph and we have 
also become so proud of ourselves in accomplishing the 
joining of the oceans that we have overlooked the vital 
and all-important necessity of getting ready for it so 
that we can use it at the fullest advantage ‘from the 
jump,’ as it were, when it is opened. 

Commercial Interests Not Ready, 

“Colonel Goethals tells us that in all probability he 
can put a regular commercial steamship through the cana! 
in July; that is only three months distant. The forma! 
official opening will come in January, 1915; that is only 
nine months away. And yet, when we call the roll of prep 
aration on the part of the railroad lines, on the part.of 
the steamship lines, on the part of the manufacturing 
exporting and importing interests, what have they actuall; 
done in getting ready to use the canal and to go after 
the commerce which it should develop? The Pan-Amer 
ican Union, of which I have the honor to be executive 
officer, as an international agency for the development of 
commerce, friendship and acquaintance among all of the 
American nations, has been doing everything in its power 
in both North and South America to awaken public senti 
ment to the need of getting ready for the canal and »/ 
building up the exchange of products by the Americas 
Some splendid results have come, some railroads, some 
steamship lines, some manufacturing exporting and im 
porting houses have shown a marked interest and ha\ 
made a special effort. To them all credit is due, but the 
great majority of these are yet thinking it over and ars 
wondering what is best to do. What is necessary is to 
substitute action for waiting, active steps for argument. 

“In substantiation of these contentions, let me cite just 
a few figures. On the way to the Panama Canal both on 
the Gulf of Mexico and.Carribean Sea are twelve Latin- 
American countries already conducting a foreign trade 
valued at nearly $700,000,000; that should grow to 
$1,400,000,000 in a short period after the canal is opened 
and of this three-fourths should be trade exchanged with 
the United States. Beyond the canal and debouching on 
the Pacific Coast are twelve Latin-American countries with 
a coast line of nearly 8,000 miles, reaching from northern 
Mexico to southern Chili. This coast line last year, al- 
though isolated by the lack of the canal, conducted foreign 
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rade valued at $600,000,000; soon after the canal is 
pened this should grow quickly to $1,200,000,000. Of this, 
n account of the strategic location of the canal, two-thirds 
hould be with the United States. The total foreign com- 
merce of the Pacific Coast to which the Panama Canal will 
give the Atlantic Coast and Central West of the United 
states direct access was valued last year at $4,000,000,000. 
pon the Pacific Ocean debouch nearly one-half of the 
orld’s population.” 


L. & N. RULES AT LOUISVILLE 


In a brief filed with the Interstate Commerce Com- 
mission for the complainant in the case of the Louisville 
Board of Trade against the Louisville & Nashville Rail- 
road Co., Attorney Louis B. Wehle says: 

“In this record a group of manufacturing shippers 

cated exclusively on the terminal rails of the Louisville 

& Nashville Railroad Co. at Louisville pray for relief 
from certain tariff rules and practices of that railroad, 
yy means of which it forces them, or those from whom 
they receive traffic, to route their cars, inbound and 
outbound, over the lines of the Louisville & Nashville 
Railroad wherever physically possible. Briefly stated, the 
defendant refuses, at any price whatsoever, to transport 
competitive traffic between such industries and the points 
of interchange with other lines at Louisville. This prac- 
tice is seriously damaging many shippers and is ma- 
terially hampering the city in its legitimate industrial 
growth. 

“Since this complaint was filed, the Commission has 
announced views which would dispose of all of the issues 
in this proceeding favorably to the complainant’s con- 
tentions. With respect both to outbound and inbound 
shipments, in view of these recent cases, we would now 
expect to get the relief prayed for, even if we had not 
made proof of the damage and intolerable harassment 
suffered by the shippers through the enforcement by the 
iefendant of this switching embargo.” 


BRIEF ON SPOTTING CHARGE 

Wm. A. Glasgow, Jr., counsel for the De Frain Sand 
Co., Board of Trade of Philadelphia, Chamber of Com- 
merce of ‘Philadelphia, Eastern Pennsylvania Builders’ 
Supply Association of Philadelphia, Chamber of Commerce 
of Wilmington, Del., Chamber of Commerce of York, Pa., 
Manufacturers’ Association of York, Pa., Board of Trade 
of Camden, N. J., et al., has submitted to the Interstate 
Commerce Commission his brief in the matter of a charge 
for the spotting of cars on private sidetracks. He argues 
that after investments have been made on the faith of 
i long existing system of making rates, under which the 
aggregate rate covers the entire service, and after the 
shippers have gone to the expense of investing in valu- 
able and expensive property, in order to supply a de- 
ficiency in railroad terminals, and adjust themselves to 
the éxisting systems and groups of rates, it would be 
unfair and unjust so to change the system as to penalize 
the person furnishing the sidetracks and not availing 
himself of the delivery facilities of the railroad company. 


REFUND OF STAKE CHARGE, 

The Railroad Commission of Wisconsin has ordered 
the Minneapolis, St. Paul & Sault Ste. Marie Railway Co. 
to refund to Brown Brothers’ Lumber Co. of Rhine- 
lander, Wis., $39.56, charge for returning two carloads of 
Stakes to the shipping point. 
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THAT CHARGE FOR SPOTTING 


In its brief filed with the Interstate Commerce Com- 
mission the National Paving Brick Manufacturers’ Asso- 
ciation argues that on the evidence and the economic 
principles laid down by writers and the courts, the pro- 
posed advance in rates on paving brick would defeat the 
purpose of the advance and instead of increasing the rev- 
enues of the carriers would reduce them, to the detriment 
of the shippers, carriers, consumers and the public gen- 
erally, by restricting the market and reducing the length 
of the haul. The brief also argues against a spotting 
charge and urges particularly that it should not be 
assessed against paving-brick traffic, for reasons peculiar 
to the methods of loading and unloading brick-cars. 

The theory of a spotting charge, the brief says, has 
been declared by the Commission to be untenable in prac- 
tice, and in support of this statement it quotes Commis- 
sioner Harlan in the case of Associated Jobbers of Los 
Angeles vs. A., T. & S. F. Ry. Co. 

“And considered THEORETICALLY and purely from 
the standpoint of the value of such a delivery to shippers, 
the placing or ‘spotting’ of cars on spur tracks at the doors 
of warehouses and factories might be regarded as an extra 
service for which, as is actually done at the point here 
involved, the carrier might make a charge in addition to 
the rate. NEVERTHELESS, IT HAS BEEN THE UNI- 
VERSAL PRACTICE IN THIS COUNTRY FOR THE 
CARRIER HAVING THE LINE HAUL NOT TO MAKE 
AN ADDITIONAL CHARGE FOR SETTING A CAR FOR 
LOADING OR UNLOADING AT THE SHIPPER’S DOOR 
upon a spur or side track connected with its own ter- 
minals.” 

Commissioner Harlan also said (at p. 325): 

“The carload rates of carriers to and from a given 
destination by long-established custom include the switch- 
ing of the car to and from the store door on spur tracks 
directly connected with their respective terminals; and 
this is no less true under joint through rates.” 

“The additional cost to the carriers of placing the 
cars at spots when delivering a car on a side track so 
that it may be loaded or unloaded is negligible,” the brief 
continues. “This thought was well expressed by Com- 
misioner Harlan in the case of General Electric Co. vs. 
New York Central & Hudson River R. R. Co. (June 27, 
1908), 14 I. C. ©, R., 237 (at p. 243).” 

It quotes as follows: “With an engine already coupled 
to a car, it involves no appreciable additional cost and 
no appreciable delay to put the car at the leg of an 
elevator or at the door of a warehouse instead of merely 
running it onto the side track far enough to clear the 
main line. And such switching can be done at the rea- 
sonable convenience of the carrier.” 

“If such added charge is made,” it is argued in the 
brief, “it should not exceed 10 cents per car plus interest 
at the rate of 6 per cent per annum for the inappreciable 
length of time consumed on the value of the locomotive 
(which it does furnish), plus share of maintenance and 
depreciation for said inappreciable length of time.” 

It will be observed that the brief in the above-quoted 
parts deals with the proposed spotting charge as a charge 
to be imposed for placing a car at some given point on a 
side track or switch, and not as a charge for merely 
switching a car to the side track. There has been no 
authoritative explanation as to which of these services is 
contemplated in the proposed charge, and some briefs 
filed deal with the one and some with the other. Some 
have pointed out the lack of definiteness and have dealt 
with both. 


Seen eel 


SE ON ARERR 8 OY 


RS ORATOR AO te > 








764 THE TRAFFIC WORLD 


THE CASE OF THE RAILROADS 


Article by Thomas Gibson and Charles F. 
McElroy Disputes Railroad Figures 





“The Case of the Railroads” is the title of a pamphlet 
published by Thomas Gibson and Charles F. McElroy. It 
is a compilation of a series of articles which had been 
published in serial form. A foreword explains that the 
contents of the pamphlet are intended to demonstrate by 
statistics and arguments that the value of railroad securi- 
ties is greater than is generally believed, and that their 
position, present and prospective, is greater than ever 
before. It is explained that while the articles show that 
earnings have been concealed by the railroads which are 
demanding increased freight rates, they are not intended 
as an attack on the railroads. 

At the end of the pamphlet is a recapitulation of the 
figures and statements contained in it as follows: 

(1) That the fifteen leading railroads taken as repre- 
sentatives of dividend-paying roads are all paying as high 
dividends now as they did in 1900. 

(2) That all but two of the roads are paying the 
highest dividends of any time in the period consulted. 

(3) That with the exception of Pennsylvania, the 
margin of safety—that is to say, the surplus applicable to 
common stock after dividends are paid—is larger than 
in 1900, and compares favorably with the extremely pros- 
perous years 1906 and 1907. It has been shown that the 
reason for the falling off in Pennsylvania’s net applicable 
to dividends is due to the ploughing pack of large sums 
into improvements and betterments. 

(4) That in all cases investors who bought in 1900 
have received large annual interest on money invested, the 
only annual return below 6 per cent being on Pennsyl- 
vania (5.7 per cent) and New York Central (4.7 per cent). 

(5) That the statements of the railroads that rising 
cost of operation has compelled them to skimp main- 
tenance are incorrect, and that physical condition of rail- 
roads as a class is the best in history. 

(6) That the claims of the railroads that the cost of 
conducting transportation has steadily risen, while freight 
rates have not, is true but misleading, as they fail to 
show that, through reduced grades, larger trainloads, sav- 
ing of time, density of traffic, etc., the loss due to higher 
cost of conducting transportation has been more than elim- 
inated, and that profits, i. e., amount earned on common 
stock over and above all charges, have increased in spite 
of the increase in the cost of conducting transportation. 

(7) That the statement .frequently heard that every- 
thing entering into the cost of producing transportation 
has risen is not true. Many important materials have de- 
clined in price in the last ten years. 

(8) That the idea that the railroads have not been 
granted any increases in freight rates in recent years is 
a fallacy and that requests by the roads for higher rates 
have been granted in a majority of cases. 

(9) That the claim that interest rates have risen to 
a point where they work a hardship on railroads is not 
true. Through the refunding of old bonds bearing a 
high rate of interest with money borrowed at a lower 
rate, the average interest rate has been reduced from 4.51 
per cent in 1900 to 4.05 per cent in 1912. 

(10) That the much-heralded increases in taxes have 
been more than offset by the fall in average rate of inter- 
est payments and by the increase in earnings. 

(11) That the legal elimination of rate wars, rebates 
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and free passes has been of great advantage to the ra 
roads, although we do not hear them say so. 
(12) That tariff revision downward is a decided : 


vantage to the carriers. 
(13) That their ability to pay the higher wages, abou 
which they do so much croaking, is unquestioned. 
Finally—that the methods of the railroads of compilin: 
statistics and presenting one-sided arguments are mods 
of misrepresentation and dissemblance. 


RATES CAUSE POPULATION DECREASE 





That the decrease in population in Iowa is caused 
a large extent by unfair railroad shipping rates, was d: 
clared in a statement made by Clifford Thorne, chairman 
of the state railroad commission, in a talk before the 
members of the Iowa traffic organizations. 

Mr. Thorne argued that while the natural tendency 
as shown in other states, is for rural population to de- 
crease, the urban population increases at a sufficient 
rate to more than make up the deficiency. But in Iowa 
he said, the city increase has not been sufficient to even 
up for the decrease in the rural districts. The reason 
the Iowa cities have not built up with the rapidity of 
other cities, according to Mr. Thorne, is that the cities 
have not had a chance to build the industries that attract 
men, because of the high rates the manufacturers are 
forced to pay the railroads. 


COMPETITION FOR STEAM LINES. 


The Empire United Railways and Associated Lines 
one of the largest electric railway systems in the United 
States, has undertaken the development of freight traffic 
on an extensive scale and will be one of the first of 
the larger high-speed electric properties in the East to 
enter into direct competition with the steam lines for 
other than passenger business. The lines serve the agri 
cultural and manufacturing territory in New York lying 
between Lockport, Rochester, Newark, Lyons, Auburn, 
Syracuse, Fulton and Oswego. Tariffs naming competitive 
rates are already in effect, orders for new equipment 
have been placed and work is now progressing upon im- 
proved freight house and track facilities in Rochester 
Syracuse and Oswego. President C. D. Beebe has a! 
nounced the appointment of A. J. Littlejohn of Syracus¢ 
as manager of the freight traffic department. H. C 
Stanton, also of Syracuse, has been named general freight 
agent. 


BROOKLYN SHIPPERS WIN. 


A campaign for better service for Brooklyn shipper 
that has been waged for years by the traffic bureau of th: 
Manufacturers’ and Business Men’s Association has r 
sulted in the establishment of a freight service betwee! 
that borough and New England that is said to rank 
one of the most important concessions ever given 
Brooklyn manufacturers and is asserted to pressage 
complete equalization of the freight rates imposed 
Brooklyn with those of Manhattan. The plan will gi\ 
through service for Brooklyn shippers from the Jay stre¢ 
terminal to Boston for package shipments. It is inst 
tuted by the New York, New Haven & Hartford Railroa 
and cars will be provided for through shipment ever 
Tuesday and Thursday, or until the response to the ser 
ice warrants its extension. 
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THE 
CINCINNATI DISCRIMINATJON 


Charges Made Before Traffic Branch of Cham- 
ber of Commerce—Remedy Offered 


April 18, 1914 











In a paper on “Discrimination,” read before a recent 
meeting of the traffic branch of the Cincinnati Chamber of 
Commerce, E. H. Smith, traffic manager of the Newport 
Rilling Mill Co., made charges that Cincinnati is discrimi- 
nated against in the matter of freight rates. “If your com- 
modities are such,” said he, “that no specific rates are pub- 
lished from your own or competitor’s territory to a certain 
destination, the class rates then applying, what explanation 
can be offered for compelling Cincinnati shippers to pay 
i7c, fourth, and 15c, fifth class, to a point on the west side 
of Lake Michigan, 300 miles distant, while from a city, also 
on the Ohio River, about 475 miles distant, we find 21c, 
fourth, and 18c, fifth class. Is it not irritating to learn 
that Cincinnati shippers pay 25c per hundredweight, sixth 
class, to Nashville, Tenn., while points in western Penn- 
sylvania, twice the distance, only 30c,; with tLe conditions 
further aggravated to Memphis, Tenn., where for the 
same service the charge is 30c and 33c, respectively. To 
Paris, Ky., the sixth-class rate from Cincinnati is 13¢c, 
distance 80 miles. From a city along the boundary of 
Trunk Line and Central Freight Association territory, 380 
miles, fifth class, which applies on the certain identical 
commodities, the rate is but 18c. 

“To points in Kentucky on Cincinnati’s own railroad 
by adding the sixth class from Cincinnati to Lexington, 
plus the same class beyond will result in lesser charges 
than the through rates from Cincinnati to such points, a 
condition which does, though should not, exist. 


Eastern Trunk Line Rates. 


“Swinging our focus to Eastern Trunk Line Territory 
we are confronted with rates of 23c and 27% to Baltimore 
—24c and 28i%c to Philadelphia—26c and 30l%4c to New 
York—and 29c and 34\l%c to Boston, carload and less, re- 
spectively, from Cincinnati, in comparison with those of 
a competitive city of 14 and 17%c to Baltimore—l5c and 
l8c to Philadelphia—i6c and 19c to New York, and 18c 
and 21c to Boston. 

“Note in the foregoing that the differentials increase 
versus Cincinnati as the distance becomes greater, caus- 
ing a condition of discord in customary rate structure. 

“The authenticity in the preceding can be no better 
established than in shifting our scene to south and west, 
where to Tennessee, Oklahoma, Texas, Arizona and Cali- 
fornia, 15, lv, 7, 5 and nil in order named, the differ- 
entials favor Cincinnati, corroborating what has been said 
and the acknowledged element in rate practice that as 
the length of the journey increases the cost per ton per 
mile lessens, and the schedules are accordingly so pub- 
lished. 

“The scale of the six class rates from Chicago to St. 
Louis was higher, and possibly still remains so, than 
from Cincinnati to said point, yet a relative basis is not 
maintained with respect to commodities, the inequalities 
in favor of the Lake City present a ludicrous aspect, im 
reality a paradox when we have in mind a rate of 9c from 
Chicago versus 15c from Cincinnati on the same traffic, 
and this is only one of the many. 


Local Officials Indifferent. 


“Local traffic officials were invited to set aright this 
Situation, which was rejected with indifference, the reply 
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being that they could not at that time see their way 
clear to adjust, as requested. The language may not 
have been identical, yet irrespective the effect neverthe- 
less is the same, nor has there been any visionary im- 
provement, nor a time since propitious to alleviate the 
oppression, though on the contrary an effort recently made 
to tax on an additional 14%c per hundredweight from Cin- 
cinnati, with no discernable increase from Chicago; this, 
gentlemen, in view of the fact that at one time Cincinnati 
enjoyed a rate of 8c per hundred lbs. to St. Louis on thé 
commodity we have in mind. 

“Another phase in the situation that precludes justice 
is the rule which requires a shipper to pay a through 
published class rate, in the absence of one specific, de- 
spite a combination yielding a lesser charge and acknow- 
ledged to be the lawful one, and to better illustrate the 
points of origin which are highly competitive shall be 
designated as “A” and “B”’, and destinations as “C” 
and “D”. 

“On a certain commodity specific rates are published 
of 24c and 30c to “C” from “A” and “B”, respectively, and 
hypothetically a relative parity exists, yet not in reality, 
and to avoid the element of confusion this feature will 
be dismissed for the present; suffice it to add that again 
Cincinnati bears the brunt. 


No Through Rates. 


“Now for quotations to “D”’ from “B”, no through 
class or specific rates are published. This necessitates 
employing a combination, and the lowest available is 30c 
from “B” to “C” and 10c from “C” to “D,” or 40c through 
—a lawful and legal procedure. To determine what the 
charge shall be from “A” to “D” we find no specific rate 
and must resort to a through class assessment of 49c, 
whereas the sum of locals from “A” to “C” of 24c, plus 
10c from “C” to “D,”’ results in 34c, a lawful, yet re- 
stricted, transaction, surmountable only by reconsignment, 
tariff publication or reparation claim. 

“If the incident requires reconsigning, you are 
forced to engage a person or firm, and while usually 
financially responsible, a charge accrues for the service 
so created, a nominal consideration or item of expense, 
compared with the risk assumed by a shipper in entrust- 
ing his wares through this agency of reaching consignee, 
in order to obtain a more economic transportation sery- 
ice and come within the law, so a remedy obviating this 
technic is opportune and sincerely welcome. 

“Tariff publication on one day’s notice should be an 
efficacious medium to afford relief, however, that de- 
partment of carrier is usually so overburdened that 
while waiting your turn you are plied with questions, 
some merited others irrelevant, until that happy faculty 
of staving off action emits a feeling of felicitation when 
apprised of the good fortune in procuring the publication 
four months hence. 

“Reparation claims extend a measure of solace by 
filling the gap in protecting the shipper who pays a 
legal rate that is unlawful, and, as the caption implies, 
they repair such damages, probably slow, yet effective, 
when properly substantiated. 


A Solution Offered. 


“The three foregoing methods are good, and with 
due consideration fill a certain want and we appreciate 
their purpose; the cure in this instance is no worse 
than the disease; the percentage of recovery is near- 
proof and in the convalescent state; we are grateful to 
look forward to the time that the affliction should dis- 
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appear; nevertheless, if subsequently a remedy appears 
with better and quicker results it displaces former 
treatment, and by the same spirit permit me to offer a 
solution, in the form of prevention being better than 
a cure, by the Commission modifying conditions to the 
extent of requiring carriers to assess a transportation 
charge on a basis of a combination rate, where, in the 
aggregate, it makes. a lesser charge than the published 
legal joint or through rate for the entire journey. 


“To overcome such abuse that may allegedly arise 
from this practice, charge the carrier with the duty of 
promptly reporting the proceeding to the Commission, 
supplementing with published tariff penalizing for failure 
of action within such time that may be determined as 
reasonable. 


“Previous to the Hepburn Act of 1906 many of us 
still have a lingering memory of the practice then in 
vogue, whereby combination rates which made lesser 
charges than rates published for the entire journey 
were not objected to by carrier, who in fact rather en- 
couraged the custom and succored shipper presumptive of 
duty to cope with the situation and of the sincere belief 
in the spirit of fairness and propriety. 

“Such condition should be prevalent today, as car- 
riers of their own volition sought no change and were 
reluctant to discontinue the practice.” 


RELIABLE WEIGHTS ON THE NORFOLK & WESTERN. 


The Norfolk & Western, through a consistent study 
of the weighing situation as a whole and the actual carry- 
ing out of the improvements suggested by investigations, 
has placed itself in an enviable position with respect to 
its relations with shippers. 


Investigation of weighing conditions on this line, be- 
gun in 1908, indicated that scales of light construction 
then in service tended to light weights. Their perform- 
ance under the weight of the extremely heavy coal cars 
then and since coming into service was erratic and the 
accuracy of the weights of such cars was attacked. This 
investigation led to the renewal of the majority of the 
company’s scales during the last five years by the in- 
troduction of the most approved type generally—those of 
the very greatest capacity at principal weighing points 
where heavily loaded coal cars are handled and lesser 
capacity scales of similar design, and the strengthening 
and rehabilitation of the older types at points where ordi 
nary loads are weighed; also the inauguration at all sta- 
tions of closer checks to insure best methods of weighing. 


An inquiry was made of Mr. D. E. Spangler, super- 
intendent of transportation, by Tor TRAFFIC WORLD, as to 
how this had worked out from the standpoint not only 
of actually improving service to shippers, but of obtain- 
ing recognition from them of such improvements. 

“This procedure has resulted in a noticeable improve- 
ment in the accuracy of our weights,” said Mr. Spangler, 
“as well as reducing complaints, notwithstanding the re- 
cent weighing investigations conducted by the Interstate 
Commerce Commission created renewed interest in the 
subject on the part of the shipping public generally. In 
addition to reduction in the number of complaints, we 
have, on account of the known greater efficiency of our 
scales and improved weighing methods, been able more 
readily to demonstrate the accuracy of our weights to 
the satisfaction of our shippers generally, who now ac- 
knowledge utmost confidence in them.” 
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MIXING RULE ABROGATION 


Letter from Chicago Shippers to Freight Asso 
ciation Officers Asks that Rule Stand 





E. W. Skipworth, of Sulzberger & Sons Co., be 
and pork packers, Chicago, has written a letter to t! 
executive officers of the Central Freight Association 
regard to the-proposed abrogation of rule 10, which 
the mixing rule in Official Classification territory. 

“We and others with whom we have talked in our 
line of industry, and other lines as well,” the letter says, 
“cannot conceive that it is your serious intention to do 
away with the mixing rule upon which so much of our 
commercial development depends. This rule was esta 
lished in answer to an urgent need and has operated to 
relieve this complaint almost without a fault. It is tru 
certain interests have allied themselves with the general 
shipping public to consolidate less than carload business 
into carload, but this is an almost infinitesimal portion 
of the great commerce transported by your lines, and 
it is felt by those whose interests lie entirely within the 
distribution of their own products that they should not 
be called upon to suffer the result of such a backward 
step as would be the abrogation of this rule, and it is 
to be hoped your executives will be able to find some 
other means of leveling the situation than by tearing 
down one of the most important shipping regulations in 
our relations with you. To cancel the mixing privileges 
now afforded the various industries would mean a forced 
return to less-than-carload shipping. 


“At first you will argue that this will increase your 
revenue, but it must be remembered that the major use 
of these mixing rules is at the larger terminals, where 
already the freight-house facilities are overtaxed and 
acquisition of additional facilities is almost prohibitive 
in cost and, in some places, absolutely impossible. The 
service would, necessarily, be slower, and to the unes 
timable injury to commerce. The invoice cost of goods 
would be much higher and the increased revenue obtained 
by the carriers would come out of the pocket of the 
ultimate consumer, while, we consider, the proportionate 


net increase to you would not, by a great deal, measure 


up to the total increase to the consumer. Therefore 
there is an economic waste under the plan to forc: 
these shipments in less-than-carload trade. 

“The Interstate Commerce Commission has given 
thought to this great subject and their conclusions, based 
upon investigation and briefs filed by experts, is quoted 
for you, verbatim, from their Opinion No. 2110—I. and 
S. Docket No. 76, generally known as ‘Western Classifi 
cation No. 51 Case:’ 


“Liberal provisions should be made for mixture 
Artificial restrictions upon mixtures are restrictions upo! 
the freedom of trade and commerce, with a tendency t 
militate against the small man. Mixtures result in 
better utilization of car space; they lessen the demand 
upon terminal properties; they decrease the expense o 
operation and facilitate the movement of freight. Co! 
sidering the facts of record and giving due weight 
the arguments on both sides, we express the view tha 
the somewhat general restrictions and elimination of mix 
tures in No. 51 was a mistake and contrary to the bes 
interests of the carriers themselves, as well as the pu! 
lic. In many former proceedings our attention has bee! 
forecfully directed to expensive terminals which carriers 
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ire obliged to maintain, especially in large cities. A 
great proportion of such terminal properties is devoted 
o freight service. Great warehouses and correspond- 
ngly expensive loading platforms and accessory facilities 
ire given up to less-than-carload shipments. Every con- 
olidation of these packages, or groups of packages, into 
irload quantities saves not only storage and handling 
facilities, but also car space. The latter is especially 
nportant during times of car shortage. The committee 
hich worked out No. 51, even though it nowhere ex- 
presses it in so many words, was obviously aiming con- 
stantly at a better utilization of car space. A liberaliza- 
tion of mixtures in the classification and the resuiting 
consolidation of small shipments into carload lots will 
tend directly to a better utilization of car space and 
the saving of investments in railway terminals and their 
operation.’ 

“You cannot ask for a better brief text of this sub- 
ject than that written above by that body of experts 
who have only within the last few days shown unmis- 
takably and very forcefully that they are in sympathy 
with efficiency in the matter of transportation and con- 
sequent increased net revenues to the carriers, and the 
carriers are even now engaged in readjusting tariff 
scheaules to conform to this new condition, and it would 
seem extremely improper if, in view of these circum- 
stances, the carriers should now take any radical action 
in direct juxtaposition to the expressed idea of the Com- 
mission. 

“We hope, therefore, that you will, as individuals 
and as executive committee members, refuse to extend 
your approval to any effort to remove from the present 
tariffs the present mixing rules, which have so long 
and so well operated in the interest of our development 
and your efficiency.” 


PACIFIC CAR DEMURRAGE. 

The 150th monthly and 56th special report of the 
Pacific Car Demurrage Bureau for February, 1914, shows 
the following: 

Cars reported—State, 86,030; interstate, 29,078; total, 
115,108. 

Cars held overtime—State, 1,606; interstate, 792; total, 
2.398. 

Amount charged—State, 10,089; interstate, 5,382; total, 
15,471. 

Per cent of cars reported—State, 74.74; interstate, 
25.26. 

Per cent of cars held overtime—State, 01.87; 
state, 02.72; total 02.08. 


inter- 


OBJECT TO RATES. 


Testimony was taken this week at Philadelphia in 
the United States District Court before Examiner George 
N. Brown, of the Interstate Commerce Commission, in 
the complaint of the Pittsburgh & South Western Coal 
Co., the Waverly Coal & Coke Co., the Avella Coal Co. 
and the Tryor Coal Co. against the Wabash-Pittsburgh 
Terminal Railway Co. The complainants are located 
along the line of the railway company and allege they 
are discriminated against in the matter of freight charges. 
They also .allege that shippers of coal located along the 
line of the West Side Belt Railroad Co., operating the 
mines of the Pittsburgh Terminal Railroad & Coal Co., the 
offered a less freight rate than the complainants. 
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NEW HAVEN REPORT ISSUED 


Chairman Howard Elliott and the directors of the 
New York, New Haven & Hartford Railroad Co. have 
issued a detailed report to the stockholders, who are to 
hold a special meeting in New Haven, Conn., April 21. 
The report first sets forth of the hopes of the directors 
to rehabilitate the system, preserve its assets and make 
it a dividend payer. 

The report states that the directors agreed to the 
dissolution order of Attorney-General McReynolds to pre- 
vent a receivership and the stockholders are urged to 
approve the plan of settlement. It is declared that a 
contest at law would mean further difficulties for the 
railroad and large monetary loss. 

Such approval, the report suggests, would “stop the 
charge that the company is openly violating the law, 
and should make it easier for the company to take care 
of maturing obligations and to provide additional capital 
for needed improvements.” 


SUCCESSFUL ORANGE SHIPPING. 

Ten per cent of the Florida orange crop, it is esti- 
mated, decays before it reaches the consumer. Since 
the average crop is 4,000,000 to 5,000,000 boxes, this 
means an annual loss of at least half a million dollars, 
according to the most recent investigations, the results 
of which are published in Bulletin 63 of the U. S. De- 
partment of Agriculture, dealing with the successful 
shipping of oranges from Florida. To the individual 
grower such a percentage may mean all] the difference 
between profit and loss for his year’s work, but, as the 
bulletin points out, the matter is largely in his own 
hands. Careful picking and packing will reduce the loss 


_enormously. 


L. & N. AND SHORT-HAUL CLAUSE. 

In the matter of the application of the Louisville & 
Nashville Railroad Co. for relief from the long-and-short- 
haul clause on freight rates from Louisville to Middles- 
boro, the Kentucky Railroad Commission has entered an 
order exonerating the carrier from the operation of the 
clause until it shall have reasonable time to reissue, 


print and publish its tariff. It is stated that at the ex- 
piration of that time another order will be issued, and 
that afterwards, if the carrier shall violate the provi- 
sions of the clause, the Commission will see that proper 
proceedings are instituted to penalize it. The violation 
of the section was made under such circumstances, the 
Commission finds, that in the interests of justice it gives 
the roads another chance. The circumstances were 
that the case was heard in Louisville on application of 
the Louisville & Nashville road, and in the absence of 
any protest it was practically agreed that an order should 
be entered relieving the road from the short-haul clause, 
but immediately after the meeting the Commission re- 
ceived numerous telegrams from Pineville protesting 
against the order, and the order was not finally entered, 
although the carrier had reason to believe that it would 
be. The Commission finds that the reason no protest 
was entered was that the intermediate points had no 
notice. 


F. L. Word is appointed live stock agent of the Haw- 
kinsville & Florida Southern Railway Co., with office at 
Atlanta, Ga. 

Cc. B. Kingston is appointed commercial agent of the 
Eastern Steamship Corporation, with headquarters at 
Eastport, Me. 
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Traffic Organizations and Territories 


Membership of and Territory Included in the Field of Some of the Principal 
Organizations in the Traffic Affairs. 


The following compilation covers the membership, 
officers and territory embraced in the jurisdiction of 
some of the more important traffic organizations. It 
does not claim to be complete, nor is it possible to 
map the territory of some organizations with anything 
like strict accuracy. Incomplete as the data are, however, 
they may be of some interest as suggesting an inter- 
esting subject for study. 


The Classifications. 


Western Classification Territory includes Wisconsin, 
the North Peninsula of Michigan, Minnesota and all 
points west of the Mississippi River excepting as other- 
wise provided under the Illinois and Southern Classifi- 
cation. The chairman is R. C. Ffye, Transportation 
Building, Chicago, representing all carriers in this 
territory. 

Illinois Classification Territory includes the state of 
Illinois, and points on the West bank of the Mississippi 
River from St. Louis to Dubuque, inclusive. This is 
established by the Illinois Railroad and Warehouse 
Commission of Springfield. 

Southern Classification Territory includes all states 
south of the Ohio River and points south of the Virginian 
Railway in Virginia, excepting as provided under Official 
Classification. The Southern Classification also ap 
plies to points on the west bank of the Mississippi River 
from Helena, Ark., to New Orleans, inclusive. The 
chairman is W. 
fairs for carriers in the territory named. 

Official or Eastern Classification Territory includes 
all states east of Lake Michigan and Illinois and north 
of the Ohio River, including West Virginia and points 
on and north of the Virginian Railway in Virginia 
This embraces all the Central,-North Atlantic and New 
England states and Eastern Canada. The Official Classi- 
fication will also apply to Louisville, Henderson and 
Owensboro, Ky., Bristol, Tenn., and points on the L. & 
E., and Ches. & Ohio in Kentucky, and to the Eastern 
Portion of the North Peninsula of Michigan. The chair- 
man is R. N. Collyer, 143 Liberty Street, New York 
City, and the secretary is O. F. Lorenberg. 

Uniform classification working committee 
posed of the following: 

J. E. Williams, chairman; R. C. Fyfe, G. H. Kelland, 
F. W. Meadows, W. R. Powe, W. H. Quigg, F. W. Smith, 
F. F. Thompson, E. K. Voorhees. The offices are at 1909 
Transportation Building, Chicago. 


FREIGHT BUREAUS AND ASSOCIATIONS. 
Transcontinental Freight Bureau. 

R. H. Countiss, Agent, 608 South Dearborn Street, 
Chicago, III. 

J. W. Sheehan, 
spection Department, 
cisco, Cal. 

Atchison, Topeka & Santa Fe Railway System. 

Canadian Pacific Railway. 

Chicago, Burlington & Quincy R. R. 

Chicago, .Milwaukee & Puget Sound Railway. 

Chicago, Milwaukee & St. Paul Railway. 

Chicago, Rock Island & Gulf Railway. 


is com- 


Superintendent, Weighing and In- 
333 Pacific’ Building, San Fran- 


R. Powe, Atlanta, who handles all af- 


Chicago, Rock Island & Pacific Railway. 
Colorado & Southern Railway. 

Colorado Midland Railway. 

Denver & Rio Grande Railroad. 

El Paso & Southwestern System. 

Galveston, Harrisburg & San Antonio Railway. 
Great Northern Railway. 

Louisiana Western Railroad. 

Minneapolis, St. Paul & Sault, Ste. Marie Railway 
Missouri, Kansas & Texas Ry. 

Missouri Pacific Railway. 

Morgan’s Louisiana & Texas Railroad & S. S. Co 
Northern Pacific Railway. 


Oregon & California Railroad. 

Oregon Short Line Railroad. 

Oregon-Washington Railroad and Navigation Co 
St. Louis & San Francisco Railroad. 

St. Louis, Iron Mountain & Southern Railway. 
San Pedro, Los Angeles & Salt Lake Railroad. 
Southern Pacific Co. (Pacific System). 

Spokane, Portland & Seattle Railway. 

Texas & New Orleans Railroad. 

Texas & Pacific Railway. 

Union Pacific Railroad. 

Western Pacific Railway. 

The territory covered by the Weighing and Inspec 


tion Department of the Transcontinental Freight Bureau 
is as follows: 


British Columbia, Idaho, Washington, Oregon, Call 
fornia, Nevada, Utah (west of Corrine and West Weber 
and south of Provo and Tooele), Arizona, and points 
in New Mexico west of Albuquerque and Belen (on 
Atchison, Topeka & Santa Fe Railway Coast Lines), 
west of Deming (on line of Southern Pacific Co.), and 
west of El Paso and Deming (on line of El Paso & 
Southwestern System). 

Relative to this territory, Mr. Countiss says: 

“The foregoing, you will understand, outlines the 
territory covered only by our Weighing and Inspection 
Department. It would be difficult accurately to describe 
the territory to and from which this bureau publishes 
freight rates. With respect to boundaries of the territory 
covered by the Transcontinental Freight Bureau, it is 
believed we can do not better than refer you to the 
current tariffs of the Transcontinental Freight Bureau, 
each of which clearly and fully designates the points 
from which and to which the rates named therein appl: 
No map or circular outlining the territory under the 
jurisdiction of the Transcontinental Freight Burea 
has ever been published by this bureau and in the 
opinion of the writer it would be a very difficult matte: 
for any one to publish such map or circular. Howeve! 
as stated, each Transcontinental eastbound and west 
bound tariff as now in effect clearly and fully desig 
nates the points from which and the points to whic! 
the rates named therein apply.” 


Central Freight Association. 
BE. Morris, 


cago. 


chairman, Transportation Building, Chi 
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This association has jurisdiction over rates 
pounded as follows: 
the east by a line drawn 


a+ 


erritory 


On from and including 


Buffalo, N. Y., via the Erie Railroad through Dayton to 
Salamanca, N. Y., thence via the Western New York 
& Pennsylvania Railway through Corydon and Warren 


Oil City and Franklin, Pa.; therce via the Allegheny 


Valley Railway to Parker, Pa.; thence via Pittsburg & 
Western Railway through Butler to Pittsburg, Pa.; 
thence via the Baltimore & Ohio Railroad through Wash- 
ington, Pa., and Wheeling, W. Va., to Bellaire, Ohio; 
tl e via the Ohio River Railroad to and including 
Kenova, W. Va.; thence via the Chesapeake & Ohio 
Railway to Ashland, Ky., Charleston and Gauley, W. Va., 
including all points thereon. 

On the north by the north route of the Grand Trunk 
Railway System from and including Toronto, Ont., to 
Ft. Gratiot, Mich.; thence via the north and west shores 


of Lake Huron and Lake Michigan to Chicago, including 
all points located thereon. 

On the west by a line from Chicago through Joilet 
and Streator to Peoria, Ill.; thence via the Toledo, 
Peoria & Western Railway to East Burlington, IIL; 
thence via the east bank of the Mississippi River to its 
junction with the Ohio River, including all points on 
the above described line. 

On the south by and inlcuding points on the north 
bank of the Ohio River from Cairo, Ill. (including Louis- 
ville, Ky.) to Coal Grove, Ohio, inclusive. 


Southern Weighing and Inspection Bureau. 

Territory covers all points east of the Mississippi 
River, south of the Ohio and Potomac rivers; and there 
are also included in the membership certain coast-wise 
water lines operating from Boston, Providence, New 
York, Philadelphia, and Baltimore, to Virginia and South 
Atlantic ports. It has eleven district managers, who 
have direct charge of certain territories as follows: 

F. E. Bozeman, 927 Grant Bldg., Atlanta, Ga. 

J. A. Bradbury, 201 Wool Exchange Bldg., New York. 

J. E. Bush, 814 Woodward Bldg., Birmingham, Ala. 

L. F. Hanks, 309 Neave Bldg., Cincinnati, O. 

L. P. Jones, 413 Loan and Exchange Bldg., Colum- 
bia, S. C. 

B. E. Leonard, 
ville, Fla. 

I. G. Markey, 1023 Mutual Bldg., Richmond, Va. 

J. G. Norman, 1105 James Bldg., Chattanooga, Tenn. 

A. W. Pitner, 800 Stahlman Bldg., Nashville, Tenn. 

J. J. Prendergast, 704 Hibernia Bank Bldg., New 
Orleans, La. 

H. A. Russell, 
lotte, N. C. 


409 Consolidated Bldg., Jackson- 


403-4 Com. Nat. Bk. Bldg., Char- 


Southwestern Tariff Committee. 

F. A. Leland, chairman, St. Louis, Mo. 

The traffic with which this committee deals includes 
(with the exceptions provided below) all interestate 
freight traffic and freight traffic with foreign countries 
having origin or destination in the states of Oklahoma, 
Texas, Arkansas, including Texarkana and Louisiana. 

Exceptions: 

(a) Traffic between Texas points and Key West, 
Fla.; also traffic between Houston and Galveston and 
points in all foreign countries, not including all-rail 
trafic with the Republic of Mexico and traffic with 
Canada, 

(b) Traffic between points in Arizona and New 
Mexico and points in Texas or Oklahoma. 
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Traffic to; from or through the states of Calli- 
also 


(c) 
fornia, Oregon, Washington and British Columbia; 
traffic to and from Asiatic ports via any route. 

(d) Packing house products and fresh meat destined 
for export via Gulf ports when originating at Texas 
producing points, except when destined to interior Mex- 
ican points, 

(e) Traffic from seaboard territory to Texas points; 
the Seaboard-Texas committee having initial jurisdiction 
over rates from Seaboard territory to Texas points, and 
its organization being the medium through which changes 
in such rates are made. 

(f) Traffic having both origin and destination in 
Arkansas or Texas, which is interstate in its movement. 

(g) Coal and coke from Colorado and New Mexico, 
destined to El Paso. 

In conjunction with the lines members of the Rail- 
way Association of Mexico, and the initial New Orleans 
railroads, these articles also include freight traffic from 
points in the United States west of seaboard territory, and 
east of and including Utah common points, to common 
points in the Republic of Mexico, via all-rail and rail 
and Gulf routes. 

It is the purpose of the lines parties to extend the 
publication of joint or common tariffs to other terrt- 
tory, should it be found practicable. 

There are no officers other than the chairman. 


Middle States Freight Association. 

The jurisdiction of the association covers traffic 
within the states of New York, Pennsylvania, New Jer- 
sey, Delaware, Maryland, District of Columbia, Virginia, 
and West Virginia, east of, but not including the western 
termini of the Trunk Lines. The officers consist of: 

James Bloomingdale, chairman. 

S. J. Hoole, secretary. 


American Association of Demurrage Officers. 

President, E. E. Mote, Manager Pacific Car Demur- 
rage Bureau, San Francisco, Cal, 

Vice-President, W. E. Backensto, commissioner, Colo- 
rado Demurrage Bureau, Denver, Colo. 

Secretary-treasurer, A. G. Thomson, commissioner, 
New England Demurrage Commission, Boston, Mass. 

The jurisdiction of this association is over the 
United States and Canada. It is a voluntary association 
of men in charge of car demurrage bureaus throughout 
the United States and Canada. 

Association of Lake Lines. 

Baltimore & Ohio Lake Line. 

Canada Atlantic Transit Co. 

Cleveland & Buffalo Transit Co. 

Detroit & Cleveland Navigation Co. 

Lackawana Transportation Line. 

Lehigh Valley Transportation Co. 

Mutual Transit Co. 

Port Huron & Duluth Steamship Co. 

Rutland Transit Co. 

The Erie & Western 
Line). 

Union Steamboat Line. 

Western Transit Co, 

Fred E. Singer, Commissioner, 916 Chamber of Com: 
merce Bidg., Buffalo, N. Y. 

Buffalo Freight Committee. 

The jurisdiction of this committee covers Buffalo and 
the immediate suburbs, although its action as a rule 
may be said to apply to the Niagara frontier, mefining 
by that the territory extending from Buffalo along the 


Transportation Co, (Anchor 
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Niagara River, to and including Suspension Bridge; its 
officers are: 

Edward T. Johnson, chairman, 612 Brisbane Bidg., 
Buffalo, N. Y. 

J. H. Limberger, 
Buffalo, N. Y. 

Cincinnati Freight Committee. 

The committee is an organization of the traffic 
officers of the roads named above, who confer on matters 
concerning the traffic to and from what is loosely known 
as the Cincinnati district. The chairman is S. C. Mat- 
thews, D. F. A., P. C. C. & St. L. Ry., at Cincinnati, O.; 
secretary is R. S. Pierce. The office of the committee 
is at 101 Carew Bldg., Cincinnati, O. 

(Continued next issue) 


secretary, 516 Prudential Bldg., 


AUTO MEN FEAR DISCRIMINATION 


Automobile manufacturers have taken a stand against 
any change in freight rates which would discriminate 
against motor cars. Opposition to such a change devel- 
oped at the recent meeting of the board of directors of 
the National Automobile Chamber of Commerce at New 
York, following a report of the traffic committee of that 
body, in which the statement is made that if the sug- 
gestion now before the Interstate Commerce Commission 
is adopted, the railroads will charge automobile manu- 
facturers for placing cars on factory sidings, and, in addi- 
tion, trackage charges will be assessed on automobile 
shipments which are not promptly accepted by the con- 
signee. 

The chamber has vigorously opposed a new rule sug- 
gested by the Official Classification Committee, which 
would prevent combining trucks with passenger machines 
in making up carload shipments to dealers. At the meet- 
ing, over which Charles Clifton presided, it was decided 
to have the chamber report at the argument on dunnage 
allowances before the Commission in Washington on 
April 16. 


HILL ON CANADA RATES. 


James J. Hill, commenting upon the reduction in 
Canadian freight rates, said: “The rate reductions in 
Canada will have no adverse effect upon Great Northern. 
In fact, so far as I can see, there will not be the dif- 
ference of a copper cent. Through shipments, as, for 
example, from Chicago to Vancouver, should not be 
affected, because the adjustment principally has to do 
with rates between intermediate points in western Can- 
ada.” Mr. Hill added that the reductions would bring 
down Canadian rates to a closer approximation of rates 
for corresponding distances on the American roads in 
the Northwest. 


HEARING POSTPONED. 

The hearing before the Commission at Washington set 
for 10 o’clock a. m., April 27, 1914, as indicated in Statisti- 
cal Series Circular No. 3, issued under date of March 19, 
1914, in the matter of requiring steam railway carriers hav- 
ing operating revenues in excess of $100,000 per annum to 
analyze currently their operating expenses with respect 
to freight and passenger services and to report periodically 
the results of such analyses to the Commission, has been 
postponed to 10 o’clock a. m., on May 2, 1914. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 52 


The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast 


The Western Classification Committee will on the d 
and at the hours named consider the following applications 
changes in ratings, rules, etc., in Classification No. 52. In 
ested persons desiring to appear and present arguments wi! 
heard in the committee conference room, 1875 Transportat 
Building, Chicago. 


The Western Classification Committee will at the ti 
named, consider the following applications for changes in 
ings, rules, etc., in Classification No. 52. Interested parties de- 
siring to appear and present arguments will be heard in 
committee conference room, 1875 Transportation Building, ‘ 
cago: 

Thursday, April 23, 1914. 
Docket No. 63—10:00 a. m. 
(Cancels Item 3, Page 188.) 
Machinery and Machines, Printing: S. U., on skids, L. 

first class; S. U., in crates, L. C. L., first class; S. 

boxes, L. C. L., first class; K. D., in crates, L. C. L., s 

ond class; K. D., in boxes, L. C. L., second class; S. | 

K. D., in packages, loose or on skids, C. L, minin 

weight 24,000 Ibs. (subject to Rule 6B and Note 3), class A 

Docket No. 64—10:30 a. m. 

(Cancels Item 13, Page 194.) 
Bodies made of iron or steel, loose or on skids 
in barrels, boxes or crates, L. C 
loose or on skids, C. L., minin 


Meters, Water: 
L. Cc. L., first class; 
first class; in packages, 
weight 30.000 lbs., third class. 

Bodies made of metal other than iron or steel, 
boxes, first class. 
Docket 65—11:00 a. m. 
(Cancels Items 1, 4, 5, 7, Page 188 and Item 12, Page 248 

Machinery and Machines—Presses: Presses not otherwise 
dexed by name, S. U., loose or on skids, L. C. L., f 
class; S. U., in boxes or crates, L. C. L., first class; K 
in boxes, bundles or crates, L. C. L., second class; S. | I 
K. D., in packages, loose or on skids, C. L., minimum 
weight 24,000 Ibs. (subject to Rule 6B and Note 3), class 


in barrels 


BREWER AUCTIONS 52 HORSES 


Striking evidence of the wholesale manner in which 
motor trucks are replacing horses in all lines of business 
may be found in a poster issued by the Los Angeles 
Brewing Co. announcing the sale at auction of 52 head 
of horses and 15 wagons recently supplanted by the pur- 
chase of nine White trucks. 

The auction notice gives a list of the obsolete equip- 
ment and states that it “will positively be sold to the 
highest bidder, as we have purchased a complete fleet of 
White gasoline trucks.” 

Three years ago the Pioneer Commercial Auto Co 
of Los Angeles sold the brewing company its first motor 
truck. So efficient did this truck prove that the company 
gradually increased its motor equipment and dispensed 
with horses. Nine trucks which were delivered last week 
displaced the last lot of horses and placed the company’s 
delivery departemnt upon an all-motor basis. The equip 
ment consists of trucks varying in capacity from 1% 
tons to 5 tons. The smaller sizes are used to make 
house-to-house deliveries and the larger trucks are em 
ployed in the heavier downtown work. 


RIVER CITIES PROTEST. 

Mississippi River cities from Keokuk to Dubuque ar‘ 
protesting against the proposed increase in freight rate 
of five per cent between points in Iowa on the west ban! 
of the Mississippi, and points in Illinois. A protest wa: 
filed with the Interstate Commerce Commission by W. B 
Martin of Dubuque and E. D. Smiley of Clinton, presiden‘ 
and secretary of the Upper Mississippi River Cities Traf 
fic Association. ; 
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Note.—Items in the Docket marked with an asterick (*) are 
and have not been carried in the publication during the 
eding week, 





oril 18—Argument at Washington, D. C.: 

831—Pacifie Fruit Exchange vs, Sou. Pac. Co. et al. 

5976—Pacific Fruit Exchange vs. Sou. Pac. Co. et al. 

5217—California Fruit Growers’ Assn. et al. vs. Ala. G. S. 
R. R. et al. 

374—-Railroad Commission of the State of California vs. Ala. 
G. S. R. R. Co. et al. 


April 18—Helena, Mont.—Examiner Wood: 
6549—L. IX. Osborn vs. Nor, Pac. Ry. cv. et al. 
April 20—Washington, D. C.—Commissioner Meyer: 
5370—In the matter of rates, practices, rules and regulations 
governing the transportation of iron ore. 
April 20—Washington, D. C.—Examiner Berry: 
|. & §. 383—Passenger fares between Somerset, Md., and 
points in the District of Columbia. 


April 20—St. Paul, Minn.—Chairman Harlan: 
6512—Minneapolis Civic and Commerce Assn. et al. vs. Algona 
Central & Hudson Bay Ry. Co. et al. 
|. & S. 361—Rail-lake-and-rail rates to St. Paul, Minn. 
April 20—Washington, D. C.—Commissioner Meyer: 
5370—In the matter of rates, practices, rules and regulations 
governing the transportation of iron ore. 
April 20—Muskogee, Okla.—Examiner Hines: 
6182—L. Lebrow vs. A. T. & §. F. Co. 
6686—W. C. Morris vs. A. T. & S. F. et al. 
6076—Goodner-Malone Co. vs. Midland Valley Ry. Co. et al. 
6408—Goodner-Malone Co. vs. D. & R. G. R. R. Co. et al. 
Fourth Section Application No. 1548. 
April 21—St. Paul, Minn —Chairman Harlan: 
|. & S. 360—Rental charges for insulated cars 
April 21—Muskogee, Okla.—Examiner Hines: 
6209—Pittman & Harrison Co. vs. St. L. L. M. & Sou. Co. 
Cr eer as Hardware Co. et al. vs. M. K. & T 
et al. 
6304—Muskogee Refining Co. vs. A. T. & S. F. et al. 
6277—Adleta Paper Co. vs. M. K. & T. et al. 
April 22—Charleston, W. Va.—Examiner Pugh: 
6157—B. S. Cunningham et al. vs. B. & O. S. W. R. R. Co. 
5841—Kelly’s Creek Colliery Co. vs. Kanawha & Mich. Ry. Co. 


April 22—Washington, D. C.—Commissioner McChord: 
4914—In the matter of rates, practices, rules and regulations 
governing the transportation of anthracite coal. 


April 22—Muskogee, Okla.—Examiner Hines: 
6543—Phoenix Printing Co. et al. vs. M. K. & T. et al. 
6544—Adleta Paper Co. vs. C. & N. W. Co. et al. 


April 22—Chicago, Ill.—Examiner Wood: 
|. & S, 386—Gravel and sand switching charges at Chicago. 


April 23—Chicago, Ill.—Examiner Wood: 
1. & A 387—Lumber rates from Lake Charles, La., and West 
sake, La. 


April 23—Chicago, Ill—Examiner Wood: 
|. & S. 367—Proportional rates on coal from Ohio coal fields 
to Mississippi River crossings. 
April 22—Oklahoma City, Okla.—Examiner Hines: 
5649—Corporation Commission of Oklahoma on behalf of Futch 
Bros. vs. K. C. M. & O. et al. 
6620—Corporation Commission of Oklahoma et al. vs. A. T. 
& §. F. et al. 
April 24—Pittsburgh, Pa.—Chairman Harlan: 
6026—W heeling Steel and Iron Co, vs. Pa. Co. et al. 
6027—Pittsburgh Steel Co. vs. L. S. & M. S. Ry. Co. et al. 
* 6210—In the matter of rates on iron ore in carloads from 
Lake Erie ports to points in Ohio, West Virginia and Penn- 
sylvania. 


April 24—Chicago, Ill.—Examiner Wood: 
a River Valley Mfrs.’ Assn. vs. Me. Cent. R. R. Co 
et al. 


April 27—Cincinnati, O.—Examiner McKenna: 

6238—I. V. Sutphin Co. vs. Tenn. Cent. R. R. Co. et al. 

6110—I_ V. Sutphin Co. vs. P. Cc. C. & St. L. Ry. Co. et al. 

6537—American Naval Stores Co. vs. L. & N. R. R. Co. et al 
Fourth Section Applications: 

3965—C, N. O. & T. P. Ry. Co. 

2045—Ill. Cent. R. R. Co. 

1952—L. & N. R. R. Co. 

458—N. C. & St. L. Ry. Co. 

3912—Tenn. Cent. R. R. Co. 


April 27—Coslumbia, S. C.—Examiner J. Edgar Smith: 
4656—Columbia Chamber of Commerce vs. Sou. Ry. Co. et al. 
April 27—Argument at Washington, D. C.: 
5860 and |. & S. 333—Rate increases in Official Classification 
territory. 


April 27—Memphis, Tenn.—Examiner Hines: 
6576—Belgrade Lumber Co. et al. vs. Ill. Cent. R. R. Co. et al. 
6656—Anderson-Tully Co. et al. vs. Ill. Cent. Co. et al. 


April 28—Memphis, Tenn.—Examiner Hines: 
6390—Memphis Freight Bureau vs. St. L. I. M. & S. Ry. Co. 
et al. 


April 28—Cincinnati, O.—Examiner McKenna: 
!|. & S. 3830—Orange rates to Charleston, W. Va. 
6459—Globe Wernicke Co. vs. B. & O. R. R. Co. et al. 
April 28—Chicago, Il_—Examiner Wood: 
are T. Rawleigh Medical Co. vs. C. & N. W. Ry. Co 
” a 


April 289—Chicago, Ill._—Examiner Wood: 
6150—W. T. Rawleigh Medical Co. vs. C. & N. W. Ry. Co. 
6657—W. T. Rawleigh Medical Co. vs. C. & N. W. Ry. Co. 


April 30—Cairo, Ill.—Examiner McKenna: 


* 6474—Spoke Mfg. Assn, et al. vs. St. L. S. W. Ry. Co. et al. 


April 30—Chicago, Ill.—Examiner Wood: 
6581—W. T. Rawleigh Medical Co. vs. C. & N. W. Ry. Co. 


et al. 
a T. Rawleigh Medical Co. vs. C. & N. W. Ry. Co. 
e . 


April 30—Charlotte, N. C.—Examiner J. Edgar Smith: 

* 6630—R. E. and C. E. Mason vs. S. A. L. Ry. Co. et al. 

* 6651—City of Rock Hill. S. C., vs. Sou. Ry. Co. 

* Fourth Section Application No. 1548. 

April 30—Cairo, Ill—Examiner McKenna: 

* 1. & S. 397—Team track switching charges at Cairo, III: 

May 1—Richmond, Va.—Examiner J. Edgar Smith: 

* 6518—Cephas N. Stacy vs. Sou. Ry. Co. et al. 

* 6658—Virginia-Carolina Chemical Co. vs. A. C. L. R. R. Co, 
et al. 

May 1—Columbus, O.—Examiner Gerry: 

* 6000—Federal Glass Co. et al. vs. C. R. I. & P. Ry. Co. et al 

* 4696—Charles Boldt Co. vs. C. R. I. & P. Ry Co. et al. 


May 1—St. Louis, Mo.—Examiner McKenna: 

* 6106—Bott Bros. Mfg. Co. vs. C. B. & Q. R. R. Co. et al. 
* 6265—St. L. S. W. Ry. Co. vs. P. & R. Ry. Co. et al. 

* 6383—Beck & Corbitt Iron Co. vs. K. C. Sou. Ry. Co. 


May 2—Hearing of Docket No. 6474, Spokane Mfrs. Assn. et al, 
vs. St. L. S. W. Ry. Co. et al., now assigned before Exam- 
iner McKenna at St. Louis, is cancelled and the case reas- 
signed pe hearing before Examiner McKenna April 30 at 
Cairo, IL. e 


May 2—Evansville, Ind.—Examiner Hines: 
* 5968—Maley & Werte vs. L. & N. R. R. Co. 
May 2—Hearing at Washington, D. C.: 
Analysis of operating expenses with respect to freight and 
passenger service. 


May 2—St. Louis, Mo.—Examiner McKenna: 

* 6401—Cal Hirsch & Sons Iron and Rail Co., vs. N. Y. N. H. 
& H. R. R. Co. et al. 

* 6470—Herthold & Jennings Lumber Co. vs. Ala., Tenn & No. 
Ry. Co. et al. 

* 6474—Spoke Mfrs.’s Assn. et al. vs. St. LL. S&S. W. Ry. Co. 
et al. 

May 4—St. Louis. Mo.—Examiner Pattison: , 

* |; & S. 11—So far as that is applicable to the Deering South- 
western Ry. 


May 4—Nashville. Tenn.—Examiner Hines: 
* 4905—Blanton W. Burford et al. vs. L. & N. R. R. Co. et al. 


May 4—Chicago, Ill.—Examiner Gerry: 

* 6201—Tower Hill Coal Co. et al. vs. B. & O. S. W. R. R. Co. 
et al. 

May 4—St. Louis. Mo.—Examiner McKenna: 

* 6205—Milliken Refining Co. vs. M. K. & T. Ry. Co. 

* 6494—Mound City Roofing Tile Co. vs. B. & O. S. W. R. R. Co. 
et al. 

* 6498—Funck Lumber Co. vs. B. & O. S. W. R. R. Co. et al. 


May 5—Chicago, Ill—Examiner Gerry: 

* 6439—Pulp and Paper Mfrs. Traffic Assn. vs. D. 8S. S. & A. 
et al. 

May 5—St. Louis, Mo.—Examiner McKenna: 

* 6541—Commercial Acid Co. vs. Ill. Cent. R. R. Co. et al 

* 6655—John Jacob Astor vs. St. L. & S. F. R. R. Co. et al. 

* 6699—Richardson Lubricating Co. vs. A. T. & S. F. Ry. Co. 
et al. 

May 6—Chicago, Ill—Examiner Gerry: 

* 6698—Western Clock Co. vs. C. B. & Q. R. R. Co. et al. 


May 6—Oral argument at Washington: 

* 6052—Judd & Detweiler vs. B. & O. R. R. Co. et al. 

* 6058—O. J. DeMoll & Co. et al. vs. Sou. Ry. Co. et al. 

* 6140—Philadelphia Team Owners’ Protective Assn. et al. vs. 
P. & R. Ry. Co. et al. 

May 6—St. Louis. Mo.—Examiner McKenna: 

* 6486—LaClede-Christy Clay Products Co. vs. Mo. Pac. Ry. Co. 
et al. 

* 6546—Ozark Fruit Growers’ Assn. vs. U. S. Express Co. et al. 

* 1, & S, 366—Lumber rates from Thebes, IIl. 

* 1, & S. 390—Gypsum rates from Winslow, Ariz. 

May 7—Ft. Smith, Ark.—Examiner Pattison: 

* 6409—W. J. Echols & Co. et al. vs. Ahnapee & Western Ry. 
Co. et al. 

May 7—Chicago, Ill—Examiner Gerry: 

* 6700—Goodwillie Bros. vs. M. St. P. & S. S. M. Ry. Co. et al. 

* 6411—J. C. Shafer & Co. vs. Ill. Cent. R. R. Co. 


May 7—Oral argument at Washington: 

* 5420—G. B. Merrill & Bro. vs. Sou. Ry. Co. et al. 

* 5591—New England Coal and Coke Co. vs. N. & W. Ry. Co. 
et al. 

* §6227—Hall & Legam Lumber Co. ys. Sou. Ry. Co. 

* 6318—Grain and Hay Exchange of Pittsburgh vs. Pa. Co. et al. 

May 8—Chicago, Ill.—Examiner Gerry: 

* 6356—City Ice and Supply Co. vs. C. & N. W. Ry. Co. et al. 

May 8—Chicago, Ill—Examiner Gerry: 

* 6422—Consumers Co. vs. C. & N. W. Ry. Co. et al. 

* 6567—Hygienic Ice Co. vs. C. & N. W. Ry. Co. et al. 


May 8—Oral argument at Washington: 
* 6154—S. J. Greenbaum Co. vs. L. & N. R. R. Co. et al. 
























































































* 6155—S. J. Greenbaum Co, vs. B. & O. R. R. Co. et al. 

* 6156—S. J. Greenbaum Co. vs. Sou. Ry. Co. et al. 

* 6492—Brush Creek Mining and Mfg. Co. et al. vs. L. & N. 
R. R. Co. et al. 

* 6392—Knight Woolen Mills vs. C. & N. W. Ry. Co. et al. 


May 8—Kansas City, Mo.—Examiner McKenna: 

* 4782—Standard Vitrified Brick Co. vs. C. B. & Q. R. R. Co. 
et al. 

* 5597—C. W. Hull Co. vs. C. B. & & Q. R R. Co. et al. 

* 1. & S. 227—Kansas-lIowa brick rates. 

May 9—Texarkana, Ark.—Examiner Pattison: 

* 1. & S. 312—Rates on fencing and fencing material from An- 
derson and other points in Indiana to Texarkana, Arkansas- 
Texas and other points. 

May 9—Chicago, Ill—Examiner Gerry: 

* 6508—Clinton Coal Co. vs. C. T. H. & 9. E. Ry. Co. et al. 

* os & Orendorff Co. vs. C. C. Cc. & St. L. Ry. Co. 
et al, 


May 9—Oral argument at Washington: 

* 6271—Monch Coal Co. et al. vs. C. & E. IL. R. R. Co. et al. 

* 6468—Southern Hardwood Traffic Bureau vs. Ill. Cent. R. R. 
Co, et al. 

May 11—Docket No. 6417, Excello Feed Milling Co. vs. Nor. Pac. 
Ry. Co, et al., now assigned before Examiner McKenna at 
Kansas City, is cancelled, 

May 11—Memphis, Tenn.—Examiner Pattison: 

* 6455—Green River Lumber Co. et al. vs. St. L. I. M. & S. Ry. 
Co. et al. 

May 11—Chicago, Ill.—Examiner Gerry: 

* 6321—Albert Miller & Co. vs. C. & N. W. Ry. Co. et al. 

* 6477—Albert Miller & Co. vs. Wabash R. R. Co. et al. 

*1. & SS. 382—Cement rates from Mason City, Ia., to Beach, 
N. D. 

May 11—Kansas City, Mo,—Examiner McKenna: 

* 6197—A. McCarthy & Co. vs. A. T. & S. F. Ry. Co. 

* 6417—Excello Feed Milling Co. vs. Nor. Pac. Ry. Co. et al. 

* 6320—Clarence E. Walker vs. Mo. Pac. Ry. Co. et al. 

* 6638—Star Coal Co. ys. St. L. L M. & Sou. Ry. Co. et al 

May 12—Chicago, Ill.—Examiner Gerry: 

* 6454—Aetna Powder Co. vs. Wabash R. R. Co. et al. 

* 6185—Northern Central Coal Co. vs. Wabash R. R. Co. et al. 

May 12—Kansas City, Mo.—Examiner McKenna: 

* 6102—R. W. Gess Commission Co. vs, St. L. & S. F. R. R. Co. 
et al. 

* 6349—Peet Bros. Mfg. Co. vs. Ill. Cent. R. R. Co. et al. 

* 6418—Peycke Bros. Commission Co. vs. C. R. I. & P. Ry. Co. 
et al. 

May 13—Cincinnati. O.—Examiner Pattison: 

* 6336—Cincinnati Team Owners’ Assn. et al. vs. B. & O. R. R. 
Co. et al. 

May 13—Chicago, Ill.—Examiner Gerry: 

* 6351—Dr. W. P. Cutler vs. Wabash R. R. Co. et al. 

* 6528—D. Friedlander & Co. vs. C. M. & St. P. Ry. Co. 

* 6681—Armour Grain Co. vs. Ill. Cent. R. R. Co. 


May 13—Oral argument at Washington: 

* 6170—Decatur Navigation Co. vs. L. & N. R. R. Co. et al. 
* 5508—Louisville Board of Trade vs. L. & N. R. R. Co. 
May 13—Kansas City, Mo.—Examiner McKenna: 

* 6450—Peter A. Fox vs. C., Gt. West. R. R. Co. et al. 

* 6461—Brodnax & McLinny vs. St. L. & S. F. R. R. Co. et al. 
* 6466—Eads Water Co. vs. A. T. & S. F. Ry. Co et al 

May 14—Kansas City, Mo.—Examiner McKenna 

* 5927—A. M. Hampton vs. M. K. & T. Ry. Co. 

May 14—Chicago, Ill—Examiner Gerry: 

* 6535—Lamson Bros. Co. vs. L. S. & M. S. Ry. Co. et al 

* 6563—Rumsey & Co. vs. C. & N. W. Ry. Co. et al. 


May 14—Kansas City, Mo.—Examiner McKenna: 

* 6163—Foster Lumber Co. vs. M. K. & T. Ry. Co. et al. 

* 6586—Foster Lumber Co. vs. K. C. Sou. Ry. Co. et al. 

* 6557—Schreiber Hay and Grain Co. vs. C. B. & Q. R. R. Co. 


May 14—Oral argument at Washington: 

* 6495—New Orleans Live Stock Exchange et al. vs. LL. & N. 
R. R. et al. 

* 6300—Corporation Commission of Oklahoma et al. vs. A. T. & 
8. F. Ry. et al. 

* 6485—Kaufman Commercial Club vs. T. & N. O. R. R. Co 
et al. 

May 15—Chicago, Ill.—Examiner Gerry: 

* 6132—Texas Co. vs. C. & N. W. Ry. Co. 

* 6146—Wait Talcott vs. Sou. Pac. Co. 

* 6539—Goodhart-Hattman Co. vs. Sou. Pac. Co. et al. 


May 15—Kansas City, Mo.—Examiner McKenna: 
* 1. & S. 372—Potato rates in Western Classification territory. 
* 1. & S. 373—Grain rates from St. Paul, Minn. 


May 15—Oral argument at Washington: 

* 6180—Board of Trade of Kansas City, Mo., vs. St. L. & S. F. 
R. R. Co. et al. 

May 16—Chicago, Ill—Examiner Gerry: 

* 4788—Central Commercial Co. vs. L. & N. R. R. Co. 

* 6177—Price Iron and Steel Co. vs. Ind. Harb. Belt R. R. Co. 
et al, 

* 6179—Mogul Motor Truck Co. vs. C. B. & Q. R. R. Co. 

May 16—Kansas City, Mo.—Examiner McKenna: 

* 1. & S. 384—Class and commodity rates between Missouri 
River points and points in Missouri. 

May 16—Oral argument at Washington: 

* 6350—Pacific Navigation Co. vs. Sou. Pac. Co. et al. 

* 6366—Big Basin Lumber Co. et al. vs. Sou. Pac. Co. et al. 

May 16—Hearing of I. & S. Docket 384, class and commodity 
rates between Missouri River points and points in Missouri, 
now assigned before Examiner McKenna at Kansas City, 
Mo., is cancelled. 

May 18—Chicago, lli.—Examiner Gerry: 

* 6178—T. C. Kennedy vs. N. Y. C. & H. R. R. R. Co. et al. 

* 2 Co. vs. C. Gt. West. R. R. 

0. et al. 
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May 18—Kansas City, Mo.—Examiner McKenna: 

* 1. & S. 402—Westbound transcontinental rates on buckwheat 
and corn flour. 

May 19—Chicago, IIl—Examiner Gerry: - 

* 4868—Barnes Grocery Co. vs. St. L. I. M. & Sou. Ry. Co. e' al 

* 6147—B. Heller & Co. vs. A. T. & S. F. Ry. Co. 

* 6149—Obion Hardware Co. et al. vs. C. 1 & S. R. R. Co. « 

May 19—Keokuk, Ia.—Examiner McKenna: 

* 6291—Weber-Kirch Mfg. Co., vs. C. B. & Q. R. R. Co. et 

May 20—Chicago, Ill—Examiner Gerry: 

* 6340—Mount Pleasant Fertilizer Co. vs. N. O. & N. E. 


Co. et al, 
* 3130—Stearns & Culver Lumber Co. vs. L. & N. R. R 
et al. 
May 20—Washington, D. C.—Commissioner Meyer: 
* 5370—In the matter of rates, practices, rules and regulations 


governing the transportation of iron ore. 
May 20—Chicago, IllL—Examiner Gerry: 
* Fourth Section Applications, Numbers: 
799—St. L. & S. F. R. R. Co. 
2138—M. & O. R. R. Co. 
602—New Orleans & Northeastern R. R. Co. 
1548—Southern Ry. Co. 
461—Alabama & Vicksburg Ry. Co 
458—N. C. & St. L. R. R. 
1952—L. & N. R. R. Co. 
In connection with 
6340—Mount Pleasant Fertilizer Co. vs. N. O. & N. E. R 
Co, et al. 
May 20—Des Moines, Ia.—Examiner McKenna: 
* 6188—Marshall Oil Co. of Iowa vs. A. T. & S. F. Ry. Co 
* 6621—Rath Packing Co. vs. Ill. Cent. R. R. Co. et al. 
* 6452—Humane Remedy Co. vs. C. Great West. R. R. Co. et al 
May 21—Chicago, Ill—Examiner Gerry: 
* 6212—Omaha Packing Co. vs. C. M. & St. P. Ry. Co. et a 
* 6164—Swift & Co. vs. A. T. & S. F. Ry. Co. et al. 
* 6680—Swift & Co. vs. S. A. L. Ry. Co. et al. 
May 21—Des Moines, Ila.—Examiner McKenna: 
* 6251—Louden Machinery Co. vs. A. T. & S. F. Ry. Co. et al 
* 6499—Ciesler & Co. vs. A. T. & S. F. Ry. Co et al 
* =—— Moines Poultry and Butter Co. vs. C. & N. W 
0. 
May 22—Chicago, Ill.—Examiner Gerry: 
* 6550—Frost Mfg. Co. vs. A. T.‘& S. F. Ry. Co. et al 
* 6683—Southern Wisconsin Sand Gravel Co. vs. C. & N. W 
Ry. Co. 
May 23—Ft. Dodge, Ia.—Examiner McKenna: 
* 6285—Plymouth Clay Products Co. vs. Ft. Dodge, D. M. & S 
R. R. Co. et al. 
May 23—Chicago, Ill—Examiner Gerry: 
* 6263—W. W. Barnard Co. vs. C. & N. W. Ry. Co. et al 
* 6548—Squire Dingee Co. vs. C. & N. W. Ry. Co. et al. 
* oa Separator Co. vs. N. Y. C. & H. R. R. R 
et al. 
* 4676—Broderick & Bascomb Rope Co. vs. C. R. I. & P. Ry 
et al. 
* Fourth Section Application No. 629. 
May 25—Mason City, Ia.—Examiner McKenna: 
* 6481—Jacob E. Decker & Sons vs. Minn. & St. L. R. R. C 
et al. 
May 26—Clinton, Ia.—Examiner McKenna: 
* 6222—F.. Smith & Sons vs. C. & N. W. Ry. Co. et al. 
May 27—Peoria, Ill.—Examiner McKenna: 
* 6 American Milling Co. vs. C. Il. & S. R. R. Co. et al 
* 6298—American Milling Co. vs. Y. & M. V. R. R. Co. et 
May 28—Springfield, Ill—Examiner McKenna: 
* 6221—Ashland Farmers’ Elevator Co. vs. C. & A. R. R 
et al. 
May 29—Chicago, Ill—Examiner McKenna: : 
* 1. & S. 372—Potato rates in Western Classification territ 
June 1—Toledo, O.—Examiner McKenna: 
* 6393—Milburn Wagon Co. vs. L. S. & M. S. et al. 
* 6458—Shaffmaster & Stephens vs. N. O. & N. E. R. R. ¢ 
et al. 
June 1—St. Louis, Mo.—Examiner Gerry: 
* 1. & S. 184—Advances on hardwood and other kinds of lumbe! 





APPLICATIONS UNDER PANAMA CANAL ACT—HEARINGS 
AT WASHINGTON, D. C., NEW WILLARD HOTEL. 
April 29 and 30—Docket 6381. 
The Pennsylvania R. R. Co. and the Northern Central Ry. 
(Erie & Western Transportation Co.). 
May 1 and 2—Docket 6616. 
Erie R. R. Co. (Mutual Transit Co. only). 
May 4 and 5—Docket 6615. 
Erie R. R. Co. (Erie R. R. Lake Line). 
May 6 and 7—Docket 6504. 
Lehigh Valley R. R. Co. (Lehigh Valley Transportation | 
lake line only). 
May 8 and $9—Docket 6631. 
Lehigh Valley R. R. Co. (Mutual Transit Co.). 
May 11 and 12—Docket 6570. 
The New York Central & Hudson River R. R. Co. (Mutu 
Transit Co.). 
May 13 and 14—Docket 6573. 
The New York Central & Hudson River R. R. Co. (Wester 
Transit Co.). 
May 15 and 16—Docket 6603. 
Rutland R. R. Co. (The Rutland Transit Co.). 
May 18 and 19—Docket 6624. 


The Grand Trunk Ry. Co. of Canada (Canada Atlantic Transit 


Co., only). 
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Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 
In this department we shall answer simple questions relat- 


) to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Commodity Rates Not Always Favored By the Commission. 


New York.—‘‘We notice a great many manufacturers 
have been able to obtain commodity rates between their 
points of shipment, and to some of the larger points to 
vhich they ship. We would appreciate it very much if you 
ould advise us the methods of procedure that are neces- 
sary to obtain a commodity rate.” 

Ordinarily commodity rates on a given article are se- 
cured by application therefor to the particular carriers 

at are interested in the transportation of the same, and 
not by application t@the Interstate Commerce Commission, 
The Commission, aba general rule, discourages the estab- 
lishment of commodity rates on account of their lack 
of uniformity and stability. They are looked upon in the 
nature of a preferential rate, and the tendency is to elimi- 
nate them and work more nearly to a class basis. It is 
only in case where it clearly appears that the inclusion of 
1 given article in the class results in unreasonable charges 
and that a lower rate will not meet the demands of justice 
that commodity rates are required to be established. 
Such rates are usually made upon coarse, cheap articles, 
not of sufficient value to bear the numbered 
class rates. If, however, there is a commodity rate on an 
article manufactured by competitors at other points which 
is lower than class rate on the same article manufactured 
by a shipper at some other point, then such discrimination 
might be shown in a proceeding before the Commission, 


by which a commodity rate might be secured. 
* oe + 


which are 


Conflict Between Route and Rate. 


Kansas.—‘‘We shipped from A to B a car of material 
over railroads X and Y. Our bill of lading specified a 
rate of 20 cents and showed routing via X road, care of 
certain junction. It developed that there 
was no through rate via the route specified in our bill 
of lading via which the car moved. The only rate ap 
plicable was the combination of two locals, which figured 
60 cents. There was a through rate from A to B. via 
roads X and Z of 25 cents. We are now called upon to 
pay the combination rate of 60 cents. Is it your under- 
standing that. conference ruling 286F will cover this, and 
should the initial carrier, X, be held responsible for fail- 
ure to route car in connection with road Z?” 

If the 20-cent rate did not apply via the X and Z 
lines, or some other available route, it is questionable if 
Rule 286 (f) Conference Rulings, Bulletin 6, applies. See 
answer to Missouri on page 535 of the March 14, 1914, 
issue of THe TRAFFIC WoRLD for our fuller views on this 
subject. 


Y road, ata 


oe oe 
Breaking Bulk of Shipment Moving Under Through Rate. 
Missouri.—‘“It has been reported to us that it would 


be allowable to ship a carload of canned goods from Cali- 
fornia, breaking bulk at Green Bay, La Crosse and Madi- 
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son, Wisconsin, and still obtaining the benefit of the 
through rate. The statement was made to us that the 
Railroad Commissioners of Wisconsin has especially al- 
lowed this arrangement. It would seem to us that this 
was contrary to the Interstate Commerce Commission 
ruling, and we would like to have you let us know the 
legal status of the case through THE TRAFFIC WORLD. 

It is well settled that when Congress or the Inter- 
state Commerce Commission has prescribed regulations 
upon a particular subject relating to Interstate Commerce 
the same are exclusive in their operation, and the states no 
longer have power to make regulations on that subject, 
but until Congress or the Commission has acted thereon, a 
state may enforce its regulations which do not directly 
burden interstate commerce. 

In the Transit Case, 24 I. C. C. 340, the Commission de- 
clared unlawful certain practices of the carriers in the 
substitution of one commodity for another while in transit, 
and in Rule 181, Conference Rulings Bulletin 6, the Com- 
mission declared unlawful a proposed rule by the carriers 
authorizing carload shipments of lime originating at 
eastern points to be stopped at Omaha, where a part of 
the contents could be unloaded and an equivalent tonnage 
of cement or plaster substituted, the charges to final 
destination to be assessed in accordance with the rate on 
lime from the original point of origin. But this rule was 
withdrawn Feb. 10, 1913. In the case of Shiel & Co. vs. 
Illinois Central Railroad et al., 12 I. C. C. 210, the Com- 
mission held that transit privileges could not properly be 
applied where the shipment forwarded from the point at 
which the privileges were allowed was not of the same 
articles as those shipped in. 

But it does seem that a number of interstate carriers 
have published tariffs providing for stoppage at transit 
points for complete loading or partial unloading at through 
rate on the carload minumum weight from point of 
origin to final destination, with an additional charge 
of $5.00 for this privilege, and that the Commission has 
not specifically condemned this practice, and as a conse- 
quence, the action of the Railroad Commission of Wis- 
consin does not seem to be without force or authority. 

cs * * 
Recitals in Bill of Lading Not Always Conclusive. 

Oklahoma.—“Car of cotton seed billed out of B, Dec. 
20, 1913, shipped by J. A., on open bill of lading consigned 
to J. A., C. This bill of lading was attached to a draft and 
was paid by us on the following day. We were notified of 
the arrival of this car Dec. 23, 1913, at 2:00 p. m. and 
the car was sent to us December 24, and upon inspection 
we found it to be almost worthless and notified the rail- 
way company of its condition and rejected the car. The 
shipper claimed that the contents of the car were in good 
condition upon loading. There is no doubt in our minds 
that they were not in good condition when loaded, as 
they could not have spoiled so quickly. We have paid 
our money for this clear receipt of the railway company’s 
and on account of them not making inspection of the car 
and noting on the bill of lading the condition the seed 
were in at the time of loading, we stand to lose the entire 
amount paid against bill of lading. The railway company 
denies liability and claims it is not incumbent upon them 
to inspect such shipments. The shipper denies liability 
and is willing to furnish affidavits to that effect. The 
movement of the car was as fast as could be expected. 
Is there any liability on their part for issuing clear bill 
of lading on damaged cotton seed if it could be proven 
that even a hasty examination of the contents of the car 































































































would have shown its contents were damaged at time of 
loading?” 

Assuming that the shipment moved under the Uniform 
or Standard Bill of Lading, both of which contain a clause 
reading, ‘Property described below, in apparent good 
order,’ and which clause cannot be held as equivalent to a 
warrant by the carrier of the quality of the property, we 
beg leave to advise that the law is that such recitals in 
bills of lading as to the condition of goods, are the sam@ 
as in any ordinary receipt, and that is that they are not 
conclusive upon the carrier. A carrier cannot refuse to 
receive and transport goods delivered to it. It is not 
presumed to know the quality of the goods, so long as 
they are fit to carry. The foregoing recital admits no 
more than the goods are in an apparently fit condition for 
shipment, and if the damage proceeded from the careless- 
ness of the shipper, the responsibility cannot be placed 
upon the carrier. In addition, both by law and by con- 
tract, under the bill of lading, a consignee has the right 
to inspect the shipment, after arrival at destination point, 
before accepting the same, and he fails to do so, and the 
damage was not the result of any fault or negligence of 
the carrier, his recourse is againts the shipper, and not 


against the carrier. 
* * * 


Express Charges on Shipments to Replace Lost or 
Damaged Ones. 

Bridgeport.—“In regard to Sec. 3, paragraph 2 of 
Uniform Bill of Lading, that part which reads ‘including 
the freight charges, if prepaid.’ From time to time we 
have had shipments damaged in transit, and in order to 
save time and the rehandling of goods have had parts 
forwarded to our customer via express instead of freight. 
Should not the transportation company stand for these 
express charges?” 

While the courts have generally held that a shipper 
or consignee cannot collect from the carrier the amount 
of freight or express charges on a duplicate shipment 
sent in place of a lost or damaged one, yet the Interstate 
Commerce Commission has not adopted the same view. 
In the case of Larkin & Co. vs. Erie and Western Trans- 
portation Co. et al., 24 I. C. C. 645, it was held that dupli- 
cate shipments, whether by freight or express, should be 
transported at exactly the same freight rate as that at 
which the original shipment was, and at the same time 
indicated that carriers should provide in their tariffs that 
when an article is lost the carrier should transport a sec- 
ond article of the same kind to take the place of the 
first without additional transportation charges. 


MINOR UNREPORTED OPINIONS 


No. A482, Case 5519. Chamberlain Cartridge and Target Co. 
vs. L. 9S. & M. S. et al. Decided Dec. 8, 1913. Rates for the 
transportation of targets and target traps from Cleveland and 
Findlay, ©., to interstate points not found unreasonable and 
et Serianet. 

°. » Case 5546. Orgill Bros. & Co. vs. L. & N. et al. 
Decided Dec. 8, 1913. Rates for the transportation of woven 
wire fencing from Adrian, Mich., to Memphis, Tenn., not un- 
reasonable and complaint dismissed. 

No. A484, Case 5741. Harry R. Browne vs. Sou. Ry. et al. 
Decided Jan. 6, 1914. Reparation awarded in sum to be here- 
after decided, on account of unreasonable rates for the trans- 
portation of pine lumber from Kennedy, Ala., to Cincinnati, O. 

No. A468, Case 5670. Western Rock Salt Co. vs. A. T. & 8S. 
F. et al. Decided Jan. 6, 1914. Rate of 26 cents on rock salt, 
carload, from Lyons, Kan., to Texas points not unreasonable and 
complaint dismissed. 

No. A469, Case 612. Wood-Evertz Stove Co. vs. C. R. I & P. 
et al. Decided Jan. 6, 1914. Charges assessed for transporta- 
tion of stoves, carload, from Springfield, Mo., to Shawnee, Okla., 
not found. to have been unreasonable and complaint dismissed. 

No. A470, Case 5590. Bigham & Rose vs. Tex. & Pac. Ry. 
et al. Decided Jan. 6, 1914. Rate assessed for transportation of 
beef cattle, carload, from El Paso, Tex.. to Oklahoma City, 
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Okla., not found to have been unreasonable and complaint 
missed. 


No, A471, Case 5586. Bartlesville Supply Co. vs. A. T. & S. 
F. et al. Decided Jan. 6, 1914. Rates on iron sucker rods «nd 
iron tubing from Keystone, Ind., to Bartlesville, Okla., thouch 
based on a rate not lawfully applicable to mixed carloads of 
these articles, not found to have been unreasonable and coin- 
plaint dismissed. 


No. A472, Case 5547. Chanslor & Lyon Motor Supply Co. et 
al. vs. P. R. R. Co. et al. Decided Jan. 6, 1914. Double first 
class rate on electrical warning signals or horns, less than car- 
load, from Newark, N. J., to San Francisco, Cal., not found 
unreasonable and complaint dismissed. 


No. A473, Case 4463. George F. Fish and A. Solomon vs 
P. R. R. Co. Decided Jan. 6, 1914. Petition of complaints for 
rehearing denied. 

No. A474, Case 3722. Tyler Grocery Co. vs. Sou. Express Co 
et al. Decided Jan. 6, 1914. Rate of $4.25 on shipment of paper 
cartons from New York, N. Y., to Birmingham, Ala., not found 
unreasonable and complaint dismissed. 

No. A475, Case 6095. Dallas Lumber and Logging Co. vs 
Sou. Pac. Co. Decided Jan. 6, 1914. Rate charged for the trans- 
portation of four carload shipments of lumber from Dallas, 
Ore., to Reed, Cal., not found to have been unreasonable and 
complaint dismissed. 

No. A476, Case 6139. W. E. Pence & Bros. vs. C. & O. Ry 
Co. et al. Decided Jan. 6, 1914. Complainants allege that un- 
reasonable charges were collected by defendants on hogs, car- 
load, from Fishersville, Va., to Baltimore, Md., one car being 
reconsigned to West Philadelphia, Pa., and the other to Wil- 
mington, Del. Held, That complaint is barred by statute of 
limitation, shipments moving during March, 1910. 

No, A477, Case 5954. E. L. Eakle Lbr. Co. vs. Norf. & West 
Ry. et al. Decided Jan. 6, 1914. Charges for the transporta- 
tion of telegraph poles from Lyndhurst, Va., to Dunwoodie, 
N. Y., not found to have been unreasonable and complaint dis- 
missed. 

No. A478, Case 4716. Miller Bros. vs. O. S. L. R. R. et al 
Decided Jan. 6, 1914. Claim for reparation on two carload ship- 
ments of wheat from Ashton, Ida., to Springfield, Mo., moving 
during month of October, 1908, barred by statute of limitatior 

No. A479, Case 4784. Palen & Burns vs. L. V. et al. De- 
cided Jan. 6, 1914. Reparation denied on shipments of coal mov- 
ing from Pa. points to Milwaukee, Wis., same being barred 
under section 16 of the act to regulate commerce. 

No. A480, Case 5607. Washburn-Crosby Milling Co. vs. B 
& O. S. W. Decided Oct. 13, 1918. Defendants’ tariffs provide 
for the application of through rate on milled product of grain 
from point of origin to destination when milled at Louisville 
Ky. As the through inbound and outbound rates were charged 
on shipments originating at points in Illinois and Indiana and 
destined to eastern points, defendant is ordered to refund over- 
charge. 

No. A481, Case 5127. Sawyer & Austin Lumber Co. vs. St 
L. I. M. & Sou. et al. Decided Dec. 3, 1913. Complainant over- 
charged on carload shipment of box shooks from Pine Bluff, 
Ark., to Fort Worth, Tex., and reparation in the sum of the 
overcharge awarded. 

No, A491, Case No. 4096. Middleburg Stove Co. vs. B. & O 
et al. Decided Feb. 2, 1914. Rates for the transportation of 
grindstones, C. L., from Berea, O., to Freehold, N. J., not shown 
unreasonable and complaint dismissed. 

No. A492. Case No. 4343. Woods, H, Co., vs. A. C. L. et al 
Case No. 4551, Evans, D. E. & Co. et al. vs. Ill. Cent. R. R 
et al. Decided Feb. 2, 1914. Reparation asked on various car- 
load shipments of oranges, grapefruit and pineapples from 
Florida points to C. F. A. and Western Trunk Line points de- 
nied, rates not having been shown unreasonable by the 
record. 

No, A485, Case 5950. Standard Oil Co. vs. P. R. R. Co. De 
cided Januarv 6. Rates for the transportation of tank iron 
Cc. L., from Martinsville. Tll., to Whiting, Ind., not unreason 
able and complaint dismissed. 

No. A486, Case 5551. Long, T. G.. & Co., vs. St. L. & SS. F 
Ry. Decided January 6. Rates for the transportation of hogs 
Cc. L.. from Springdale, Ark., to East St. Louis, Ill., collected 
on basis of rate applicable on hogs moved in double deck cars 
when shipments moved in single deck cars, unreasonable and 
reparation awarded in the sum of $47.62. 

No. A487, Case 5569. Holt Mfg. Co. vs. Ore.-Wash. R. R. & 
Nav. Co. et al. Decided January 6. Misrouting shipment of 
gas engines from East Portland, Ore., to Douglas, Wash., not 
having been shown by the record, complaint dismissed. 

No. A488, Case 5630. Memphis Freight Bureau ys. Ill Cent 
R. R. et al. Decided January 12. Following decision of th: 
Commission in the Memphis Freight Bureau vs. Jll. Cent.. 27 
T. C. C., 507, present rates for the transportation of lumber from 
points on N. O. Gt. Nor. to Memphis, Tenn., not found unrea 
sonable and complaint dismissed. 

No. A489, Case 5875. Dorschel Produce Co. vs. C. M. & 
St. P. et al. Decided January 6. Rates for the transportatior 
of apples. C. L., from Greenleaf, Wis.. to Calumet, Mich., found 
in accordance with published tariff rate. Rate not being show: 
unreasonable, complaint dismissed. 

No. A490, I. & S. Docket No. 276. Rates on baskets from 
points east of to points west of the Missouri River decided 
Feb. 2, 1914. Respondents having agreed to modify tariffs 
order vacated. 

No. A493, Case No. 5532. Columbus (Georgia) Board of 
Trade et al. vs. Sou. Ry. Decided Feb. 3, 1914. Rate of $1.34 
per 100 pounds for the transportation of one horse from Rich- 
mond. Va., to Columbus, Ga., unreasonable and reparation 
awarded in the sum of $1.60. 

No. A494, Case No. 5616. Ballu & Wright vs. N. Y. N. H 
& H. R. R. Co. et al. Decided Feb. 3, 1914. Rates for the 
transportation of motor cycles from Armory, Mass., to Port- 
land, Ore., unreasonable in that they exceed first class rate 
contemporaneously in effect and reparation awarded in a sum 
to be hereafter decided upon. 

No. A495, Case No. 5582. Ryan & Newton Co. vs. Nor. Pac 
Ry. Co. et al. Decided Feb. 3, 1914. Rate of $159 per 100 
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You know what a big, 
powerful, dignified posi- 


tion Traffic manager is. 
You know what wonderful possibilities for present and 
future promotion, prosperity and influence the remarkable 
position of Traffic Manager offers. You know that this pro- 
fession gives you the opportunity you have wanted, to advance yourself 
quickly to the bigger positions of power. If you act now it will be one 
of the best things you have ever done for yourself. This is your oppor- 
tunity to quickly prepare yourself for a big paying position as Traffic 
Manager and 


Earn $35 To 
$200 Weekly 


Thousands of large shippers 
and all Railroadsneed trained 
Traffic Experts and Managers 
—newly created positions are 
open with handsome salaries. 
The demand for trained men 
is greater than the supply. 
fecently enacted railroad 
rate laws and _ Interstate 
Commerce regulations have 
produced new conditions that 
necessitate trained specialists 
—men who knew how to 
route shipments, to obtain 
shortest mileage, quickest deliveries—lowest rates. With such knomaier 
you can qualify for an important, big-salaried position with a future—quick. 


We Train You BY MAIL 


at home, in spare time, without giving up your position or income. The cost is small—we make the payments 
to suit you. Ali you need to get into this powerful big paying occupation is ordinary intelligence and our 
training. No matter where you live, what your work is now, how small your pay, how long your hours—no 
matter what your education—if you can read and write intelligently — our Interstate Commerce Course will 
train you expertly to handle proficiently a big Traffic job—to merit and retain influence, respect, power and 
puts you in way to earn $35 to $200 weekly. 


The La Salle method is simple, practical, logical—anybody can 

ost orous et oO readily master it. Itis the work of some of the greatest Traffic 
Experts in America. It covers thoroughly every feature of the 

profession you will need to know—it is different and more complete than other method of home training in Interstate Commerce. 


This is the largest home-study Extension University in the world—our graduates are recognized as real experts—they are trained 
to do the kind of work that commands big positions with big salaries. 
This is a new, uncrowded ae ASE Ce 


Experts Now Needed Se eon 




























atonce. Let us train 


NEW, UNCROWDED PROFESSION  jyounoew for a big apaeue, T. 

5 fature with power, 

dignity, respect and and a big income, with almost unlimited opportunities. Don’t re- Send at once, without expense 
main in a small job that thousands of men are constantly after—let us make you the to me, FREE copy of your famous 


master—the big man—a successful leader among men. book “10 Years’ Promotion In One”; 
y 


Send the Coupon below now and also book telling how | may, w ithout 
Remarkable Book receive free copy of our much interfering with my present position, 


talked of book “10 Years’ Promotion In One’’—learn more repare myself to become a Traffic 
about the big opportunities now open—learn how easy it is for you to become Expert. 
a traffic specialist. Remember, only trained men can secure the big posi- 


tions open—remember 

i that employers are al- Name 
ways seeking trained 

@ and competent 
ofice men. Send I ea 


the coupon for particulars and the free book, “10 Years’ Promotion 
in One.” Send no money—everything sent to you FREE. 


La Salle Extension University, Dept. 974 Chicago, Il. NI nn cs leche UR RUSLAE ng site iniine seroee sane liebunl 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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pounds for the transportation of grapefruit, carload, from East 
St. Louis, Ill, and St. Louis, Mo., to Spokane, Wash., used as 
a factor of a through rate from points of origin in Florida to 
Spokane unreasonable and reparation awarded. 

No. A498, Case No. 5783. Richards, E., vs. Norfolk Southern 
R. R. Co. Decided Feb, 3, 1914. Rates for the transportation 
of mine car props, C. L., from North Carolina points to Berke- 
ley, Va., unreasonable and reparation awarded in sum to be 
hereafter decided upon. 

No, A499, Case No. 5781. Lee, Geo. H., Co., vs. C. R. L & 
P. By.2Co, et al. Decided Feb. 3, 1914. ‘Rate of 22c per 100 
lbs. for the transportation of creosote oil in steel drums, C. L., 
from Moline, Ill., to Omaha, Neb., unreasonable and rate not to 
exceed 16%c per 100 Ibs. prescribed for the future. Commission 
will take matter of reparation under consideration. 

No. A496, Case No. 5686. Oliver, W. J., vs. Opelika, Gulf & 
N. E. R. R. Co. et al. Decided Feb. 3, 1914. Rates for the 
transportation of twenty-two dump carts on own wheels from 
Opelika, La., to Springfield, Ill, not found unreasonable and 
complaint dismissed. 

No. A497, Case No. 5536. Illinois Leather Company vs. C. M. 
& St. P. et al. Decided Feb. 3, 1914. Carload rate for the 
transportation of hair waste from Rockford, IIL, to Chicago, re- 
shipped to Birmingham, Ala:, and reconsigned to Montgomery, 
Ala., unreasonable and reparation awarded in the sum of $152.07. 

No. A500, Case No. 4727. Colorado Coffee Roasting Co. et al. 
vs. A. T. & 8S. F. Ry. Co. et al. Decided Feb. 2, 1914. Following 
Colorado Manufacturers’ Assn. vs. A. T. & S. F. Ry. Co., 28 I. Cc. 
C., 82, rates for the transportation of green coffee, C. L. and 
L. C. I.,. from New Orleans, La., to Denver, Colo., nut found 
unreasonable and complain dismissed. 

No. A501, Case No. 5255. Sheldon, G. W., & Co., vs. N. Y. 
Cc. & St. L. Ry. Co. Decided Feb. 2, 1914. Rates for the trans- 
portation of merchandise from Chicago to New York not found 
in excess of published tariff rates and published tariff rates 
not having’ been found unreasonable complaint dismissed. 

No. .A502, Case No. 5804. Hammond Bros. vs. C. B. & Q. 
Ryn  Desided. Feb. 3, 1914. Minimum weights on ice moving 
froth Qmaha. to Kansas City higher than weights contempo- 
rarreously in effect from Ashland, Neb., to Kansas City; found 
unreasonably discriminatory and reparation awarded in the sum 
of $3.80. 

No. A503, Case No. 5399. Filanley Grain Co. et al. vs. North- 
ern Pacific et al. Decided Feb. 3, 1914. Rates for the trans- 
portation of corn, C. L., from-Boyden and Howick, Ia., and Elk 
Point, S. D., to Atchison, Kan., unreasonable and reparation 
awarded in. the sum of $14.91. 

No. A504, Case No. 5918. Collins, Chas. H., Co. vs. North- 
ern Pacific et al. Decided Feb. 3, 1914. Rates for the trans- 
portation of lemons, C. L., from Whittier, Cal., to Kennewick, 
Wash., unreasonable, and reparation awarded in the sum of 
$25.40. 

No. A505, Case No; 5791. Weaver, W. D., vs. West Shore 
et al. Decided Feb. 3, 1914. Reparation awarded in the sum of 
$23.76, account damage due to misrouting shipment of house- 
hold. geods from West Englewood, N. J., to Charlottesville, Va. 
' No. A506, Case 5721. Joseph, Dan, Co. vs. A. C. L. R. R. Co. 
Decided Feb. 3, 1914. Demurrage charged, collected by de- 
fendant- in connection with the transportation of a carload of 
oats from Cincinnati, O., to Dothan, Ala., unlawful. Reparation 
awarded in the sum of $9.00. 

No, A507, Case No. 5947. La Junta Milling and Elevator Co. 
vs. A. T. & S. F. Ry. Co. et al. Decided Feb. 3, 1914. Rates 
for the transportation of wheat from Pawnee Rock, Kan., to 
La Junta, Colo., where the wheat was milled into flour.and the 
product. reshipped to Globe, Ariz., unreasonable and reparation 
awarded in the sum of $28.06. 

No. A508, Case No. 5809. Camden Iron: Works et al. vs. 
Sou. Ry., A. C. L., S&S. A. L., and Norfolk & Western Ry. De- 
cided: Feb. 3, 1914. Charge for wharfage and handling at Nor- 
fokk terminal on pig iron from Birmingham, Ala., when destined 
to eastern points, unreasonable, and reparation awarded in sum 
to be hereafter decided on. 

No. A510, Case No. 5851. Noble, Wm. K., vs. D. T. & I. Ry 
Co. et al. Decided Feb. 3, 1914. Rate on coiled elm hoops from 
Napoleon, O., to Montreal, Canada, not found unreasonable and 
complaint dismissed. 

No. A511, Case No, 5886. Scattergood, S. 
Marquette R. R. Co. Decided Feb. 3, 1914. 
demurrage charges assessed in connection with transportation 
of two cars of oats from Chicago, Ill., to Elmira, N. Y., not 
found unreasonable and complaint dismissed. 

No, A513, Case No. 6094. Trussed Concrete Steel Co. vs. 
Erie’ R. R: Co. et al. Decided Feb. 3, 1914. Charges on steel 
sash and parts from Youngstown, O., to Buchanan, Mich., not 
found discriminatory and complaint dismissed. 

No; .A5514, Case No. 5715. Weinstock-Nichols Co. et al. vs. 
B. &-M. et al. Decided Feb. 3, 1914. Rate of $6.00 per 100 
pourds'on L. C. L. shipments of automobile headlights and 
searchlights from various points east of Mississippi River to 
San: Francisco and Los Angeles, Cal., not found unreasonable 
and complaint dismissed. 

No, A516, Case No. 5806. Continental Paper Bag Co. vs. 
Maine’Central R. R. Co. et al., and 

Case No. 5606, Sub. No. 1. Same vs. Maine Central R. R. 
Co. et al. Decided Feb. 3, 1914. Charges on certain carload 
shipments of paper bags from Rumford Falls Me., to Memphis, 
Tenn., not found unreasonable. Complaint in No. 5806 dis- 
missed, but pending refund of certain overcharges, no order 


entered in Sub. No. 1. 

No, A512, Case No. 6036 Trussed Concrete Steel Co. vs. 
Erie R. R. Co. et al. Decided Feb. 3, 1914. Rates for the 
transportation of expanded metal from Youngstown, O., to Mar- 
quette, Mich., not shown to have been unreasonable and com- 
plaint dismissed. 

No. A517, Case No. 5452. Reid & Sorley vs. Great Northern 
Ry. Co. Decided’Feb. 2; 1914. Refusal of defendant to establish 
transit privilege for the cleaning of grain at East’ Grand Forks, 
Minn., not shown to have been discriminatory and complaint 
dismissed. 

No. A518, Case No. 6104. Ohio & Michigan Coal Co. vs. 
Dayton, Lebanon & Cincinnati R. R. & Terminal Co. et al. De- 


F., & Co. vs. Pere 
Reconsigning and 


Vol. XIII, No. 


cided Feb. 9, 1914. Demurrage charges assessed on coal, car- 
load, at Lebanon, Ohio, found to have been in accordance wiih 
published tariff rates. Rates not having been shown unreas 
able, complaint dismissed. 

No. A509, Case No. 5821. 
Co. (Atlantic Steamship Lines) 
Double first class rate applicable on ornamental screens and 
frames, L. C. L., from New York, N. Y., to San Francis 
Cal., not found unreasonable and complaint dismissed. 

No. A522, |. & S. Docket No. 274. Cancellation of eastbound 
joint rates from stations on Bellingham & Northern Ry. De- 
cided March 2, 1914. Respondents having failed to justify pro- 
posed increased rates on lumber and forest products from st 
tions on Bellingham & Northern Ry. to points on the M. St 
& S&S. S. M., the-existing rates are ordered maintained for 1 
future. 

No. A519, Docket No. 5117. King, Collie & Co. et al. 
Abilene & Southern Ry. Co. etal. Rate of 56.5c from points in 
Texas to Galveston, Tex., charged on export cotton moving 
through bills of lading not found to have been unjustly discri: 
inatory. Complaint dismissed. 

No. A520, Docket No. 5034. Carpenter, G. C., vs. Illinois 
Central R. R. Co. et al. Docket No. 4029, Same vs. St. Louis, 
Iron Mountain & Southern Ry. Co. et al. Rate for the trar 
portation of structural iron and bridge iron from Carondelet 
and Peotone to Iowa points and Redfield, S. D., not shown to 
have been unreasonable. Rates on carload shipments of stru 
tural and bridge iron from Carondelet, Mo., to lowa points and 
Huron, S. D., unreasonable. Reparation awarded. 

No. A521, Docket No. 5162. Olson Rug Co. vs. A. T. & S. F 
Ry. Co. et al. Complainant alleges that rating applicable to 
old carpets and rugs in bundles, L. C. I. are unreasonabl« 
Held: That the evidence submitted by, Plainant does not 
afford a proper basis for an order such as seeks. Complaint 
dismissed. 

No. A575, Case No. 5187. 
ington & Old Dominion Ry. Co. et al. 
Upon complaint attacking fares between Washington, D. C 
and stations on the Great Falls division of the Washington & 
Old Dominion Ry. in Virginia, Commission holds that one-way 
fare between Washington, D. C., and certain points is not un 
reasonable, but suggests that certain charges for family com 
mutation books or trips and for 46-trip monthly commutation 
books be reduced. 


No. A523, Docket No. 5575. 


Sloane, W. & J., vs. Sou. | 
et al. Decided Feb. 3, 1: 


Ss. T. J., et al. vs. Wash- 
Decided Feb. 2, 1914 


Price, 


Tennessee Copper Co. vs. Louis- 
ville & Nashville. Complainant asks reparation on shipments 
of dynamite from Knoxville, Tenn., to Gopper Hill, Tenn., 
which originated at points outside the state between June 12 
1908, and Dec. 15, 1912. Complainant bases its claim for repara 
tion on shipments that moved more than two years previous 
to the filing of a complaint in December, 1910, by E. I. Du Pont 
De Nemours Powder Co. (Du Pont De Nemours Powder Co. vs 
Cc. R. R. Co. of New Jersey, 25 I. C. C., 19}. Held: That all 
shipments which were delivered more than two years prior to 
the filing of the complaint herein are barred under the limita- 
tion provided in the act. (International Agricultural .Corpora 
tion vs. L. & N. R. R. Co.. 29 I. C. C., 391.) “Double first class 
for the transportation of dynamite in carloads, from Knoxville, 
Tenn., to Copper Hill, Tenn., on shipments originating outside 
the state, found to have been unreasonable in so far as it 
exceeded the first class rate. Reparation awarded.” 

No. A524, |. & S. 308. Canned apples from points in Was! 
ington and other state to eastern destinations. Decided March 
2, 1914. Proposed cancellation of specific commodity rates on 
canned apples from North Pacific coast points to estern points 
and the substitution of combination of local rates, not justified 
Defendants are, however, authorized to establish for the future 
a rate not in excess of 85 cents per 100 pounds. 

No. A534, Docket No. 5323. Chattanooga Sewer Pipe and 
Fire Brick Co. vs. Nashville, Chattanooga & St. Louis Ry. et al 
Rates charged by defendants for transportation of hollow fire- 
proof building tile, in carloads, Chattanooga, Tenn., to Memphis, 
Tenn., Atlanta and Savannah, Ga., and Jacksonville, Fla., not 
found to be unreasonable or unduly discriminatory. Complaint 
dismissed. 


No. A551, Case 6091. B. Johnson & 
Charges for the transportation of oak ties from Anthony, W 
Va, to Grand Rapids, Mich., excessive, due to rates. based o1 
unreasonable weights Reparation awarded. 

No. A549, Docket 5867. Standard Steel Co. vs. Alabama 
Great Southern Co. et al. Charges collected by defendant for 
the transportation of steel billets, carloads, Alabama City, Ala 
to Knoxville, Tenn., unreasonable, and reparation awarded. 

No. A550, Docket 6215. Arbuckle Bros. vs. Old Dominior 
Steamship Co. et al. Drayage charges paid by complainant in 
connection with delivery of shipment of green coffee, Brooklyn, 
N. Y., to Chicago, Ill., due to misrouting by N. & W. Ry. Co 
Reparation awarded. 

No, A552, Case No. 5527. United Kansas Portland Cement 
Co. et al. vs. A. T. & S. F. Ry. Co. et al. Reparation awarded 
on account of unreasonable and unlawful charges collected or 
wire bag ties from New York to Gas and Independence, Kan 
and Dewey, Okla. 

No. A553, Case No. 4908. CGentral Refining Co. et al. vs 
B. & O. S. W. R. R. Co. et al. Rate of 14c for the transpor- 
tation of petroleum and its products from Lawrenceville, Ill... to 
Milwaukee, Wis., not found unreasonable and complaint dis- 
missed. 

No. A554, Case No. 5888. L. O. Collier vs. Sou. Ry. Co. et 
al. Rate for the transportation of lumber from Indiana points 
to Chicago, Ill., not found unreasonable and complaint dismissed 

No. A555, Case No. 5814. Goldfield Consolidated Milling and 
Transportation Co. vs. A. T. & 8S. F. Ry. Co. et al. Rate of 
$1.54 for the transportation of acetate of lead from San Fran- 
cisco and San Diego, Cal., to Goldfield, Nev., not found to have 
been unreasonable and complaint dismissed. 

No. A556, Case No. 6249. P. Lorillard Co. vs. P. R. R. Co. 
et al. Failure of P. R. R. to absorb switching charges of Erie 
R. R. at Marion, N. J., on cars which moved from and to com- 
plainant’s plant, not found unreasonable and complaint dis- 
missed. 


Son vs. C. & O. et al 
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ew Kron Baby 


THE KRON COUNTER SCALE 


** She’s a Beauty’”’ 
Tells at a Glance — Correct Weight — Instantly 


Built upon the same simple principle as other well-known types of the 
Kron, there -being 


No Springs—No Pivots—No Knife-Edges in the Dial Mechanism 
No Vibration—pointer stops “‘dead” at accurate weight 


Designed ‘for use in factory, mill, shop or store, railway ard express 
offices; in fact, for any business where quick and accurate weighing of 
small quantities of material, packages, etc., is required. 


A big, clear reading dial 
readable on both sides 


Full capacity shown on dial 


Weighs as fast as you can 
load and unload the scale. 


Capacities 75 lbs. to 200 Ibs. 
Platform 134" x 19". 


) Prices and further informa- 


weer tion furnished upon request. 


on S Ca le s Springless 
“Toad and Look” 


Represent the highest type of absolutely automatic weighing and are the 


most durable scales ever built, being entirely of metal and-only the best 
materials, combined with expert workmanship, are used in their construc- 
tion. 
There is a type of Kron, either Dormant or Portable, to meet every 
requirement of any business where speed and accuracy are essential to 
highest efficiency in weighing. 
The Kron is the chosen scale of big express companies, railroads, 
packers and industrial plants, because it is accurate and quick under the 
hardest daily usage. 
By reason of its speed and accuracy it is saving many thousands of 
dollars yearly to the users. TARE BEAM 
Send for our Catalogue. See how to reduce weighing costs and to for automatic do- 


duction of tare, so 
increase weighing efficiency. Write today. that only the net 


weight is shown on 
the dial. ; 


American Kron Scale Co. 
39 Cortlandt St., New York 
WESTERN REPRESENTATIVE 


Spencer Otis Company 
Railway Exchange Bldg. 
CHICAGO 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made 


good by increasi efficien: 
other branches of traffic work. Contributions are walccihed: 


in freight handling and 
HE TRAFFIC 


WORLD will be pleased to answer inquiries concerning any 


NEW SOUTHERN TERMINAL 


The Southern Railway has just placed in service at 
Chattanooga, Tenn., a modern freight terminal with im- 
proved facilities for the prompt and efficient handling of 
freight. 

The new facilities consist of separate forwarding and 
receiving stations with house tracks for 100 merchandise 
cars daily and team tracks for 50 cars for the accommoda- 
tion of carload business. Two transfer platforms between 
the house tracks serving the stations, each over 500 feet 
long, are built on concrete piers and are covered to 
protect merchandise in bad weather. 

The outbound freight station is a new building of 
steel and concrete construction, 34 feet wide and 250 
feet long. For an inbound freight house, the old station 
has been enlarged and remodeled. Both buildings are so 
located that they can be enlarged to meet future demands. 


Driveways leading from both the forwarding and de- 
livery houses are paved with brick and concrete and con- 
nect in three directions with paved city streets, thus af- 
fording a continuous haul over well-paved driveways 
between the terminal and all parts of the city. The team 
tracks also are served by paved driveways connecting 
with paved city streets. 

Two special facilities of convenience to shippers are 
a 15-ton derrick for handling heavy freight and a platform 
with incline approach for loading and unloading automo- 
biles, traction engines, and other heavy wheeled machinery 
and implements. 

Being located in the center of the Chattanooga whole- 
sale district, the terminal is easily accessible to stitppers 
and provides facilities which are believed ample to care 
for the present heavy business at Chattanooga and to 
provide for the growth in business that is hoped for i 
the future. 





LIST OF SHIPPING CONTAINERS 





Committee D-10; American Society for Testing Mate- 
rials, whieh was appointed recently in New York, is 
engaged in making up a list of shipping containers now 
in general use, The first step taken by Col. B. W. 
Dunn and other members of the committee was to pre- 
pare an approximately complete list for shipping con- 
tainers for which specifications are desirable. Some of 
the names (wooden boxes and barrels, for example) 
have been partially expanded to show some of the 
types included in the general term. Ultimately it is 
desired to have all of the general names thus expanded 
in order to give the interested corporation or individual 
a better idea of the scope of this work. Col. Dunn is 
anxious to receive suggestions at 30 Vessey street, New 
York. 

Several of the more important types of shipping con- 
tainers have already been assigned to sub-committees, 
for the purpose of having their manufacture investi- 
gated and specifications written to cover what are found 


device or method mentioned in this department. 








to be desirable practices. It is hoped in due time to 
be able to issue for each of these types a pamphlet 
dealing with the manufacture in detail from raw mate- 
rial to finished product. Each sub-committee appointed 
has been requested to consider, in regard to the type of 
container assigned to it, a number of points, to which 
additions may be made by the sub-committee. 

The American Society for Testing Materials was or- 
ganized for the purpose of gathering information and 
arriving at a basis for drawing specifications and stand- 
ards for all packages used for the transportation of 
freight in interstate commerce, the idea being that the 
standards are to be submitted by the society to the 
Interstate Commerce Commission and approved by that 
body. The next meeting of the society will be held at 
Atlantic City, June 30 to July 4. 


NEW STATION AT DENVER 
Denver is planning on a new union station to result 
from a remodeling of the old station, the construction 
of new train sheds, extension of the yards and the con- 
struction of an interlocking signal equipment. The work 
will cost about $3,000,000, according to the engineers’ 
estimate. 


SHIPPERS AND RECEIVERS GUIDE 





The Columbus, O., Chamber of Commerce has re- 
cently compiled and placed in the hands of its members 
a most convenient shipping guide. Theer is a foreword 
containing information to be followed to avoid delay and 
loss, and explanation in detail as to how to properly 
present claims and to prevent them. The location of 
each of the freight houses is shown, as is also the name 
of the agent, cashier, chief clerk and the telephone nun- 
ber. When shippers desire information concerning in- 
coming freight, outgoing claims, etc., he is told upon 
whom to call. The express companies operating over the 
different lines, the location of their offices, telephone 
numbers and agents’ names are also given. 


NEW CLEVELAND TERMINAL. 

Freight terminals to accommodate 2,000 cars, 4 
freight house to accommodate 150 cars, big engine houses 
and machine shops have been planned for the lake 
front of Cleveland, in connection with a union pas 
senger station, by the New York Central and the Penn- 
sylvania. 


NEW COAL DOCK FACILITIES. 


The Hocking Valley Ry. has been working for a year 
on the construction of new coal dock facilities, at Toled: 
Ohio, on the east side of the Maumee River, opposite it 
present coal dock. Upon the completion of the wor! 
which will probably be some time this spring, the prese! 
dock, which is equipped with one unloading machine, wi! 
be conveyed to the Pennsylvania R. R., and will be use 
by that company to enlarge its facilities, while the Hock 
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Cutting Down Production Costs 


With G.V. Electric Freight Trucks 


Study the illustration below and your mind will instantly leap to the possibilities of this little 
Electric in your own business. 





This particular truck is used by a well-known textile mill. It is loaded with six beams, 
weighing about 1,900 Ibs. Formerly it took from 2 to 3 men 55 minutes to move 6 full beams from 
one mill to another and bring back six empties. Two men and the G. V. freight truck make the 
round trip in 11 minutes! ; 











Dye tubs, bolts of cloth and miscellaneous freight moved from mill to mill or from floor to 
floor in one-quarter the time and with half the labor. Think of it! 






(G. V. ELECTRIC 2,000 LB. FREIGHT TRUCK) 











And, outside the mill the economies are fully as startling. Think of moving coal in 1,600 
lb. loads over a planked road from car to furnace and automatically dumped. How about bales of 
cotton or wool or other raw material? The truck will go inside the box car, inside the 
elevator, up inclines of 25 per cent., around bad corners, through narrow aisles—almost anywhere 
a hand truck can go, and at an efficiency 15 times as great. Yet a laborer at $1.50 or $2.00 per day 
can run it, and the current cost can’t possibly exceed 1 cent per mile unless you pay a very high 
rate or waste it. 
















We suggest that you look into this matter right now. Labor troubles? Well, we have 
known longshoremen to strike, but it was because the G. V. “Electric stevedores” were to be 
transferred to another pier. 





Catalogue 104 on request. 


GENERAL VEHICLE COMPANY, Inc. 
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ing Valley will more that double its present capacity in 
using the new dock exclusively. The improvement wili 
give the Hocking Valley modern facilities for handling 
a heavy coal traffic destined from its lines to the upper 
lakes and the Northwest, and the dock will be large 
enough to accommodate the largest vessels now engaged 
in this trade. 
SHOE DEALERS TO CO-OPERATE 

The transportation committee of the National Shoe 
Wholesalers’ Association has sent to members of the 
association letters explaining the rules adopted by the 
Western, Official and Southern Classification committees 
governing packing, weighing and marking of shipments, 
and asking co-operation with the carriers. The carriers, 
backed by directions from the Interstate Commerce Com- 
mission, issued instructions to the Joint Rate Inspection 
Bureau to put on a force of inspectors, instructed to re- 
port all violations of the rules, which have been approved 
by the Commission. 

TO PREVENT DELAY. 

In order to prevent traffic 
Baltimore & Ohio road adopt a system 
whereby a shipment of goods will be marked at every 
transfer point from the originating point through to its 
destination, showing the course the goods make in detail. 


unnecessary delays, the 


plans soon to 


COAL DOCKS AT CLEARING. 
The Chicago & Western Indiana plans to build large 
coal docks at Clearing. The yards, when completed, are 
expected to be the best equipped in the country. 


PERSONAL 


G. W. Hayden is appointed assistant to chief purchas- 
ing officer N. M. Rice of the St. Louis & San Francisco 


Railroad, with headquarters at St. Louis. T. J. Powell 
having resigned, the office of purchasing agent is abolished. 
Mr. Powell had been with the Frisco about four years 
and left to become manager of the Railway Sales Depart- 
ment of the Pierce Oil Corporation. 

C. E. Schaff was elected president of the Texas Cen- 
tral Railway Company at the annual meeting in Waco, 
Texas. Other officers chosen were: W. W. Cameron, vice- 
president, and K. Bowerfind, secretary-treasurer. 

In order to co-operate with the Interstate Commerce 
Commission and other carriers in connection with the task 
of the federal valuation of railroads, the Philadelphia & 
Reading and controlled roads have appointed the following 
committees: Advisory committee, Theodore Voorhees, 
vice-president; Charles Heebner, general solicitor, and 
William Hunter, chief engineer. Valuation committee, 
Charles Hansel, consulting valuation engineer, chairman; 
Carl Tombo, principal assistant valuation engineer; E. Y. 
Allen, assistant valuation engineer; E. F. Sterner, civil 
engineer; William L, Kinter, assistant general solicitor, 
and W. H. White, comptroller. 

The Nashville, Chattanooga & St. Louis Railway has 
established the office of general agent and superintendent 
of termifals for Chattanooga, and F. H. Dowler, formerly 
Chattanooga agent, has been appointed to the new office. 
Mr. Dowler has been serving as freight agent. His rail- 
road career began in 1879, when he entered the telegraph 
department of the Southern Railway as night operator at 
Carter’s Depot, now Wautaga, near Bristol, Tenn. He went 
to Chattanooga in 1880, and took a place under Agent M. 
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Taylor, and was promoted to chief clerk in 1881. Later he 
was chief clerk under Charles W. Howard, agent of the 
Cincinnati Southern. When the Alabama Great Southern 
and the Cincinnati Southern were consolidated, in 1884 
was made chief clerk for both. He went with the N 
ville, Chattanooga & St. Louis in 1888 as chief clerk uw 
Major J. M. McCollum. He was appointed agent at ( 
tanooga in 1898. 

Charles F. Staples, who is to become part of the p! 
ical valuation staff of the Interstate Commission, is a} 
fifty years old. For years he has been one of the |} 
known men in the railroad regulation work of the « 
try. As a member of the Minnesota Railroad and Ware- 





CHARLES F. STAPLES. 


house Commission he helped direct the valuation of the 
railroads in that state which eventuated in the rates at- 
tacked in the celebrated Minnesota rate cases, in which 
the state won. Two years ago he was president of th: 
National Association of Railway Commissioners, composed 
of men engaged in the regulation of public service corpora 
tions. His good judgment with regard to all phases 
that work has been generally recognized. The Commissio! 
recognized it in organizing its advisory board which ha 
helped in the starting of physical valuation under the fe 
eral authority. His reports, as chairman of committe 
and as a member of the executive committee of the N 
tional Association, have been accepted as careful prepal 
tions on the subjects covered. Politically he is not 
sympathy with the national administration, but partisa 
ship in the discharge of his duties as railroad and war: 
house commissioner has never been charged against hin 
The position of general agent representing the Wate 
loo, Cedar Falls & Northern Railway Co. in traffic and ope! 
ating matters has been created at Cedar Rapids, Ia., an 
filled by James T. Nicol. William C. Welsh is appointe: 
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LABOR-SAVING 
COST-CUTTING 


Conveyers 


OF ALL TYPES, BOTH 
GRAVITY AND POWER 


UNITED FRUIT COMPANY 


Steamship Service 
Regular Passenger and F. qo Sailings from 


NEW YORK, BOSTON & NEW ORLEANS 


tiene 


Kingston, Port Antonio and Jamaica Outports, Ha- 





































The Mathews Line of 
Handling Devices are recog- 






vana, Cuba, Colon and Bocas del Toro, Panama, nized as standard ,represent- 
Cartagena, Puerto Colombia and Santa Marta, ing the highest degree 
Colombia, of mechanical efficiency. 







The passing of 
the truck and plat- 
form elevator marks 
the introduction of 
scientific and auto- 
matic handling ap- 
pliances for secur- 
ing maximum speed 
and economy in the 
handling of package 
freight, in wood, 
paper or metal con- Mathews Gravity Double-Roller Spiral 
tainers 

We put the first steel, ball-bearing Gravity Conveyers on 
the American market Now we have many perfected types 
—one for almost every purpose. 


Port Limon, Costa Rica, 
and ports of 
Gautemala, Honduras and British Honduras. 




































CONNECTIONS. 


COLON—for Panama City and Pacific Coast 
ports of Colombia, Ecuador, Peru, Chile, Mexico 
and Central America. 

At CARTAGENA and PUERTO COLOMBIA—for 
Bogota, Medellin and interior points of Colom- 
bia. 
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At PORT LIMON—for San Jose and other points Our patents cover the best-known and most successful 
on the Northern Railway. a we in conveyer construction, both 
At PUERTO BARRIOS—for Guatemala City and Our devices are used almost exclusively by leading manu- 









facturers, wholesalers, jobbers and handlers of every known 
product. 

Every industry has its handling problem, involving a large 
annual expense for wasted time and labor. For nearly all 
of such problems we have a mechanical solution 

Send for our catalog covering equipment for handling mis- 
cellaneous. commodities. 

Special spiral catalog and special brick conveyer and lum- 
ber conveyer catalogs on request. 


MATHEWS GRAVITY CARRIER CO. 


other points on the International Railways of 
Central America. 
ADDITIONAL SAILINGS from Philadelphia, 
Baltimore, Mobile and Galveston. 
















































For rates and other information address 


M. V. RODNEY General Freight Agent, 
17 Battery Place, New York, N. . { TORONTO, ONT. . 
J. J. KELLEHER . General Freight Agent, Branch Factories LONDON, ENG. Ellwood City, Pa. 





630 Common "Street, New Orleans, La. Branch Offices in All Leading Cities 








TANK CARS 


We Lease All Steel Modern Tank Cars to Shippers of Liquid Freight 
TERMS REASONABLE 


KEITH CAR COMPANY 


Peoples Gas Building CHICAGO, ILL. 












RAILROAD TARIFFS #% BLAKELY SERVICE 


Means correctly set, proper type display, good printing, and, 


| finally, prompt service. We solicit a portion of your work 
THE BLAKELY PRINTING CO., 418-430 S. Market St., CHICAGO] 
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commercial agent at Waterloo, Ia., vice James T. Nicol, 
promoted. 


DIGEST OF NEW COMPLaiNTS 


No. 6749. Cruikshank & Robinson, Columbus, O., vs. 
vania R. R. et al. 

Against the rates on hay in 
Canada, points, to Norfolk, Va. 

No. 6765. In re 
water. 

Application of the New York Central & Hudson River R. R. 
with relation to its connection with the Rutland Transit Com- 
pany. 

No. 6750. National Petroleum Assn., 
ison, Topeka & Santa Fe et al. 

Against a rate of 37c per 100 Ibs. from Coffeyville and other 
Kansas points to Milwaukee and other Wisconsin destinations 
as unjust and unreasonable and discriminatory. Just and 
reasonable rates asked for, and reparation. 

No. 6751. Fullerton, R. W., for the Athens 
Louisiana & Northwest R. R. Co. et al. 

Excessive charges on shipment of lumber, Athens, La., to 

Cedar, Tex., due to alleged misrouting. Reparation demanded. 
No. 6752. International Agricultural Corporation, New York 
City, vs. Atlanta & West Point R. R. et al. : 

Unjust, unreasonable and excessive charges on shipments of 
sulphuric acid by reason of the fact that it is classified as ar 
inflammable article under American Railway Association regu- 
lations. Hearing, cease and desist order, and reparation de- 
manded. 

No. 6753. Eran & Newton Co., Spokane, 
Washington R. R. & Nav. Co. et al. 

Excessive, unjust and unreasonable rates on 
cabbage, California points to Washington. Just 
able maxima rates and reparation demanded. 

No. 6754. Peck, W. M. & T. R., Sterling, Kan., vs 
Topeka & Santa Fe. 

Excessive charges on shipments of broomcorn owing to fail- 
ure of carriers to supply car within time allowed for milling- 
in-transit. Reparation demanded. 

No. 6755. Anheuser-Busch Brewing 
Island & Pacific et al. 

Unjust, unreasonable charges on 
ages, Phoenix, Ariz., to St. Louis, Mo. 
reparation demanded. 

No. 6756. Memphis Freight Bureau, for Binswanger & Co., VS. 
Sou. Ry. et al. ; 

Charges in excess of the published tariff rate on shipments 
of plate glass, Memphis, Tenn., to Mississippi and Alabama 
points. Reparation and cease and desist order demanded. 

No, 6757. Pluto Powder Co., Ishpeming, Mich., vs. Ann Arbor 
R. R. et al. : 

Against a rate of 43c on shipments of wood pulp, Philadel- 
phia, Pa., to Ishpeming, Mich., as unreasonable and unjustly 
discriminatory. Ask for a reasonable rating, and reparation. 

No. 6758. Major Stave Co., Inc., et al., Ruston, La., vs. Mem- 
phis, Dallas & Gulf et al. ei 

Unjust, unreasonable, discriminatory and prohibitory rates 
on gum and oak staves and headings, between Arkansas 
points and Houston, Tex. Reparation asked for, and reason- 
able rates. 

No. 6759. Cedar Rapids Oil Co. vs. C. & N. W. et al. - 

Against a rate of 28c per 100 Ibs. on petroleum and its 
products from Vinita, Kan., to Cedar Rapids, as excessive and 
unreasonable and discriminatory as in favor of Sioux City. 
Cease and desist order, just and reasonable rate, and repara- 
tion asked for. 


Pennsyl- 


bales from New Brunswick, 
Reparation asked for. — 
Control of Carriers by Rail over Carriers by 


Cleveland, O., vs. Atch- 


Lumber Co., vs. 


Wash., vs. Oregon- 


shipments of 
and reason- 


Atchison, 


Assn. vs. Chicago, Rock 
return empty beer pack- 
Reasonable rates and 


No. 6760. Charleston (S. C.) Mining and Manufacturing Co. vs 
Southern Ry. L 
Excessive charges on shipments of phosphate rock from 


South Carolina points to destinations in Georgia and North 
Carolina, by reason of carload minimum requirements. 
Reparation asked for. 

No. 6761. Cullman (Ala.) Commercial Club vs. L. & N. 

Against a rate of 42c on sugar, New Orleans to Cullman, as 
excessive and discriminatory as compared with the rate to 
Decatur, Ala. Ask for a rate not to exceed 24c, and repara- 
tion. 

No. 6762. Maury Milling Co. et al., Mount Pleasant, Tenn., vs. 
L. & N. 

Against a 
points to Mt. 
inatory. Ask for a rate not 


rate of $1.40 per ton on coal from Kentucky 
Pleasant as unreasonable, unjust and discrim- 
to exceed $1.10, and reparation. 


No. 5763. Anthony, William H., Allentown, Pa., vs. Lehigh Val- 
ley R. R. et al. d 
Against a rate of 15c on potatoes from Pennsylvania points 


to New York as excessive. Cease and desist order, the estab- 
lishment of maxima rates, and reparation asked for. 
No. 6764. Cudahy Packing Co. vs. A. T. & S. F. et al. 
Against all rates which may have been charged on ship- 
ments of packing house products between Wichita, Kan., and 
Salt Lake City, previous to the decision of the Commission 
in Docket 2662 in excess of the fifth class rate thus provided. 
Demands reparation. . 
No. 6764, Sub. No. 1. Same vs. the Union Pacific et al. 
Same as above with reference to rates between 
Omaha and Salt Lake City. Demands reparation. 
No. 6764, Sub. No. 2. Same vs. St. Joseph & Grand Island et al. 
Same as above with reference to shipments between Kan- 
sas City and Salt Lake City. Reparaticn demanded. ; 
No. 6766. Iowa State Board of R. R. Commissioners, American 
National Live Stock Association, Corn Belt Meat Producers’ 
Association and Cattle Raisers’ Association of Texas vs. A. T. 
& 8. F. et al. 
Alleges unjust, unreasonable and unlawful rules, regulations, 


South 
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tariffs, bills of lading and live stock contracts. Den 1 
cease and desist order, the enforcement of reasonable es 
regulations, practices, etc., by their revision and readjust 
to accord with the actual value of the live stock. 
No. 6767. Purcell, Lawrence M., Denver, Colo., vs. C. B Q 
et al. E 
Against the absence of feeding in transit privileg:« 
Trowel Ranch, Colo., leading to alleged overcharges on ") 
ments of sheep from Colorado points to Chicago. Repa: NY 
demanded. 
No. 6768. Chattanooga Brewing Co. vs. L. & N. et al. 
Against a rate of 45c per 100 lbs. on return shipme: 
empty beer bottles Tellico Plains to Chattanooga by reas: 
alleged misrouting as unjust, unreasonable and excessive 
mands reasonable rate, not to exceed 37c, the sum o 
locals, and reparation. 


No. 6769. Georgia Iron Works, Augusta, Ga., vs. South Ge 
Ry. Co. et al ; 
Alleges excessive charges on shipments of second ind 


machinery, Dennetta, Fla., to Augusta, Ga. 
tion. 

No. 6770. Weston 
of New Jersey. 

Excessive, unjust and unreasonable rates on 
anthracite coal from the Lehigh anthracite coal region t 
Elizabethport and Port Johnson, N. J., for reshipment by 
water. Cease and desist order, reasonable rates asked for 
reparation. 

No. 6771. United States Gypsum Co., 
Colorado & Southern et al. 

Against a rate of 37%c on wall plaster, Rapid City, S. D.. to 
Wheatland, Wyo., as unreasonable and unjust. Reaso1 
rates asked for and reparation. 

No. 6772. Perry, Charles T., & Co., Helena, Mont., vs. Ari 
Eastern et al. 

Against the assessment of combination rates on car s 
from Helena, Mont., to Arizona points as unreasonable. As! 
the establishment of reasonable rates, not to exceed the ( 
cago rates to the same destinations, and reparation. 


Demands repara- 


Dodson & Co., Inc 


. . et al. vs. Central R R 


shipment 


Rapid City, S. D., vs 


No. 6773. Miller, Albert, & Co., vs. Chicago & North West: 
et al. 
Excessive demurrage charges on shipments of potatoes 


Arpin, Wis., to Atlanta, Ga. Reparation asked for. 
No. 6774. Inland Empire Biscuit Co., Spokane, Wash., vs. Great 
Northern et al, 

Excessive, unjust and unreasonable rates on 
cough drops, New York City to Spokane. 

asked for, and reparation. 

No. 6775. Florence (Ala.) Wagon Works vs. Southern Ry 

Unjust, unreasonable and excessive rates on iron bolts and 
castings, St. Louis and Cleveland to Florence. Demands 
reasonable maximum rates and reparation. 

No. 6776. Lehigh Portland Cement Co., Allentown, Pa., vs. Bal 
timore & Ohio Southwestern et al. 

Unreasonable, unduly preferential and unjustly discrimi! 
tory rates from Ohio and Virginia plants to destinations 
Kentucky. Cease and desist order, the establishment of max 
ima rates and reparation demanded. 

No. 6777. Menasha Woodenware Co., 
cago & Northwestern. 

Unjust, unreasonable and discriminatory rates on wooden 
pails from Menasha to destinations in Ohio, New York, Penn- 
sylvania and Indiana. Demands reasonable maxima rates and 
reparation, 

No. 6778. Paine Lumber Co., 
Northwestern et al. 

Unjust, unreasonable and discriminatory 
iron drums, Oshkosh to Anderson, Ind. 
rate and reparation. 

No. 6779. Indiana Tie Co., Evansville, Ind., vs. Illinois Cent: 

Excessive rates and charges on shipments of railroad ties 
from Evansville to the B. & O. at Olney, Ill. Demands repara 
tion. 

No. 6780. Foster Lumber Co., 
Transportation Co. et al. 

Excessive, unjust and unreasonable rates on shingles fro 
the Pacific Coast to points in Idaho, by reason of the charg- 
ing of local rates from Ashton, Idaho, to points beyond, in : 
dition to the full through rate up to that point. Demands 
reasonable joint through rates, and reparation. 

No. 6781. Lewis, Chas. S., Tushka, Okla., vs 
Line et al. ‘ 

Excessive charges on shipments of household goods as c 
pared with rates on live stock from Fort Lauderdale Fla 
Tushka, Okla. Demands reparation. ; 

No. 6561, Sub. 3. McCaull-Dinsmore Co., Minneapolis, Minn 
C. M. & St. P. et al. 

Against a rate of 17c on shelled corn, in bulk. from |! 
points to Kansas City, due to alleged error in routing. J 
and reasonable rates and reparation demanded. 

No. 6561, Sub. 4. McCaull-Dinsmore Co. vs. C. R. IL. & P. 

Against rates of 17.5c on shipments of corn. shelled, in bi 
Sibley, Iowa, to Kansas City. Ask for rate not to exc 
15.8c, and reparation. 

No. 6782. West Salem Canning Co., West Salem, Wis., vs. C 
N. W. et al. ; 

Against a rate of 20c on canned peas, West Salem to 

Paul, Minn., as unjust. unreasonable and discriminato 
ag ve and reparation demanded. 

O. ‘ rake Marble and Tile Co., St. Paul, Mi ms. N 

0.8 W. ean aul, Minn., vs. N 

Excessive rates on rough marble, from easter oints 
St. Paul, in that they exceed the combinations aa ake Soca 
being the sixth class. Ask for the establishment of reas 

we paces and reparation. , 
o, 6784. Chapman & Dewey Lumber Co.. Marke f 
vs. St. L. & S. F. et al. ee A 
Against a rate of 6c per 100 lbs. on gum lumber and g1 
culls, Shaw’s Junction to Marked Tree, Ark., moving int: 
state, as being unreasonable, unjust and excessive. Ask f 
rate not to exceed 4c and reparation. 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 


Suite 956 First National Bank Blidg., 
Chicago, IIl. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 


H. Earlton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Bldg., 
Washington, D. C. 


H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 


Watson & Abernethy 
Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


‘B. G. 


Commerce Expert. 


Pioneer Building. St. Paul, Minn. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. B. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnatti, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 


‘ Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 


Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 


Rate Litigation. 
420-424 Woodward Bldg., Washington, D. C. 


Blackmar & Bundschu 
Attorneys and Counsellors 
Suite 904 Commerce Building, 
Kansas City, Mo. 
Special Attention to Rate Claims and 
Practice Before the Interstate Commerce Commission 


Rufus B. Daniel 


Interstate Commerce Cases Only 


SEVEN YEARS 
AT-THE-BAT IN 


El Paso, Texas 


BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 


M. W. Borders 


CORPORATION, INSURANCE 
AND ANTI-TRUST LAWS 


Luther M. Walter 
Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITiJE: 


John S. Burchmore 


As a Friend ef THE TRAFFIC WORLD, please Mention the paper in writing te attorneys. 























CARRIERS’ ANNOUNCEMENTS 


SOUTHERN RAILWAY EQUIPMENT. 
President Fairfax Harrison announces that with the 
proceeds of five million dollars’ of equipment trust notes 
the Southern railway has contracted for 75 locomotives, 
54 all-steel passenger train cars, and 4,075 freight train 
cars, largely of steel construction. 


Cc. & N. W. POTATO SPECIAL 

During the week beginning April 19th, the Chicago 
& Northwestern Ry., co-operating with the Agricultural 
College of the University of Wisconsin, will operate an- 
other Special Educational Train, in the interests of potato- 
growing in Wisconsin. The train will be operated through 
Wood, Waushara, Columbia, Marquette, Adams and JJuneau 
counties. Stops will be made at Grand Rapids, Wild 
Rose, Wautoma, Dalton, Grand Marsh, Oxford, Brooks 
and Adams. Practical lectures and demonstrations will 
be given by experts from the university. The farmers 
will be instructed as to soil preparation, planting of the 
seed, cultivation of crops and fertilizing. The subject 
of pure seed growing will be given special attention. One 
of the cars will be specially equipped to contain exhibits 
of the better and more marketable varieties of potatoes 
and to show the results of scientific culture and the more 
common potato diseases, 


NEW DOCK OPENED. 

The Great Northern Railway announces the opening 

of its new dock at Vancouver, B. C. It constructed of 
solid concrete, is fireproof, located on deep water, and 
served with Great Northern Railway tracks, thus pro- 
viding accommodations for the prompt interchange of traf- 
fic with water carriers, including ocean-going vessels. 


POSITIONS WANTED OR OPEN 


Shippers, Please Notice: 

I am a traffic man with expert training. Can 
efficiently handle your shipping problems. That’s 
my business. Scientific routing and reducing freight 
charges to a minimum my specialty. Prepare claims 
for filing with railroads and Interstate Commerce 











Commission. I CAN SAVE YOU MONEY. 
Well educated. Good experience. Twenty-seven 
years old. Married. Nominal salary to start. 


Position must be permanent. Address “Traffic 
Expert,” S M 66, care of Traffic World, Chicago, 
Ill. 
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TRAFFIC MANAGER—Age 34, single, steady anq 


reliable. Nine years in local freight office and freight 
claim department of Michigan Central Ry., Detroit, 
Tour years in commercial traffic work. My experience 
covers every detail] of commercial and railroad traffic 
work, viz: Rates, routing, claims, accounts, exporting, 
office system, correspondence and movement of carload 
and ‘ less-than-carload business. Policy: -aggressive, yet 
courteous; every detail of traffic work started right 
and kept there. At present traffic manager for gq 
large mail-order furniture manufacturing concern. } 
am seeking a larger field and would prefer a Detroit, 
Chicago or New York position. Address Traffic World, 
L. N. 217. 


8 


LS RN EE aL TT 


TRAFFIC MANAGER—Practical rate man, having had 
considerable experience in revising, billing, applying rates 
and preparation of rate data for hearings. Ten years’ of 
experience in both local and general offices, occupying 
positions as Chief Claim Clerk, Accountant, and Traveling 
Auditor. Best references; address J. R. 31, Traffic World 
Chicago, Il. 





EXPERT RATE AND CLAIM MAN, at present Au- 
ditor and Claim Agent for small railroad and for some 
time past Traffic Manager for one of the largest in- 
dustrial shippers in the west, particularly desires to 
locate in central or prairie state. Want to connect 
with a well established concern. Will expect a good 
salary but guarantee results. Age 33, reliable reference 
Will require thirty to sixty days in which to get re 
lieved. B. M. C. 32, The Traffic World, Chicago, I! 











ARTHUR B. HAYES 
ATTORNEY-AT-LAW 


COLORADO BUILDING WASHINGTON, D.C. 





















Former member of the Department of Justice as 
Solicitor of Internal Revenue 













interstate Commerce Litigation 


a Specialty 










Easy to Operate 








Railroad Form 
Desk and Pocket Size 
Price on Application 





Avoids Errors 


STRICKLAND’S CAR-DEMURRAGE RECORD 


In use for twenty years. 


Records Daily the History of Each Car Simply and Concisely From 
Arrival to Release 


J.W. STRICKLAND 


Milwaukee, Wis. 


Saves Demurrage 


Shippers’ Form 
Pri te 4 Page $2.00 
FICC) 200-Page $3.00 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 


G. W. SHELDON & CO., 





NEW YORK, N. Y. 
624 West Thirty-sixth St. 


of town a specialty; 
and distribution. 


Judson Freight Forwarding Co., Inc. 


443 Marquette Bullding. 
1501 Wright Building. 
Carload distribution to all railroads at Chicago and St 


Cc. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 


CHICAGO 
ST. LOUIS 


Louis without teams; L. 


Pacific Coast points. 


Terminal Storage & Transfer Company, Inc. 


U. S. Bonded Transfer 


FT. WAYNE, IND. 


Unsurpassed facilities for storing, 
ferring and forwarding goods; ample cold storage plant in 
room for outdoor storage. 
Two private switches connect plant with all roads. 
estimated amount of space required and kind of goods. 
Ft. Wayne has thirteen railroads, interurban and steam. 


connection, if desired. Yard 


Second city of Indiana. 


SAVANNAH, GA. 






WE CAN RECONSIGN 


CUSTOM HOUSE 





The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters. to co-operate with the Inter- 
State Commerce Coramission, state rali- 
road commissions and transportation 
“omparies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
Sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 


feadquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. 


Huguenot Express Co. 


Phone 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from out 
up-to-date facilities for storage 


Bash Storage Company 


handling, 


Savannah Bonded Warehouse and Transfer Co. 


AND STORE 
BROKERS. 





Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc... 
Buffalo Storage & Carting Co. 















phone No. 633. 











Mobile, Alabama 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 










trans- 





ag Prompt 
Give men and 





ANYTHING. 





LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


Ei. Ge. -WeRaOR.. «. f oid:c vig s ke ee oes President 
Commissioner, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 
Bi TD <5 00k vce she igen Vice-President 
Commissioner, Freight and Traffic Di- 
vision Chamber of Commerce, Indian- 
apolis, Ind. 
Oscar F. Bell ........ Secretary-Treasurer 
T. M. Crane Co., 836 South Michigan 
Ave., Chicago, Il. 
David P. Chindblom...... Asst. Secretary 
5 North La Salle St., Chicago. 


National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Traf. Mer., 
American Trust Bldg., Chicago, Il. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper 


360-356 Seneca St. 
ing, handling, transferring and forwarding goods. Tele- 


Louisville Public Warehouse Co., Ine. 


Import and export freight contractors, tramsfer and 
reshipping agents, eusf6m house brokers. Bomded and 
free warehouses. 


Wiesenfeld Warehouse Co. 


JACKSONVILLE, FLA. 


STORAGE, DISTRIBUTING AND REFORWARDING 
In heart of business district. 
Prompt attention to all shipments, large or small. 


service, 
drayage contractors. 
to southwestern points at reduced rates. 


In writing to advertisers. 





BUFFALO, N. Y. 





“Unsurpassed facilities” for stor- 


LOUISVILLE, KY. 











On both rail and water. 


Pearce Forwarding Company 


GALVESTON, TEXAS 


courteous warehouse- 


operated 


treatment, 
Package cars 









National League of Commission Merchants 


of the United States. J. J. Castellini, 
Pres., Cincinnati, O.; R. S. French, 
Business Manager, 202-204 Franklin St., 
New York. 





Northern Pine Manufacturers’ Assocla- 
tion. H. S, Childs, Secy., Minneapolis. 


Sterling Manufacturera’ and Shippers’ 
Association. In charge of traffic in- 
dustries located at Sterling and -Rock 
Falls, Ill. W. P. Benson, President; H. 
H. Wood, Vice-President; W. J. Bur- 
leigh, Secretary-Treasurer; W. E. Long, 
Traffic Manager. 





The Memphis Freight Bureau. L. R. 
Donelson, Pres.; . G. Thomas, Vice- 
Pres.: James S. Davant, Commissioner, 
Memphis, Tenn. 





































































THE TRAFFIC WORLD 


A TRIP TG WASHINGTON 


Takes Time and Costs Money 
WeEY TAKE IT 
When 


he Traffic Service Bureau 


With its intimate knowledge of 
the various Governmental De- 
partments will serve you 
reasonably and well? 


Rate Compilations or Comparisons 
Classification Inquiries 
Statistical or Historical Data 
Any Special Service 


WRITE SPECIAL SERVICE DEPARTMENT 


The Traffic Service Bureau, 508 Colorado Bldg.,Washington 


Owners and Publishers The Traffic World 





